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ABSTRACT 
AN ANALYSIS OF THE ROLE OF THE BALTIC STATES 
PORTS IN THE TRANS SIBERIAN RAILWAY MARKET 
ANASTASIA LILIOPOULOU 
Almost all the people involved in the shipping industry have come in touch from time to 
time with what is known as container transit. Some of these people may be working in one 
way or another in this field, whilst others may be familiar with the meaning and the 
importance of container transit. This research aims to examine the potential of the Baltic 
States' ports as transit gateways for the Trans Siberian container market. This work is 
divided in two parts, the theoretical and the practical. 
The first part of the study provides a theoretical presentation of the construct under 
investigation, starting with an introduction, presenting the objectives of this study, an 
overview of the region, the structure of the thesis and the limitations of the study. The next 
chapter focuses on providing a historical overview of the Baltic Sea region in order to 
establish the historical background of the countries involved in this trade while under the 
Soviet rule. Gradually the circle of the research will be widened and will concentrate on 
presenting and analysing the Trans Siberian Railway, along with various future projects 
that can influence its future performance. Also, the Baltic States will be initially presented 
individually but then will be analysed as gateway markets for containers in competition 
with Finland. In addition, the most important future factors that can influence the potential 
of the Baltic States' ports as a gateway market for containers will be analysed followed by 
an advanced literature review, better known as content analysis. Last but not least, a 
conceptual model will be designed in order to present a summary of the whole work so far. 
The second part of this research is the technical part and includes the statistical techniques 
applied in order to derive composite policies for the Baltic States. Initially, the scaling 
development is presented along with the derivation of the scale for this study and the 
statistical tests that determined the final form of the questionnaires. The next chapter is 
divided in four sections providing: a background for the experts participating in this 
research, the application and results from conducting Analysis of Variance and t-tests, as 
well as a descriptive statistical analysis of each one of the statements included in the 
questionnaire along with anecdotal data and comments derived from the experts in the 
region. The final section in this chapter presents a set of policies that is believed can be 
useful to the companies involved in that region. Moreover, the last chapter of this study 
provides a presentation of the problems which occurred while undertaking this research, as 
well as a discussion concerning further research. 
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CHAPTER ONE 
INTRODUCTION 
The introductory chapter of this study provides a background to the research. The dramatic 
changes which have taken place in Russia and the Baltic States in the last 12 years, have 
created an impact in the shipping industry, never experienced before 1• On the one hand, the 
economic, social and political transition of these ex-communist countries, and on the other 
hand, the Trans Siberian Railway'S key geographical position connecting Western Europe 
and the Far East, has attracted the interest of a number of investors who see the logistical 
potential of the region. 
This research aims to analyze the role of the Trans Siberian Railway as an export route for 
containers in transit from Russia and the Far East, and the potential of the Baltic States in 
competition with ports in Russia and Finland. 
1.1 Study Objectives 
This research has a number of objectives. 
• 
To review the current role of the Trans Siberian Railway (TSR) in the movement of 
containers from Russia, China, Japan and countries of the Former Soviet Union 
(FSU) to Europe and for export elsewhere. 
• 
To analyze the role of the ports of the Baltic States in providing the inter-modal 
link with shipping services in the Baltic Sea in competition with alternative port 
tacilities in Russia and Finland. 
1 G D Ste,"nherr A (1995). 'Economic Transition in Central and Eastern Europe', Published h~ ros, ., L ,., 
Longman. London" 
1 
• To assess the future of container movements by the TSR through the Baltic States 
in the light of their impending accession to the EU. 
• To identify and recommend major policy initiatives for the Baltic States in terms of 
transit policy for potential container traffic by the TSR. 
These objectives will be achieved in a number of stages: 
• A literature reVIew of academic, commercial and industrial publications 
covering the TSR, transit in the Baltic States, the export of containers from 
Russia, the Far East and the FSU. 
• A statistical analysis and technical review of the TSR and its traffic over the 
past 15 years and projections of its future growth and capacity. 
• A content analysis of these sources to derive the major policy issues which are 
most commonly viewed as influencing the development and use of the TSR for 
container movements. 
• The derivation of a senes of statements from the content analysis, which 
encapsulates the major policy issues which are most commonly believed to 
direct the development, revitalization and expansion of container transit 
facilities for the TSR through the Baltic States. These statements will be 
presented to a representative sample of experts from the industry and a rating 
scale (Likert scale) will be used to measure their degree of agreement/ 
disagreement with these issues. 
• Statistical measures of agreement/ disagreement will be calculated and the 
measures input to a one-way Analysis of Yariance (ANOYA) and at-test 
technique to derive the nlajor composite policy themes which the experts believe 
direct container transit policy in the region and which have most significance in 
I 
the context of the TSR and its relationship to and use of Baltic States ports. 
Policy recommendations will follow. 
1.2 Overview of the Region 
After the Second World War, Eastern and Central European countries were taken under 
Soviet control, as agreed by the West at the Yalta Conference in 19452• The Baltic State 
ports had become naval bases of vital importance for the Soviet Union. However, their 
favourable geographical position influenced their development as the main facility for 
containers in transit to Western Markets. 
In 1991 the countries of the Baltic States became independent. Independence brought 
great transformation effects in the Baltic States. Suddenly after all these years under the 
absolute control of a communist sufficient Union, these countries were exposed to an open 
and highly competitive market with low capital availability3. The ports particularly of the 
independent states have been faced with declining traffic levels, uncertainty over 
ownership and property rights within port areas and competing demands for access to 
waterside facilities for vessel and handling activities 4 • 
However, in 1992 all the Baltic States adopted a comprehensive reform package involving 
price and trade liberalization and small-scale privatisation, in order to meet the European 
Union's standards5. The Baltic States also emphasised the privatization process within their 
ports aiming to attract strategic investors, including foreign investors, in order to improve 
both superstructure and infrastructure6. 
2 Karbonski, A .• (1992). 'The Columbia History of Eastern Europe in the Twentieth Century. Published by 
Columbia University Press. New York. 
3Zurek, J.. (2001). 'The Role of Seaports in Region Development'. Published by the University of Gdansk. 
4 Cowiconsult. (1995). 'Strategic Study of Ports and Maritime Transport in the Baltic Sea'. Published by the 
European Union's Regional Group on Ports and Maritime Transport in the Baltic Sea. July. 
S Lavigne. M .. (1999), "The Economics of Transition '. 2nd Edition. Published by Mac Millan Press Ltd, 
London. 
(, Sea trade Review, (1996), 'Hitting the Privatisation Trail' April. 
3 
Their governments in the meantime managed to set up the proper institutional framework. 
including an European Integration Council and other structures, in order to prepare for 
integration into the EU. The Baltic States aim to meet the criteria set out in Copenhagen 
for countries applying for EU membership 7. 
It is a very interesting fact that, since the collapse of the Soviet Union, these former 
communist countries have remained as one of the important issues frequently covered by 
the Western media, not only because of the dramatic political developments that have 
occurred but also due to the economic developments, commonly in the maritime sector8. 
The transition of shipping in these countries into competitive markets aroused the public 
interest. Western governments, firms, international organizations, are eager to be kept 
informed, to understand, to advise, to trade, to invest, to be involved in one way or another 
in this region9. 
However, the importance of Russia and the Trans Siberian Railway cannot be over 
emphasized. Russia has a key geographical position; connecting Western Europe to Far 
Eastern markets through a 5,867-rnile railway system (TSR), and vice versaIO. The route 
offers much potential, particularly in the context of increasing environmental awareness 
and the emphasis on rail freight in this context, and the policies of the EU, which aim to 
encourage inter-modal transport for similar reasons. 
Currently the main outlets to the sea for Trans Siberian Railway containers are through 
south Finnish ports, but the ports of the Baltic States see opportunities in competition with 
them particularly in the light of new or planned container terminal facilities in Klaipeda, 
7 Baltic Times, (1999), 'Fischer backs Baltic States in EU Drive', September 9-15. 
8 Estrin, S., (1994), 'Privatisation in Central & Eastern Europe', Published by Longman, London. 
') Lavigne, M., (1999), 'The Economics of Transition', 2nd Edition. Published by Mac Millan Press Ltd, 
London. 
10 ECMT (European Conference of Ministers of Transport), (1997), 'Which Changes for Transport in the 
Next Century'?' published by ECMT, October. 
Ventspils, Liepaja and Rigall . Competition from land based rail services across Europe to 
these Baltic States' ports shipping services is limited by the difference in rail gauge of 
Russia once crossing the Polish border and the costs this imposes 12. 
The development of Baltic States port facilities following transition offers similar 
encouragement to TSR containerized services particularly in contrast to the ice affected 
port of St. Petersburg and the port of Kaliningrad which although in Russian territory, is 
physically separated by Lithuania and Belarus. Both ports also have security problems. 
This research aims to analyze the potential for the Baltic States ports to acquire a greater 
share of the Trans Siberian Railway containerized traffic as it transfers mode from rail to 
sea and to achieve this by utilizing expert opinion as the basis for developing policies for 
this market. 
This will be placed in the context of the dynamic Russian economy, accession trends of the 
Baltic States to the EU, competition from Finnish ports and the characteristics of the TSR 
containerized trade. It will be practical in its approach with the aim of offering advice to 
policy-makers in the Baltic States on strategies for the future derived from a 
comprehensive literature review and the close involvement of regional experts, whilst 
retaining strong theoretical validity through its use of established techniques of content 
analysis, Likert scale and ANOVA analysis. 
1.3 Structure of the thesis 
This thesis consists of ten chapters including introduction and conclusions. The current 
chapter, chapter one, introduces the background to the research, whilst presenting the aims 
and the objectives of this work. as well as the components of each chapter. 
II Paykkonen. P.A .• (1997). "The Future Potential of Finland and its Railways in Container Gateway I rattlc 
to Russia'. Master of Science in International Logistics, Published by the University of Plymouth. Plymouth. 
12 Bergstrand, S., Doganis, R., (1987), "The Impact of Soviet Shipping'. Published by Allen and Unwin. 
London. 
5 
Chapter two aims to provide an overview of the impact of the Soviet Union upon the 
Eastern European transport sector, and more specifically, upon the Trans Siberian Railway 
and the Baltic States ports. In addition, the chapter presents a further up to date overyie\v 
of the Trans Siberian Railway, including statistics of the container traffic transported via 
the Trans Siberian Railway in the last seventeen years. It also provides a more detailed 
analysis of the present issues related to the Trans Siberian Railway and any future 
agreements or projects that it is believed would contribute to the improvement, 
development and expansion of the Trans Siberian Railway. 
Chapter three aims to provide an overview of the Baltic States of Estonia, Latvia and 
Lithuania, during the transition period, including their economy, privatization and the 
transport sector. 
Chapter four will widen the circle of research by presenting the gateway market for 
containers that move via the Trans Siberian Railway and Russia. Each potential route will 
be presented separately mainly focusing on the transport infrastructure. In addition, the 
advantages and disadvantages of each route will be given in order to determine the 
potential of each route. 
Chapter five aImS to present the mam external factors that can influence the future 
potential of the Baltic States ports in re-directing any TSR container traffic that currently 
goes through the Southern ports of Finland. Such factors will include the accession of the 
Baltic States in the European Union as well as current Russian policies that encourage the 
handling of containers by its own ports. 
A conceptual model is developed in chapter six. However, in order for one to understand 
the effects that the Trans Siberian Railway can have upon the transit ports of Baltic States. 
and the potential of these ports, it is necessary to examine the main factors that influence 
the Trans Siberian Rail market. Reviews of previous research on the r~gion provide a basis 
6 
for the identification of the main factors which have an impact upon the Trans Siberian 
Rail market and the Baltic States. 
Chapter seven attempts to provide a basis for the development of this research by 
conducting a Content Analysis. Content Analysis is a both qualitative and quantitatiye 
technique, designed to identify the main issues that are influential upon the current and 
future development of the market potential of the Trans Siberian Railway. The main issues 
derived by this technique were used to form a number of statements that later were 
presented to experts of the region. 
Chapter eight provides insights into the use of Likert scales since they were chosen as the 
most suitable scaling method, providing a rating scale (1-5) that would be used to measure 
the experts' degree of agreement/ disagreement with these issues. 
Chapter nine will present the results of the analysis conducted. The chapter is divided into 
three parts. The first part, presents the background for the analysis, whereas, the second 
part, gives details of the application of the Analysis of variance (ANOVA) and the t-test 
analysis applied for this research. The specific statistical techniques were chosen as the 
most appropriate for the purpose of this research. Moreover, the third part of the chapter 
provides a descriptive analysis of each one of the statements, as well as fundamental 
insights into the region, based on anecdotal data derived from the experts, that would 
contribute to the formation of recommendations and policies concerning the Eastern Baltic 
regIon. 
Last but not least, chapter ten discusses major policy initiatives for the Baltic States in 
terms of transit policy for potential container traffic by the Trans Siberian Railway. In 
addition, this chapter provides the conclusion for this research and presents the problems, 
which occurred while conducting this research and the way that the author dealt with these 
problems. In addition, the chapter provides information about hlrther future research as 
7 
well as barriers to the policies that have been developed for the Baltic States through this 
research. 
1.4 Limitations of the study 
As mentioned earlier in this chapter, this study aims to analyze the potential of the Baltic 
States ports in the Trans Siberian Railway container market. One should be aware that 
when the author refers to the Baltic States, she refers only to the Baltic States of Estoni~ 
Lithuania and Latvia due to the fact that these are the only three ex East European states 
that have the same rail gauge with Russia. Although, Poland is a Baltic State, it has not 
been included in this study because Poland has a different rail gauge with Russia which 
means that containers moving via the TSR could enter Lithuania (with the same rail 
gauge), but at the Polish border the containers would have to be unloaded and reloaded into 
Polish wagons. One can assume that the costs of such operation would be considerably 
higher. 
Furthermore, this research concentrates on the gateway container traffic that moves via the 
Trans Siberian Railway. Up until 2002 the major Trans Siberian container flow moved 
through the southern Finnish ports of Kotka, Hamina and Helsinki. Therefore, the Finnish 
route will be analyzed in chapter five, along with the Baltic States route. In recent years the 
Baltic States gateway route (referring to the major container ports, Tallinn, Riga, Leipajia, 
Klaipeda) has increased its share in this traffic. In addition, there is a third gateway route, 
the inland route. However, the inland route will not be analyzed in this study due to the 
fact that this route is a natural choice of intra-European containers 13, and only Finland and 
the Baltic States compete for the containers that travel via the TSR since they have the 
same rail gauge as Russia. 
\3 Virolaincn. Simo, (200 I). Coordinator. VR Cargo Ltd. 
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Moreover, there are two Russian ports in the Baltic Sea regIon, St. Petersburg and 
Kaliningrad. Even though these ports can be seen as competitors to the other two routes 
these ports were not analyzed in chapter five as gateways due to the fact that these two 
ports handle very little container traffic that moves via the Trans Siberian Railway. 
Nevertheless, the author has decided to include the port of St. Petersburg and the port of 
Kaliningrad in chapter six, and treat these ports as two ports that might have the potential 
in the future to compete for Trans Siberian container traffic. 
Finally, between 2000-2001 and while visiting the Baltic States of Lithuania and Latvia, as 
well as Russia, the researcher of this study met 30 experts, among which were high ranking 
government officials, who provided important information for this research. However. the 
information collected was mainly used as anecdotal data in the analysis of the results 
chapter, due to the fact that these experts demanded to remain anonymous. Therefore. no 
information about the agenda of the experts is given throughout the project, except the type 
of occupation while analyzing the results. 
9 
CHAPTER TWO 
THE TRANS SIBERIAN RAILWAY 
2.1 Introduction 
Russia has a key geographical position, connecting Western Europe to Far Eastern markets 
through a 5,867 miles railway system (TSR), and vice versa l . This indermodal route has 
many names: Trans Siberian Railway, Trans Siberian Land bridge, Trans Siberian Route, 
and Trans Siberian Line, but any of the names stands for the shortest rail route in the world 
between the two regions2 (See Appendix 1). Throughout the years, the Trans Siberian 
Railway has been proven to have the longest history of commercial freight operation 
between Europe and the Far East3• As a result, the creation and later performance of the 
Trans Siberian Railway has been affected by both the history of the Russian Empire and 
modem Russia 4. 
However, the development of the Russian empire and extensively of the Trans Siberian 
Railway is not bound by normal historical practices. The most suitable approach requires 
an understanding of the Soviet Communist transport philosophy which stems from 
Marxism-Leninism as the ideological theoretical and methodological baseS; therefore, the 
effects of the Soviet Rule upon the Baltic States and the TSR will be presented first, 
followed by changes that occurred in the TSR since the collapse of the Soviet Union. and 
any future projects that can determine the potential of the TSR. 
I ECMT (European Conference of Ministers of Transport), (1997), 'Which Changes for Transport in the Next 
CenturyT Published by ECMT, October. 
2 Moore, K., A., Greenwich Forum VI, (1980), 'Development of the USSR'. 
:; ECMT (European Conference of Ministers of Transport), (2000), 'Integration of European Inland 
Transport Markets', pp. 68, Published by ECMT . 
.. http://www.infoplease.com.ce6/worldlA0849291.html 
5 Hill, R., J., (1989), 'Soviet Union', 2nd Edition, Published by Pinter, London. 
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2.2 The Trans Siberian Railway under the Soviet Rule 
Soviet foreign trade was dominated by three principles: (1) the trading partners had to be 
neighbouring communist countries or the developing tlrird world countries to which the 
Soviet Union has given aid involving trade credits, (2) the sale of diamonds, gold. furs etc .. 
to acquire foreign exchange and (3) the acquisition of essential raw materials and 
consumer imports on most favourable terms6. 
In July 1971 the Council for Mutual Economic Assistance (CMEA), which was a 
multilateral economic alliance responsible for promoting the economic development of the 
countries that were under the Soviet rule, adopted a plan for complex Socialist economic 
integration, which led to more joint projects and information exchange between members 7. 
The plan included the exchange of goods among communist countries frequently by 
bilateral negotiations. However, in the years to follow more and more trade drifted outside 
the bloc countries, mainly to the tlrird world countries for imports of raw materials against 
capital goods or towards a varied trade with Western European countries8. In the same 
period the Soviet Union established an energy trade with the Federal Republic of Germany. 
In 1973 the oil crisis and the severe price increase in crude oil would lead the CMEA to 
focus its international activities upon the energy sector and durable consumer goods 9. In 
addition, the lack of convertible currency would lead the Soviet Union to constitute energy 
trade with Western Europe in order to earn hard currencylO. That could be achieved easily 
because the price system in the Soviet bloc did not depend on the principles of supply and 
demand, but rather upon a series of state-controlled prices for all commodities". The 
transport sector was continually subsidized and that meant that the transport sector and 
6 Jain, R., (1993), 'Germany, The Soviet Union and Eastern Europe, 1949-1991', 1st Edition. Published by 
Sangam Books Ltd., London. 
7 Jorre, G., (1961), 'The Soviet Union', 2nd Edition, Published by Lonhman, London. 
8 Mellor, R., (1975), 'Eastern Europe: A Geography of the Comecon Countries', Published by Macmillan 
Press Ltd., London. 
9 Jain. R., (1993), 'Germany, The Soviet Union and Eastern Europe, 1949-1991', 1" Fdition. Published by 
Sangam Books Ltd., London. 
10 Jain, R., (1993), 'Germany, The Soviet Union and Eastern Europe, 1949-1991', 1st Edition, Published by 
Sangam Books Ltd., London. 
II Roc, M .. (2001), 'Polish Shipping Under Communism', 1st Fdition, Published by Ashgate Ltd. London. 
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more specifically, shipping and the railways could develop as major hard currency 
earners 1 2. 
Even though this opening to the West, against the policy of self-sufficiency, was opposed 
in the Soviet bloc, it provided the opportunity to develop true commercial skills and 
experience of the free market 13 _ The new order occurring in the Soviet bloc required new 
changes in order to be able to trade and benefit from the West. Therefore. the most vital 
change involved the establishment of a convertible currency 1 4 _ That was mainly due to the 
fact that Eastern European countries were constrained by the lack of foreign currency. and 
that meant that these countries had to export first in order to be in a position to import 
later 1 5 • Unfortunately the currencies in the whole Soviet bloc were not convertible, in the 
sense that: 
'They could not be purchased or sold a~ainst other currencies at a single exchange rate 
without restrictions and for all purposes' 6. 
This problem was partially resolved in 1976 by introducing a commercial rate, which was 
calculated as the average amount of domestic currency needed to earn a unit of foreign 
currency_ 
As far as the transport sector was concerned, the Soviet Union dominated the mam 
transport routes of Eastern Europe for military reasons 17. In particular the Baltic State's 
ports were developed as naval bases to serve Soviet military purposes. However. in later 
years those ports were favoured as primary avenues for trade in import/export transit 
12 Lavigne, M., (1999), 'The Economics of Transition ',2nd Edition, Published by Mac Millan Press Ltd. 
I3 Soviet Shipping, (1989), 'CMEA Jubilee and Prospects', January. 
l-t Bernard, P., 1., (1966), 'Planning in the Soviet Union', 1st Edition, Published by Pergamon Press, London. 
15 Moore, K, A, Greenwich Forum VI, (1980), 'Development ofthe USSR'. 
16 Lavigne, M .. (1999), 'The Iconomics of Transition', 2nd Edition, pp. 66, Published by Mac Millan Press 
l,td. 
I7 Zurek, J .. (2001), 'The Role of Seaports in Region Development', Published by the University of Gdansk. 
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cargo l8 • In additio~ the Baltic ports were regarded as essential windows on the Western 
trade systems and marketsl9 . Nonetheless, the emphasis towards industrialisation. fayoured 
the development of rail networks at the expense of other modes2o• The most significant 
network, used for the movement of freight was the Trans Siberian Railway, connecting 
Eastern Europe and Russia to the Far East21. Rail transport flourished in the middle of 
1960's mainly due to the growth in the agricultural and industrial sectors and more 
particularly to its geographical positio~ serving even the vast areas of Siberia22 • 
In the years to follow trade with West Europe flourished even more. The introduction of 
containerization in the world market benefited both the shipping and railway sector in the 
Soviet bloc due to the fact that it led to the co-operation and co-ordination of these two 
sectors and provided through combined transport, the fastest and cheapest route from Far 
East to Western Europe and vice versa23. More specifically, in 1967 the progress of 
containerization and intermodal transport helped the Trans Siberian Railway to gain value 
as the shortest and cheapest alternative route compared to the deep-sea route from Europe 
to the Far East24. 
In the late 1960's experimental shipments between Japan and Europe usmg the Trans 
Siberian Railway were conducted25. In 1971 a formal agreement was signed between the 
Soviet agency, Soyuzvneshtrans, and the Japanese and European freight forwarding agents 
for the operation of the Trans Siberian container route and the creation of a modem system 
18 European Union's Regional Group on Ports and Maritime Transport in the Baltic Sea, (1995), 'Strategic 
Study of Ports and Maritime Transport in the Baltic Sea', Published by Cowiconsult. 
19 Buchhofen, E., (1995), 'Transport infrastructure in the Baltic States during the transformation to market 
economies', Journal of Transport Geography, Vol. 3, No. I, pp. 69-75. 
20 Callinane, K., and Toy, N., (1998), Planned Road Network Developments in the Baltic Sea Region', 
Transport Reviews, Vol. 18, No. L pp. 37. 
21 Miller, E., (1978), 'The Trans-Siberian Land Bridge, A new Trade Route Between Japan & Furope'), 
Soviet Geography Vol. XIX, No.4, 34-38. 
22 Mathieson, R.. S., (1975), 'The Soviet Union', 151 Edition, Published by Heinemann Educational Books. 
London. 
13 Slepven, I., (1996), 'The Trans Siberian Railway', History Today, Vol. -l6, pp. 37. 
~~ Soviet Shipping Journal, (1982), 'Trans Siberian Container Service', pp 25-27, FebruaT) 2. 
25 Zheleznodorozhnyy Transport, (1975), • Automated Control of Container Transport', JUly. 
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of intermodal container shipping known as the Trans Siberian Container Service (TSCS)26. 
The first recipients of licenses to operate on the TSR were Y.S Van Gend and Laos. and 
C.T.I (JEURO)/ M.A.T. Transport. 
According to this agreement the Soviet agency was responsible for most of the facilities of 
the intermodal service. Furthermore, the agreement provided that containerized cargo 
heading to Western Europe would be moved using Japanese and Soviet vessels from Japan 
to the Russian port of Nakhoda27• Once the containers reached Nakhoda they would be 
loaded on flatcars and move across the TSR to Moscow. From there the containers would 
be routed to container terminals on the Baltic Sea in Tallinn (Estonia) and Riga (Latvia)28. 
There the containers would be transferred to ships heading to the country of final 
destination. 
Co-operation and co-ordination among the countries of the new self-sufficient communist 
Soviet Union was vital for the TSR's success to follow. The block trains that were used to 
carry the containers were manufactured at the ports of Leningrad and Tallinn and at the rail 
station Brest and the port ofVostochni9. Moreover, the USSR focused on transforming its 
Baltic ports from naval bases to water gateways for containers in transit. The port of 
Leningrad was the first of the Soviet ports to develop as a container port providing all 
kinds of container facilities including repairs to damaged containers and equipment3o. 
In addition, Soviet shipowners established four comparues which served the Western 
European market and maintained a network ofTSCS liner services3 ). These were: 
26 Miller, E., (1978), 'The Trans-Siberian Land Bridge, A new Trade Route between Japan & Europe', Soviet 
Geography, Vol. XIX, No.4, pp. 34-38. .. " 
n U.S News and World Report, (1975), 'A Land bridge Across Russia-How It s Workmg December 15. 
28 Izvestiya, , (1975), 'Containers in Transit', December 12. 
29 TSCS leaflet, (1980), Morflot Publishing Agency, USSR, Moscow. 
:10 Queiroz, Cesar, (2001), 'Major Trends in the Transport Sector and Impact on the Baltic States'. Trans 
Baltica 2001 International Conference. June. 
~l TSCS leaflet. (1980), Mortlot Publishing Agency, USSR Moscow. 
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• The Baltic Shipping Company 
• The Estonian Shipping Company 
• The Latvia Shipping Company 
• The Azov Shipping Company. 
The Baltic Shipping Company was based in Leningrad operating a fleet of container 
vessels and Ro-Ro ships. The Company was providing weekly services to/from Tilbury 
and Hull in the United Kingdom, Antwerp in Belgium, Rotterdam in The Netherlands. 
Hamburg and Bremen in Western Germant2• Tallinn in Estonia was the most important 
transshipment port for the TSCS due to its geographical location, close to the Scandinavian 
countries. The Estonian Shipping Company was operating frequent services to ports in 
Stockholm in Sweden, Oslo and Drammen in Norway, and Aarhus and Copenhagen in 
Denmark33 • The Latvia Shipping Company was based in Riga. The Company was 
providing regular container services to Dublin in Ireland, Ellesmere (UK), and Le Havre in 
France34 • The Azov Shipping Company was situated in the port of Zhdanov. This 
Company was covering all the Mediterranean countries. Services were operated from/to 
V alencia, Barcelon~ Ravenn~ Savon~ V enice, Rijek~ Piraeus, Istanbul, and Alexandria. 
All four Companies were closely co-operating with the TSCS by providing an extensive 
sea network for containers in transit from the Far East to Western Europe and vice versa35 . 
On the other end of the Trans Siberian Railway, regular services that would link the system 
to ports in the Far East were developed. In 1976 the port ofVostochny was developed into 
the terminal gate of the Trans Siberian Railway with the ultimate aim to accommodate 
TSCS liner services in the Far East36. The Far Eastern Shipping Company maintained all 
-'2 Lukov. N., E., General Secretary of the Coordinating Council on Trans Siberian Transportation, June, 
(2000). 
33Zurek, J., (2001), 'The Role of Seaports in Region Development', Published by the University of Gdans\.... 
,-I TSCS leatlet, (1980), Mortlot Publishing Agency, USSR, Moscow. 
3) TSCS leatlet, (1980), Mortlot Publishing Agency, USSR, Moscow . 
.• 6 Bergstrant, S., and Doganis, R., (1987), 'The impact of Soviet Shipping', Published by Allen & Urw,in, 
London. 
15 
the TSCS container servIces m the Far East, including those to Japan, Hong Kong, 
Philippines, and Thailand. 
In 1975 the FIATA Congress observed that: 
'The organization of shipments by the Trans Siberian Containers Service was a major 
achievement on the part of European and Japanese forwarding agents,37. . 
In December 1979 the V 10 Soyouztransit association was formed which was the Soviet 
Foreign Trade Self-Supporting Corporation, the sole forwarder of transit shipments via the 
USSR territorl8• V 10 Soyouztransit offered three transit routes by TSCS: TRANSRAIL, 
TRANSEA and TRANSCONS. 
The TRANSRAIL route was providing transit for cargo moved from the Soviet border 
stations, Luzhaika, Brest, Chop, Ungeny, Djulfa and Kushka to ports in Japan and other 
countries in South - East Asia, and vice versa. V/O Soyouztransit was responsible for the 
receipt of containers from the European railways at the Soviet border stations and their 
movement by rail to destinations via the ports of Vostochny and Nakhodka39. The transit 
time was 25-30 days. 
The TRANSEA route was providing arrangements for the transportation of containers 
from European ports to Soviet ports in the Baltic and Black Sea, shipment by rail to the 
ports of Vostochny and Nakhodka and further transshipment to a vessel for delivery to its 
destination, and vice versa40. The transit time was 35-40 days. 
Finally, the TRANSCONS route was responsible for the carriage of containers by road 
from Europe to Vysoko-Litovsk near Brest. Once the containers reached Brest. they were 
J7 Soviet Shipping Journal. (1982), "Trans Siberian Container Service', pp 25-27. February 2. 
38 Bergstrand. S., and Doganis. R.. (1987). 'The Impact of Soviet Shipping', Published by Allen & Unwin, 
l,ondon. 
39 Soviet Shipping Journal. (1982). "Trans Siberian Container Service'. pp 25-27, February 2. 
40 TSCS leatlet, (1980), Mortlot Publishing Agency, USSR. Moscow. 
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transshipped to trains heading to the ports ofVostochny and Nakhodka41 • From there the 
containers were delivered to their destination by sea. The transit time was 40-45 davs. 
" 
One should be aware that in order to provide the above routes efficiently V /0 
Soyouztransit was closely co-operating with many forwarding agents, shipping carriers in 
Europe and Japan, the Soviet railway, and the trucking association Sovtransavto 42. 
In the early 1970's, the joint efforts of the Soviet and foreign parties, involved in the 
improvement of the Trans Siberian Container Service, helped the Trans Siberian Railway 
to win popularity and confidence with Japanese and Western European transport 
communities43 • By 1979 the Trans Siberian Railway had won more than 20% of Japan's 
westbound export carg044• Moreover, the improvement in political relations between the 
USA and Soviet Union in 1980 lead shippers to view the Trans Siberian Railway more 
positively 45. 
At this point it should emphasized that the actual figures for the amount of containers 
carried by the TSCL were difficult to compile accurately due to a number of reasons such 
as different sources, for their own reasons, providing different statistics of the amount of 
containers that the Trans Siberian Container Line handled since its establishment46 . In 
addition, the figures were, in some instances, confused by the number of different countries 
that transport their containers via the TSR route, making the comparison of 
origin/destination areas a difficult task47• The main reasons behind these problems were the 
lack of co-operation between the operators involved due to competition. the lack of co-
ordination among the parties involved in this trade, and lack of organization of the TSCL. 
41 TSCS leaflet, (1980), Morflot Publishing Agency, USSR, Moscow. 
42 Bergstrand, S., and Doganis, R., (1987), 'The impact of Soviet Shipping', Published by Allen & Unwin, 
London. 
43 Helmer, J, (1999), 'Moller weights future of Russian intermodal route', Journal of Commerce, 2 August. 
44 Lloyd's Shipping Economist, (1979), 'Treat from Rail Link', February. 
4~ Lloyd's Shipping Economist, (1980), 'Russians Unjustly PersecutedT, January. 
46 Lloyd's Shipping Economist, (1980), 'Soviet Rail Link Delay', October. 
~7 Lloyd's Maritime Asia, (1990), 'Trans Siberian Railway: Contest on the Orient Express'. December. 
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Also another reason behind the publication of different figures at the time was the strict 
regulations included in the old Soviet economic system. More specifically, the Soviet 
economic system was based on targets. If a company succeeded fulfilling the targets 
imposed then the company could earn more money and more security. However, if a 
company failed to meet the targets opposed by the Soviet Rule, then the consequences 
were very unpleasant. Hence, all companies during Soviet times were publishing results 
that showed they had met targets, even if such results did not reflect the reality48. 
However, experts of the region have managed to compile a set of figures that were reliable 
enough to provide a general picture of the TSR route. This was achieved partly through 
collating a wide range of sources and partly by comparing the trade between Europe and 
Japan carried by TSCL and that carried by the Far East Freight Conference49• In terms of 
figures or more specifically in terms of TEU capacity, the numbers of containers 
transported by the TSCL between Europe and the Far East increased from 55,000 TEU in 
1978 to over 100,000 TEU in 19795°. However, in 1980, and for no apparent reason, the 
movement of containers from Europe to Japan and Korea via the Trans Siberian Container 
Line suffered a considerable decline of 10,000 TEU51 • 
Nevertheless, as Figure 2.1 indicates, the movement of containers via the Trans Siberian 
Railway, in total, had increased in the 1980's, reaching in 1983 110,683 TEU. The main 
reason for this sharp increase between 1980 and 1983 is mainly due to the war between 
Iran and Iraq that started in 198052 . More specifically, the number of containers destined 
for Iran in 1980, increased by 400% when compared with 1979, reaching 24,000 TEU53 . 
48 Anecdotal data derived from experts in the Baltic States region. 
''lUoyd's Shipping Economist, (1980), "Soviet Rail Link Delay", October. 
'ill http://www.erina.or.jp/Forum/Forum2000/eSessionl/eNagasawa.htm 
51 http://www.erina.or.jp/Forum/Forum2000/eSession1/eNagasawa.htm 
52 Lloyd's Shipping Economist, (1981), 'Trans Siberian Container Line', July. 
53 Lloyd's Shipping Economist, (1981), "Trans Siberian Railway", April. 
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This was mainly due to both the effects of the war with Iraq. which resulted in the closure 
of the Iranian ports, and the shortage of shipping space in most trades heading to Europe:'i~. 
From 1982 onwards the competition between sea and rail operators on the EuropelFar East 
route became increasingly intensive due to the announcement of the Trans Siberian 
Container Line's intention to reduce tariffs, which was expected to increase the container 
traffic using the railways compared with sea55 • However, the main reason behind this 
policy adopted by the TSCL for the reduction of tariffs was not only to increase volumes 
but at the same time to bring hard currency in the Soviet regime. 
However, during the same period the competition between shipping lines on the Far East to 
Europe route was also increasing resulting in adding to the already available capacity56. 
The TSCL was now causing a major concern among shipping lines that were strongly 
opposed to the Soviet Union's regulation of competition between the Trans Siberian 
Railways and maritime routes, and also about the subsidies provided to the TSR57 • 
In the first half of 1983 the trade to Iran had increased, and more specifically, the volumes 
of containers from the Far East to Iran via the Trans Siberian Railway, causing shipping 
owners operating in the Arabian Gulf to introduce more upgraded services to Iran58 . At the 
same time, Soyuztransit (SOTRA), the authority which operates the transit system in the 
TSR, in the light of the increased container volumes to Iran, was facing problems due to 
congestion at the Far East ports of Vostochny and Nakhodka and the inland station of 
Djulfa on the Iranian border. The congestion led to delay of containers and raised the 
54 Lloyd's Shipping Economist, (1981), 'Trans Siberian Railway', April. 
55Lloyd's Shipping Economist, (1982), 'Struggling into Container Ag~', July. 
5bLloyd's Shipping Economist, (1981), 'Trans Siberian Railway', AprIl. 
57 Lloyd's Shipping Economist, (1981), 'Trans Siberian Railway', April. 
58 Lloyd's Shipping Economist. (1983), 'Iran Trade Starts to Recover', August. 
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question by the TSR's operators about the future capacity of the land Bridge59 . By the end 
of 1983, the total volume on the Iran-bound TSR cargo was approximately 44,600 TElfo. 
In addition, the Trans Siberian Railway, in order to keep an advantage over sea transport, 
introduced at the beginning of 1985 regular express block train services61 • Each block train 
had 52-55 wagons, carrying up to 110 TEU and these were dispatched to five Soviet border 
destinations: Leningrad (for UKlBaltic traffic), Chop (CzechoslovakialHungary), Brest 
(Poland/Germany), Djulfa (Iran) and Lujaika (Finland) within 20-21 days from Japan62 • 
This newly established service was co-coordinated on the TSR by an expert non-vessel 
operating common carrier, Jeuro Container Transport Inc. 
'In its capacity as general agent for vlo Soyuztransit (SOTRA)-the Soviet body responsible 
for operating the Trans-Siberian Container Service-Jeuro arranges all block trains 
bookings through its Yokohama office placed by fellow members of the Trans Siberian 
Intermodal Operators Association of Japan (!,SIOAJ) ,63 . 
Moreover, along with the new block train system came further improvements in the TSR's 
operational system, including the introduction of a computer tracking system to monitor 
the movement of containers along the Trans Siberian Railway64. 
When one looks at the overall movement of containers via the Trans Siberian Railway 
between 1980 and 1989 it is clear that from 1983 onwards the volume of containers has 
slightly fallen but since then they seem to have remained relatively stable. 
However, after 1989, the major political differences between the Soviet Union and its East 
European satellites, led to a great uncertainty over the future of the Trans Siberian 
59 Lloyd's Shipping Economist, (1983), 'Iran Trade Starts to Recover', August. 
60 Lloyd's Shipping Economist, (1983), 'South Korea and North Europe Liner, Trade', November. 
61 Lloyd's Maritime Asia, (1990), 'Trans Siberian Railway: Contest on the Onent Express', December. 
62 TSCS leatlet, (1980). Mortlot Publishing Agency, USSR, Moscow. 
63 Lloyd's Maritime Asia. (1990), 'Trans Siberian Railway: Contest on the Orient Express'. December. 
64 Lloyd's Maritime Asia, (1990). 'Trans Siberian Railway: Contest on the Orient \'xpress', Decemhcr. 
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Railway65. The collapse of the Soviet Union in 1991 negatively influenced the future of 
the Trans Siberian Railway and its co-operation with foreign partners. All the Baltic State' 
ports that were developed in Soviet times in order to facilitate Soviet trade had chosen to 
leave the Soviet Union and become independent66 . 
Figure 2.1 
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Since the collapse of the Soviet Union, these former communist countries have remained 
as one of the important issues frequently covered by the Western media, not only because 
of the dramatic political developments, which occurred, but also due to economic 
developments, sometimes in the maritime sector67• The transition of shipping in these 
countries into competitive markets had aroused widespread interest. Western governments 
firms and international organizations, are eager to be kept informed, to under tand t 
advi e to trade, to invest, to be involved in one way or another in this region68 . In th r 
67 
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words, the ports that were once developed to serve and facilitate the Soviet trade were no 
becoming Russia's most serious competitor. 
As one can see in Figure 2.2, the containerised freight flows were considerable up to 1991. 
After the collapse of the Soviet Union and a period of economic instability Russia moved 
towards economic reforms, including, a new tariff policy, the construction of new ports in 
the Baltic and privatization69 . The new tariff changes were considered by the Russian 
government to be a quite normal protectionist policy, due to the fact that Russia was not 
yet a WTO (World Trade Organization) member7o• This means that Russia reduced it 
tariffs compared to the standard tariff imposed on all the other countries, which are 
members of the WTO, in order to remain competitive. 
Figure 2.2 
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Unlike other modes of transport in Russi~ the railways managed to both retain their own 
ministry and avoid privatisation after the collapse of the Soviet Union, and to pursue a new 
tariff policy7} • More specifically: 
'The railways preferred to push up freight rates to compensate for falling traffic as the 
economy went into decline, once the government allowed them to, rather than keep rates 
down in order to stimulate economic activity and maintain traffic levels,n. 
The construction of new Russian ports in the Baltic Sea and more specifically in the 
Finnish Gulf began when privatisation in Russia was under way and the country started to 
run out of money for such an economic reform. The existing and proposed Russian ports in 
the Gulf of Finland are: Primorsk, Bukhta Batareinay~ Ust-Luga and Kaliningrad. 
However, the importance of these potential ports will be analyzed later. 
In the first half of the 1990's, Russia's annual revenues from transit was less than one 
billion US dollars while in the 1980's, Iranian transit alone earned the Soviet Union a 
budget of over five billion US dollars in revenues73 • Meanwhile, transit costs of Russian 
foreign trade cargo via foreign ports were estimated at 1.2 billion US dollars a year74 . In 
addition: 
'Foreign currency losses by Russia upon transit through the Gibraltar, the Danish straits of 
Skageltar, Kattegatt, Oresund, Turkish straits of Bosphorus and Dardanelles, the Suez 
Canal and the Panama Canal make up about one billion US dollars annually in 1991,75 
This was the main reason for the Russian Government's decision to move cargo tlows to 
Russian ports and to the overland transport corridor of the Trans Siberian Railway. 
Therefore. privatization seemed to be the key to attract foreign capital and establish better 
political relations with Western Europe and the Far East76 . Therefore, the Russian Ministry 
71 RZD-Partner Magazine, (2001), 'Past and Present of Trans Siberian Mainline', September S. 
T!. North, R., N., (1997), 'The Columbia Caspian project: The current State of Russian Railways', Published 
by the University of British Columbia, New York. 
73 RZD-Partner Magazine, (2002), 'Tariff Policy Should Be Balanced', February 2. 
7·1 RZD-Partner Magazine, (2001), 'Past and Present of Trans Siberian Mainline', September 5. 
7" Papers presented by Russian government in the 1992 conference held in Karlskrona, Sweden. 
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of Railways moved in 1991 to the partial privatization of the service with the sale of 50% 
to Sealand of the USA and the formation of the Trans Siberian Express Service77 . This 
joint venture with the Russian Ministry of Railways maintained the original aim of the 
route to act as an alternative and faster service to deep-sea links from Japan, China and 
Korea to Europe and USA78 . However, the tariffs on the Trans Siberian Railway 
continued to rise, mainly due to the fact that the operators involved in the route's trade, had 
overestimated the TSR's advantage over the deep-sea route79• 
When one summarIZes the mam reasons that led to the sharp decrease of container 
movements via the TSR, as presented in Figure 2.1, these would include: 
1. The collapse of the Soviet Union and the decision of the Baltic States of Estonia, 
Latvia and Lithuania, to become independent had adversely influenced container 
markets from the Far East to Western Europe via these ports. This was due to the 
fact that since the Second World War, Russia transformed and utilized these ports in 
her best interest for the movement of carg080 • However, after 45 years Russia 
suddenly had to adjust to the changes that independence brought and to start paying 
in order to move freight through the Baltic ports. 
2. Prior to 1991 the freight rates on the Trans Siberian Railway were approximately 
200/0 to 30% cheaper than the freight rates on the deep-sea routes (via Suez Canal), 
creating a considerable attraction for cargo owners to use the Trans Siberian 
Railway8}. However: 
76 The Russian Journal, (2001), 'Russian Transport Policy to Boost Export Flows', July. 
77 Containerisation International, (1992). 'An American in Moscow', October. 
78 Helmer, 1., (1999), 'Russia Railroad Ministry to Divert Some Operations', Journal of Commerce, August 
2. 
79 Lukov, N., r:., (2001), Secretariat of the Co-ordinating Council for the Trans Siberian Transport. 
80 Queiroz, c., (200 I), 'Major Trends in the Transport Sector and Impact on the Baltic States" Trans Baltica 
2001 International Conference, June. 
81 Lukov, N., E., General Secretary of the Coordinating Council on Trans Siberian Transportation, June, 
(2000). 
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'From the early 19805, competition in shipping costs intensified between shipping 
companies within alliance and independent shipping companies. In the middle of 
this competition in shipping costs, the major shipping companies started to disclose 
cheap prices in an effort to promote rationalization. Shipping costs to major ports 
in Northern Europe dropped below half ofprevious levels,82. 
3. Nearly a half of the container volumes carried in the 1980's were destined for Iran. 
As mentioned earlier, the war between Iran and Iraq in 1980 made impossible the 
use of the deep-sea route for the movement of cargo to these countries, and 
therefore freight was concentrated on the Trans Siberian Railway. Nevertheless, this 
was a special wartime demand that lasted until the end of the war at the end of the 
4. Since the early 1990's, political changes occurred in the Soviet Union, with the 
dissolution of communist rule resulting in increasing deterioration of public safety 
within Russia. 
'Around 1992-1993, the Trans Siberian route, most of the traffic of which was 
actually bound for Finland, was frequently robbed, with major car manufacturers 
and electrical appliance manufacturers sustaining freight damage one after 
another, forcing them to stop using the Trans Siberian Railway84 
5. Another apparent reason for the collapse of the container volumes via the Trans 
Siberian Railway was the limited technical and organizational capabilities of the 
route85 . While the unstable Russian economy had reduced the traffic on the 
railways, it had also reduced the capacity of the Trans Siberian line through the lack 
of maintenance and investment, including the replacement of worn-out 
equipment86. In addition, the inability to replace rolling stock hampers, or even any 
82 http://www.erina.or.jp/Forum/Forum2000/eSessionl/eNagasawa.htm 
83 Lloyd's Shipping Economist, 'Mutual Benefits in East and West'. August. 
84 http://www.erina.or.jp/Forum/Forum2000/eSessionlleNagasawa.htm 
85 Queiroz, c., (2001), 'Major Trends in the Transport Sector and Impact on the Baltic States'. Trans Baltica 
200 I International Conference, June. 
86 North, R., N., (1997), 'The Columbia Caspian Project: The Current State of Russian Railways'. Published 
by the University of British Columbia, New York. 
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efforts to change its composition in order to meet the customers needs, for example 
to increase the share of flat cars for carrying containers87. However, by 1996 there 
was an improvement of the technical equipment, including freight-train speed, 
average train weight, and an increase in both freight car and locomotive 
productivity88. 
The majority of containers used on the sea routes are 40 foot containers, but the 
containers provided by the main carriers in the TSR (Ministry of Railways, Fesco, 
etc.), which are able to be used on trains departing from the Far East are limited to 
20 foot, and under these conditions rail transport falls behind sea transport89 • 
And finally, a major impact influencing the failing performance of the Trans 
Siberian Railway, was the limited organizational and managerial capacity that the 
route had to offer90• The railways had limited incentive to co-operate with 
neighboring railway lines, and the container trains were not given the priority they 
needed in order to meet their schedules and avoid delays91. Moreover, they did not 
have the capability of keeping track of containers, and any efforts to bring in 
foreign companies to assist were failing due to quarrelling among the parties 
involved in the TSR on the Russian side, as to which companies should be brought 
in and what role they should play92. 
'il.7 Papers presented by Russian government in the 1992 conference held in Karlskro~a, S~eden. , . 
88 North, R., N., (1997), 'The Columbia Caspian Project: The Current State of RUSSIan RaIlways, Published 
by the l Jniversity of British Columbia, New York. 
89 http://www.erina.or.jp/Forum/Forum2000/eSessionl/eNagasawa.htm . . . 
90 Lukov, N., E., General Secretary of the Coordinating Council on Trans SIberIan TransportatIon, June, 
(2000). 
9) Intormation provided by the Estonian Railways, (2002). 
92 '12 North, R., N., (1997). 'The Columbia Caspian project: The Current State of Russian Railways', 
Published by the University of British Columbia, New York. 
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2.3 The International Coordinating Council on Trans Siberian Transportation 
At the end of 1993 the International Coordinating Council on Trans Siberian 
Transportation (CCTST) was established, coordinating the activities of carriers, operators 
and forwarders with regard to moving transit, import and export cargo via the TSR93 . In 
addition, other objectives included: the creation of unified conditions and principles for 
joint working of all the parties involved in the TSR route, provide a high quality of 
operation, develop an efficient international indermodal transportation system, and 
promote economic relations between countries of South-East Asia, the Far East, the Middle 
East, the CIS States and Europe94. More specifically, the ultimate aim of the CCTST is to 
improve the quality of the TSR and regain the trust of cargo owners95 . The CCTST meets 
once or twice a year, in order to discuss issues related to the activity of the CCTST and the 
TSR. The decisions taken are always binding for all the members of the Council96 . 
According to the Coordinating Council these are the main functions that CCTST fulfills: 
• Participating in improving the transportation of transit and bilateral cargo via the 
Trans Siberian Railway. 
• Developing and adopting documents regulating the international railway and the 
multi-modal transportation process with regard to transporting cargo via the Trans 
Siberian Railway. 
• 
Coordinating proposals related to fixing priorities for a comprehensive 
development of the transport and forwarding infrastructure and for the maintenance 
of the Trans Siberian Railway. 
93 Coordinating Council on Trans Siberian Transportation leaflet, (2000). . 
94 Lukov, N., E., General Secretary of the Coordinating Council on Trans Siberian TransportatIOn, June. 
(2000). 
'l'i Lukov, N., E., General Secretary of the Coordinating Council on Trans Siberian Transportation. June, 
(2000). 
96 Coordinating Council on Trans Siberian Transportation leaflet, (2000). 
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• Coordinating proposals with regard to acceptance of cargoes to be transported via 
the Trans Siberian route to the forms of transportation documents as well as to other 
documents, regulating the interrelationship of the parties involved in international 
transportation of cargo and sharing the responsibilities for possible violations of 
operational rules including the responsibility for secure transportation of cargo. 
• Coordinating proposals on tariffs for the transportation of international cargoes as 
well as proposals of the parties interested in developing through rates for the 
transportation of cargo via the Trans Siberian Railway route. 
• Setting up a mechanism for observing the responsibilities for delays in delivering 
cargoes, for non secure transportation of cargoes as well as fixing the procedure to 
be followed when settling disputes between the parties participating in the 
transportation of cargo via the Trans Siberian Railway. 
• Taking decisions concerning the participation of the International Coordinating 
Council on Trans Siberian Transportation in the activity of other transportation 
organizations not directly involved in the operation of the Trans Siberian route. 
At present, the CCTST members include the railways, shipping compames, ports, 
operators and forwarders from all over Eastern Europe and the Far East97 . Figure 2.3 
presents all the members that either are part of the CCTST or are closely cooperating with 
it, including world wide shipping lines such as Mitsui O.S.K Lines and FESCO and 
forwarders like TSES, mainly owned by MaerskiSealand. 
The most important criterion on becoming a member of the CCTST is that the party 
interested in joining the CCTST should handle a volume of transit and/or import/export 
cargo of at least 1000 TEU containers per annum using the Trans Siberian Railway98. 
97 Coordinating Counci I on Trans Siberian Transportation leaflet, (2000). 
98 http://www.erina.or.jp/Forum/Forum2000/eSessionl/eNagasawa.htm 
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Since the formation of the CCTST many changes have taken place that have improved the 
Trans Siberian Railway and the volumes of containers in transit via this route99 . In 1997 all 
the TSR carriers and the port of Vostochny reduced their rates by 10%, and these rates are 
still in force in 2002100. In addition, a more simple customs procedure has been applied at 
the port ofVostochny regarding the handling of containers in transit 10 1. 
Figure 2.3 
List of Members of the Co-ordinating Council on TSR Heads of Railways 
INTERNATIONAL COORDINATING COUNCIL ON TRANSSIBERIAN TRANSPORTATIONS 
State Customs Committee. Russia I Chairman I Co-Chairman 
Secretariat GGTST 
~urope , Russia, GIS, Baltic~tates Asia RailVia s Shi in Com anies ~ 0 erators and Forwarders 
I MPS RUSSia, RZO " FESGO- Russia II Vostochni I 'Trans Telecom" Vice-Chairmen @ansRail Holdinw ( TSES ) 
CFfO MPS Russia MrtSui O.S.K. U'es -Japan Vladivostok : of CeTST Translracht Irlemabonal C TIS ) 
! M-f{ of ranspon, Russia li lino Line - Japan St. Petersburg ! GETO Inlercontaine'lnterfrigc CVK Souztransrt) 
Geselshait 
: BCh - Belarus I ~/undai Merc-ant Manne Murmansk I Europaescher C Multi Modal ) , Cof1(em ~~uLl'llesnlr21S 
ransport Operatoure I UZ - Ukraine ] Wooiin Globa Lcgistics Novorossiisk I Germany ( ITS - Japan ) ~nest]a~lnlema( )0> 
I PKP - Poland I ' ~ inShipoingcJmpa ( Vanino ) TSIOAJ C IFFC ) C Rubikon ) 
Transsiberian I ZSR - Slovakia Ie Russo Orient)1 VI CS I Intermodaloperators CTuushin CompanV (Sovmortran~ 
AsSOCIation of 
I DB - Germany I ( KLASGO ) Japan I lriston Service Ie F.E. Trans ) 
[ MAV -Hungary I KIFFA C Modul ) (MorcenterTEI0 
Korean 
LG - Uthuanina I 
VR Group - Finland : 
KZH-Kazakhstan I I I -Standing Members of CCTST 
~==~ 
Mongolian RW J C ____ ) - Associated Members of CCTST 
Interna ional CAntey Co Ltd) Gevtranscontainev 
Freight Forwarding 
Association ( Transek ) ( Oalvneshtranv 
(FffitrarlS) ( Zakarpat -lnterpoV 
( Polcombi ) C Magistal ) 
( LlSKI ) t~C1Dti~CliJ~~~ 
irans VanmJ Corpor~ on 
U5T of Me .... n ...... CoorcIInatLlg CouncIl ... Heads of _wuy. 
ource: Coordinating Council on Trans Siberian Transportation leaflet, 2000 
Moreover, by 1998 the Ministry of Russian Railways adopted a new tariff p licy, 
providing a reduction in tariffs from 30-43% for containers in transit to Iran, and a furth r 
99 Mini try ofRailwa Tran port of the Ru ian Federation (200 I). 
100 http://www.cctt.ru 
101 http://ww.vpn et.ru 
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reduction by 20-25% for any bilateral cargo transported over distances not less than 4000 
km102 • Likewise, the security guard charges applied prior to 1998 for accompanying 
containers transported via the Trans Siberian Railway, were cancelled, and any export or 
transit cargo moved to or via the CIS States had been exempt from VAT103 . However, even 
though the volumes of containers showed a slight increase at the beginning of 1998, 
unfortunately, the Russian economic crisis that year influenced container flows even more 
negatively via TSR 104. 
The Russian Ministry of Railways has realized that the Trans Siberian Railway is destined 
potentially to make a significant contribution to the process of worldwide economic 
globalization 105 • This notion or statement is based on the fact that the TSR route in the last 
30 years has handled more than 2 million TEU, and has access points in Japan, South 
Korea, and China, and terminates in the Scandinavia states, Central Europe, Central Asia 
and the Middle East 1 06. 
Furthermore, Russia has a geographical location that enables the Trans Siberian Railway 
route to provide the shortest, fastest and most economical journeyl07. Table 2.1 indicates 
the transit times for containers from custom clearance (Vostochny port) moving via the 
Trans Siberian Railways to different destinations. 
The TSR is much shorter than the deep-sea route, (by 11000-12000 km) and for some 
destinations like Finland and the Baltic States, 28-34 days by the deep-sea route, down to 
. h S·be· Rill 08 12-15 days VIa t e Trans 1 nan a way route . 
102http://www.cctst.ru 
10J http://www.cctst.ru ., 
104 Port Development International, (1995), 'Trans Siberian Loses PrIce Advantage, June. 
105 Ministry of Railway Transport of the Russian Federation, (2001). 
106 Ministry of Railway Transport of the Russian Federation, (2001). 
107 Werner, Albert. (2000), President of the TransRail Holding AG. 
108Mantyla. rimo. (2002), Product Group Manager, Finnish Railways. 
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This impressive reduction of transit time is mainly achieved by providing schedules for 
rapid container railway carriage traffic on the TSR which were drawn up with the usage of 
ship movement quarterly schedules for the traffic lines from Japan-Russia and South 
Korea-Russia 109. 
Table 2.1 
Transit Times for Containers from Vostochny Port via the TSR to Various 
Destinations. 
To/From To/From 
I
TO/from I 
Finland 12-15 days To/from Tajikistan 26 days 
~----------------
To/from North East I 
Europe 22 days To/from Afghanistan 25 days 
~----------------
ITo/from CIS States 124 days ITo/from Baltic States 115-18 days 
ITo/from Uzbekistan 1r-2-2-d-a-ys----ITo/from Moscow region 116 days 
Source: Port of Vostocbny: bttp:llwww.vics.ru 
'This schedule provides railway carriages departure from Nakhodka- Vostochny station on 
the next day after vessel:S arrival and containers discharging in the port of Vostochny. For 
the up-to-date information of consignors a through schedule is provided in the Internet' 110. 
In the last six years the Trans Siberian Railway route has featured dramatic improvements 
in number of transport days, transport information, safe transport and service when 
compared with the Trans Siberian Railway during its period of prosperity in the 1980's. 
The Trans Siberian Railway line is completely equipped with double track, and with up to 
date communication systems (Tracking system) Ill. In addition, along almost its whole 
length, direct and alternating high-power locomotives service the TSR line with weight 
standards of 6000-8000 tons freight trains, and assurance of freight afety. Th 
developments and improvements along the Trans Siberian Railway are reft cted b t wh n 
n ee Figure 2.2, where the movement of container via the Trans irian Rail 
10 Mini try of Railway Tran port of the Russian Federation, (2 01). 
110 RZD-Partner Magazine, (2001), 'Pa t and Pre ent ofTran iberian Mainlin', pt mb r . 
III Mini try of Railway Tran p rt ofthe Ru ian Federation, (200 I . 
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increased by 58% in 1999. This increase continued in 2000 with annual carrying 65~000 
TEU and a further growth in 2001 of TEU between Asian-Pacific region and Europe via 
the TSRI12 • The volume was accounted for by containers shipped from Shanghai (China) 
and Pusan (South Korea) ports to Europe via the TSRI13 . Moreover, in 2002 the TSR 
handled 70,500 TEU, and based on an announcement by the Russian Minister of Railways 
in April 2003: 
r.In Quarter 1, 2003, the container volume carried by the TSR was up by 75% over the 
same period of 2002'114. 
Although traffic started to pick-up continually since the end of 1999 (reaching annual 
throughput approximately of 70,500 TEU compared with a available capacity of 400,000-
500,000 TEU) there are also secondary factors that have a strong influence for future 
transit container flows via the Trans Siberian Railway. 
According to the Estonian Railways, the main factors delaying further increase in cargo 
shipment along the Trans Siberian routes are: 
• The lack of a uniform tariff for the shipment of containers from point of origin to 
destination (for example, the Finnish railways charge higher prices for the transit of 
containers that move via the TSR to Western Europe, than the Baltic States 
railways). 
• Time-consuming customs and logistical operations in Vostochny port. 
• Limited ability of Russian operator to influence tariff, since nearly 60% of the tariff 
is formed outside Russia. 
112 Report provided by the Business Information Service for the Newly Independent States (BISNIS), 
January, (2002). ., .., _ 
113 RZD-Partner Magazine, (2001), 'Past and Present of Trans SIberIan Mamlme, September~. 
114 Container Traffic Up on the Trans Siberian, Http://www.seanews.ru 
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• Unjustifiably high rates for terminal processing at Vostochny port (however the 
ports of Pusan and Shanghai charge double these rates), 
• High tariffs for shipping containers by rail in Poland and Germany that are 11 
times the rates in Russia (this is an advantage for the Baltic States ports since they 
are a lot cheaper and closer to Western Europe and Russia), 
A further increase in container shipments along the Trans Siberian Railway depends on the 
whole transit chain cost, transit time and security starting from the point of origin to 
destination1l5 , Nevertheless, as recognized by the Japanese Consignor Union 
representatives, who in 2000 investigated the performance capabilities of the Trans 
Siberian Railway from the port of Vostochny to Warsaw (Poland), the route has improved 
and is at a high intemationallevell16 , 
Table 2.2 
Main Directions of the Container Traffic on the Trans Siberian Railway in 2000 
Korean Republic-Finland 
Finland -Korean Republic 
r stonia-Korean Repnblic 
[Korean Republic-Kazakhstan 
16,5%) 
j--------
13% 
i--------
IJapan-A fgh ani stan 
Korean Republic-
Uzbekistan 
Korean Republic-
Norway 
Korean Republic-
Afghanistan 
ISource: RZD-Partner Magazine. (2001). 'AnaJytic MateriaJ on TSR'. JuJy 31. _ 
50/0 
One should be aware that the Baltic State of Lithuania, in an effort to attract m r 
container moving via the TSR have had a number of meeting with the Kazakh tan 
Mini try f Railways in order to establish a co-operation agr ment ~ r th hipm nt f 
II ' tonian Railwa , (2002). 
116 Ru ian Mini try fRailwa Magazin, (2001), 'The Road to the uture', ptemb r . 
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containers in transit from TSR and Kazakhstan via the Lithuanian railways and ports to 
Western Europe 117. 
Table 2.3 
Container Traffic Using the Trans Siberian Railway for Only a Small Part of Its 
Journey in 2000 
IJapan-Mongolia 16,7% IEstOnia-Hong-Kong 5,30/0 
Japan-Czech 13,7% [HOng Kong- 4,2%, 
Republic Kazakhstan 
I China-Ukraine 5,5% I China-Rom ania 3,6% 
Korean Republic- 5,5% 
[ Lithuania 
Source: RZD-Partner Magazine. (2001). 'Analytic Material on TSR'. July 31. 
As one can see, the Trans Siberian Railway has an active presence in Europe. Finland has 
been developing its port facilities in order to accommodate more cargo moving via the 
Russian territory. More than 40% of the total transit goods carried on the TSR are carriage 
between Finland and Asian countries. In addition transit freight from Russia is reported to 
account for more than a quarter of Estonia's budget receipts 118. 
2.4 Future projects 
It is expected that the Trans Siberian Railway will play an increasingly important role in 
trade between Asia and Europe in the near future. This can be seen in a number of future 
projects that include the Trans Siberian Railway as a vital route for the movement of cargo 
from the West to East and vice versa. This section of the chapter will focu on pre ntin 
the e future projects and their connection with the TSR. 
11 7 Mini try of Lithuanian Railway , anecd tal data, (200 I). 
118 RZD-Partn r Ma azine, (_001 , • Analytic Material n T R', Jul 1. 
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2.4.1 The Euro-Asian Project 
In the light of the 21 st century the globalization of trade has created the need for re-shaping 
transport requirementsl19 . Based on reports released by the European Conference of 
Ministers of Transport (ECMT) in 2000: 
'The center of gravity of the world economy is gradually moving from West to East: from 
the Atlantic-centered constellation of Europe and the United States of America, to the Asia-
Pacific region where the majority of population lives' 120. 
This leads one to assume that the Asian region will become increasingly important to the 
economic future of Europe, in the same way that Europe is to Asia. Hence, the 
International Union of Railways (UIC) responded to these transport needs by developing 
six global freight corridors which run via Siberia (Russia) in the North, through Iran and 
Turkey in the Centre, and via the Indian region and South-East Asia in the South (see 
Figure 2.4). Rail transport within these corridors is particularly important because they can 
reduce the distances involved considerably. More specifically, these six corridors, widely 
known in the transport industry as the Euro-Asian corridors are121: 
• Japan/South Korea-China-Central Asia-Europe 
• China-Middle East-Europe 
• South Asia-Middle East-Central Asia 
• Maghrelr-Europe 
• South Africa-Eastern Africa 
• North America-Europe 
119 International Railway Journal, (2000), 'UIC Develops Six Global Freight Corridors', February. 
120 European Conference of Ministers of Transport, (2000), 'Integration of European Inland Transport 
Markets'. pp. 65, Paris. . .. 
1211nternational Railway Journal, (2000), 'UIC Develops Six Global FreIght CorrIdors, February. 
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Figure 2.4 
The Six Global Freight Corridors: The Euro-Asian Corridors 
v p~ ~ 1:J Barng5:rClt,' ,.;~ jl(opos9d " _ -1 0Jnr eJ connecDon 
",' --r"'o to No1h Amenca 
I 
( 
--
o t.OOO 2,000 
, I I 
k:·ometers 
• _ _ Plarned or proposed 'flain rootes 
__ Exist ng other Iir93 
•••.•• Othe- pfanned or proposed fines 
Source: Tennenbaum, J., Executive Intelligence Review, (1997), 'The Eurasian Land-
Bridge', Published by EIR News Service, Inc., Washington, USA. 
All these corridors were planned in order to achieve a number of aims, which will have a 
considerable influence on the transport sector globally. For example, a priority of the 
whole project is to create a suitable environment for establishing international freight 
operations among independent operating companies with a shareholding structure 
comprising national railways, shipping lines and major forwarders 122 . 
Moreover, according to the ECMT: 
'The Euro-A ian land-bridge corridors constitute both a potentially highly effi ient and 
competitive means of access for Europe to the markets of Central Ea t and outh A ia and 
a powerful instrument to promote integrated economic development for the en/ire Eur -
A . . 123 slan economIc pace 
U tnt rnati nal Railwa J umal, (2000) • I Develop i Gl bal Freight rrid r ', bruary. 
U urop an onfl rene of Mini ter fTran port, (2000), 'Integration of urop an lnlan ran p rt 
Mark t ' pp. 65, Pari . 
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Another advantage of the Euro-Asian project is the fact that these new corridors will giye 
greater access to major cities in Asia via rail and stimulate their economic activity 1 l-l . 
The importance of the increasing influence that Asia will have on the European economy 
implies that any existing or further transport infrastructure developments would have to 
take into account the Euro-Asian land bridge12s• Moreover, the Euro-Asia project aims to 
support other corridors that are important to the Euro-Asian route, such as the Trans 
European Networks (TEN's). 
The European Union decided in Crete in 1994 and Helsinki in 1997, to create a high 
standard road and rail network that connects all parts of Europe (TEN), in an attempt to 
improve Europe's inland transport, create an equally competitive environment among 
European countries and increase environmental awareness. 
There are ten Pan-European Corridors designed on the territory of Central and Eastern 
Europe and which can be used in conjunction with the Euro-Asian Corridors (see Figure 
2.5). 
More specifically, the most important Pan-European Corridors for the Euro-Asian routes 
• Corridor no. 2: Berlin-Warsaw-Minsk-Moscow-Nizhny Novgorod. 
• Corridor no. 3: BerlinlDrasden-Wroclaw-Katowice-Krakow-Lviv-Kiev. 
• 
Corridor no. 4: Berlin-Prague-Budapest-Costanta-Sofia-ThessalonikilInstabul. 
• 
Corridor no. 5: Venice-TriestelKoper-Ljubljiana-Budapest-Uzgorod-Lviv-Kiev. 
• Corridor no. 9: Helsinki-St.Petersburg-Kiev-Chisinau-Budapest-Dimitrovgad-
Alexadro upo Ii. 
12·1 European Conference of Ministers of Transport, (2000). 'Integration of European In land Transport 
Markets'. Paris. 
125 http://www.unescap.orgltctdltar/ncorridor.htm. 
126 http://www.buIletin.rec.orglbuIl103/corridors.html 
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This Corridor No.9 has a branch connecting all the cities above via a junction in Kiev to 
Minsk-Vilnius (Lithuania)-Kaunas (Lithuania)-Klaipeda (Lithuania)-Kaliningrand 
(Russia). This can be seen clearly in Figure 2.6. 
Figure 2.5 
The Trans European Networks 
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These corridors link into the following Europe-Asian routes: 
I Trans Siberian Railway 
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• Kazakhstan-China 
• Mongolia-China 
Figure 2.6 
The Trans European Networks 
Source: http://www.bulletin.rec.org/buIl103/corridors.html 
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hina is a vital part of the Euro-Asian project as one can see from the fir t tw Ian 
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Lianyungang via Central and North-West China into Kazakhstan and from there through 
Russia (TSR) to Europe128. 
However, the Trans Siberian Railway is not only the backbone of the East-West 
International Corridor 1, but also the lifeline of Euro-Asian Corridor 6, between North 
America and Europe. This transit corridor would cut 1,000 miles off the distance for cargo 
moving between the North-East Chinese area and the USA West coast l29 . The Russian 
government has agreed to the Chinese and USA proposal to authorize and expedite 
Chinese-USA cargo flow through the Russian Pacific ports of Vladivostok and 
VostochnyI 30. This is due to two reasons. The first is the fact that there is a significant 
imbalance of trade between China and USA, with continuous growing volumes from 
China, which causes severe shortages of empty containers in Chinese ports 131. This 
basically means that the Chinese port infrastructure cannot cope with the growth in the 
Chinese-USA trade132• And the second reason is that according to exporters: 
'The sailing times for both feeder and deep sea shipping services to Russian Far Eastern 
ports would be shorter than via North East China ports, like Dalian, thus making the new 
. R . d' >fji' ,133 route In ussla more cost an tzme eJJ IClent . 
Subsequently, this will have a positive effect on the economic future for Russia as a bridge 
between West USA coast / Asia and Europe 134 • Likewise, the Trans Siberian Railway is 
expected to demonstrate its capability as a commercially viable transport link from Europe 
to Asia. Hence, as the ECMT indicates, the importance of the Trans Siberian Railway can 
b d . . h fu 135 e expecte to grow agam m t e ture . 
128 European Conference of Ministers of Transport, (2000), 'Integration of European Inland Transport 
Markets', Paris. 
129 Lloyd's List, (2001), 'Russia and US Agree on Chinese Cargo Plan', June. . " 
130 Murno, R., Secretary of State for Washington State, USA, (2000), 'East by West CorrIdor proJect. 
I3\ Murno, R., Secretary of State for Washington State, USA, (2000), 'East by West Corridor project". 
132Uoyd's List, (200 I), 'Russia and US Agree on Chinese Cargo Plan " June. 
m Lloyd's List, (:~OO I), 'Russia and US agree on Chinese cargo Plan', June. 
11-t http://www.unescap.orgltctdltar/ncorridor.htm . . 
135 European Conference of Ministers of Transport, (2000), "IntegratIOn of European Inland Transport 
Markets', Paris. 
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2.4.2 The Inter-KoreanJTSR project 
The Korean peninsula occupIes a very 
important geopolitical position in the 
transport network of North-East Asia136. By 
1945 a long military and political 
confrontation between North and South 
Korea led to the territorial division of the 
two nations, ending any form of 
communication including transport 137. When 
the Demilitarized Zone (DMZ) was 
established across the middle of the Korean 
peninsula following the Korean War, the 
Kyongui Line that extended 46 kilometers 
between Seoul and Moonsan, became the 
symbol of national division138 (Figure 2.7). 
Figure 2.7 
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Nevertheless, in June 2000 the leaders of the two nations agreed to restore the Kyongui 
railroad line linking Seoul and Shinuiju (See Figure 2.7) that would eventually lead to the 
construction of the proposed international railway that would link East Asia with Europe 
via the Trans Siberian Railway139. Moreover, the agreement to re-establish the damaged 
rail link along Korea's Western coast and through the Demilitarized Zone (DMZ) is a part 
of a greater effort to integrate and upgrade the transport infrastructure between North and 
South Korea140• 
IJ http://www.dailynews. muzi.comllVenlish/89658. html. 
137 Dawn Group • (2000), outh Korea Starts Work on Rail Li nk with North " pt mber 19. 
138 http ://www.new.bbc.co.ukihi/engli h/worldlas ia-pacifidnew id_928000/928499. tm. 
139 M ong- p. P. and Tae-Yong K. ( 1996),' A Plan for o-operation in Tran p rt betw n uth and 
N rth K r a ', Tran port Review , Vol. 16, No.3, pp. 225-24 1. 
110 P rt D I pm nt Int m ati nal (2001 ),' ast A ia: R bui lding Bridge " Ma . 
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In additio~ other plans adopted by the two Koreas include the connection of Seoul in 
South Korea to Shinuiju in the North and from there to the Trans-China Railway (TCR)141. 
Likewise, according to the same plans the Kyongon Line will link the Cities of Mokro in 
the very South of the Korean peninsula, and Seoul, to the North Korean cities of Wonsan 
and Najin, and from there to the Trans Siberian Railway, most commonly referred as the 
Tumen Project' (See figure 2.7) 142. 
It is expected that the new Inter-Korean rail link will change the nature of trade in the 
region, including: economic co-operation in the reunified Korea which will lead to an 
increase of the quantity of goods that have to be transported, an increase in the use of the 
transport network, and the reduction of transportation costsl43 . Also, another part of these 
plans is to provide better harbor facilities and high speed rail lines that connect the port of 
Pusan in the South-East with Shinuiju in the North-West, as well as Mokro in the South-
West with Ranjin in the N orth-East 144. 
These would connect in the North with the Trans Siberian and Trans China Railways 
(Figure 2.8), and in the South with South-East Asian shipping routes and a potential 
undersea rail line from Japan to Pusan (see Figure 2.7)145. More importantly, the new rail 
link is intended to dramatically cut shipping time between North-East Asia and Europe l46. 
l-t 1 The Economist, (1998), 'Tumen River Project', June. .... . 
1-t2 Pravda, (200 I), 'North-Korean Railroad to Be Modernised and Linked WIth Trans SIberIan RaIlway. 
September. 
1-t3 Myong-Sop, P., and Tae-Yong., K." (1996), 'A plan for co-operation in transport between South and 
North Korea', Transport Reviews, Vol. 16, No.3, pp. 225-241. 
144 IT AR-TASS, (200 I), 'Seoul pushes for Siberia Rail route to Europe', January. 
145 Tennenbaum, J., (1997), 'The Eurasian Land-Bridge'. Executive Intelligence Review, Published by EIR 
News Service Inc., Washington. USA. 
Ph Journal of Commerce, (2000), 'Restored Korea Rail Expected to Slash European Freight Costs', 
September. 
42 
Figure 2.8 
Inter-Korean Rail Links with Other Major Railways 
Source: bttp:llwww.kt-i.com/oov_dec_ OO/ecooomy/coverstory/coverstory .btm 
However, according to experts, the real beneficiary in this will be Russia147. This notion is 
based on the fact that the prospect of Russia serving as a land bridge from East Asia to 
Europe offers remarkable economic possibilities148 . In addition, the latest president of 
Russia has repeatedly announced his intentions to focus on Asia, and concentrate on 
building up the deteriorated economic infrastructure of the Far East149. At present most 
cargo exchanged between N orth-East Asia and Europe is transported by sea. The railway 
network has lost its competitive edge to sea transportation because of the continued 1 w 
pricing of oil in the 1990'S150. Other factors include the reduction of sea tarim for th r ute 
147 http ://www2.goLcom/uercoynerhm/why_ interKoreaJail.htm . 
148 K r an Time, (2001), 'Mo cow Clo e to Deal on Rail Link', March . 
149 1TAR_ A ,(2001), 'Putin all for uro-Asian Tran port orridor', bruary. 
150 http://www.kt-i .c m/n _dec_OO/ nomy/covrtory/cvrtry.htm 
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between the Far East and Europe and the expenses and delays on the Trans Siberian 
Railway due to the factors mentioned earlier in this chapter. 
Nevertheless, with the rise of oil prices at the beginning of the 21 st century, shippers across 
the region have increasingly felt the need to look for a new logistical route that would 
replace sea transportationl51 • The Inter-Korean railroad connecting North-East Asia with 
Europe via the TSR has started to be seen as a viable alternative l52 . As one can understand, 
although the TSR had lost its reputation in the past, in 1994 the formation of the 
International Coordinating Council on Trans Siberian Transportation (CCTST), led to the 
reduction of the tariffs on the Trans Siberian Railway, and development of the 
infrastructure of the line. Since then, the TSR managed to regain its reputation among 
shippers in the Far East and this can be seen in the light of the new projects that encourage 
the use of the TSRI53 . This way the Japanese shippers can save between 10 to 150/0 on 
overland transportation to Europe and cut weeks off transport times, while freight rates and 
shipping times between Korea and Europe are expected to be reduced to three-fifths those 
f . 154 o sea transportatIon . 
2.4.3 The Russia-Alaska Project 
The Asian part of Russia, consisting of Siberia and the Far East region, occupies about 13 
million square kilometers, nearly one third of the area of Asial55 . In addition, it is one of 
the richest areas in the world in natural resources, including gas, oil and coat but hardly 
populated and characterized mainly by adverse climatic conditions, Siberia and the Far 
East are a serious challenge to any plans for the development of Russia (Siberia) and Euro-
Asian as a who Ie 156. 
151 http://www.kt-i.com/nov_dec_OO/economy/coverstory/coverstory.htm 
152 http://www2.gol.com/usersicoynerhm/why_interKorea_rail.htm. 
15) http://www.kt-i.com/nov_dec_OO/economy/coverstory/coverstory.htm 
I <;4 http://www.kt-i.com/nov_dec_OO/economy/coverstory/coverstory.htm. . . .. . 
155 Poponin, V., I., (1978), 'Some Data on Changes in Transport AcceSSIbIlIty of East Siberia and the SovIet 
Far Fast in Connection of the BAM', Soviet Geography, Vol. XIX, No.7, pp. 470-474. 
156 KibarChich, 0., A., (1976), 'The Baykal-Amur Mainline and the Integrated Fconomic Development of 
the Eastern Regions of the USSR', Soviet Geography, Vol. XVII, No.6, pp. 384-393. 
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In the past, during the Soviet era, any effort to develop a real industrial and infrastructure 
development in Siberia was usually dominated by either military related activities or raw 
t . I ... 157 H h rna ena actIvItIes . ence, except t e Trans Siberian Railway, which became the 
backbone of the economy of the Asian part of the Soviet Union, any other economic 
activity did not blossoml58 . 
In the post-war Soviet Union the largest project designed, was the construction of the 
Baikal-Amur Mainline (BAM), which aimed to access the rich mineral deposits North of 
the Trans Siberian Railway, encourage settlement of population along the Mainline, and 
develop industrial activities; but had a limited success 159 • 
Nevertheless, according to experts: 
'Building up a dense infrastructure development corridor along the Trans Siberian 
Railroad (and certain parallel East-West routes, including the BAM) is the key to the 
economic future of Siberia, and the Far East of Russia, as well as Russia as a whole' 160. 
There are two projects announced that aim to stimulate the development of the entire 
Eastern Siberia and the Far Eastern region of Russia, and that can be achieved by 
establishing direct land connections to Japan and the United Statesl61 . If these projects are 
completed then it is expected to bring an evolution in trade and development in the entire 
Pacific region 162. 
157 Bunich, P., G., (1975), 'The BAM and the Economic Development ofthe Soviet Far East', Soviet 
Geography, Vol. XVI, No. 10, pp. 643-652. 
158 http://www.bartleby.com/65/tr/TransSib.html. . 
159 Mote, V., L., (1990). 'Analysis of a Railways Past, Present and Future', SovIet Geography, Vol. XXXI, 
No.5, pp. 321-331, May. . '.
16°Tennenbaum,1., (1997), 'The Eurasian Land-Bridge', Executive IntellIgence ReVIew, pp. 168" PublIshed 
by EIR News Service Inc., Washington, USA. 
161 http://www.cerc.unimelb.edu.aulbulletin.Olapr.htm. 
162 http://www.russianalitica.com/theysay/0201/008.shtml. 
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Figure 2.9 
The Connection of the TSR to Japan and Vice Versa Via Sakhalin Island 
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The first project involves extending the BAM, via a short tunnel connection to the island of 
Sakhalin (See Figure 2.9). In addition, the connection to Japan would be established by 
constructing a South-North rail line on Sakhalin, along with a 50 kilometers under ea 
tunnel to Hokkaido Island (Japan) 163. From there is a 54 kilometers rail c nnection ikan 
Tunnel) to Japan s biggest island Honshu. 
16. ennenbaum, J., , (1997), 'The 
New r ice Inc., Wa hingt n, 
ura Ian 
A. 
and-Bridge, Executi e Intellig n 
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This project was initially planned as early as the 1930's when the Soviet Union and Japan 
decided to connect Sakhalin Island with Russia's mainland and Japanl64. The 
implementation of the project was initiated in the pre-war years. However, the war 
interrupted the construction of the BAM-Sakhalin connection from taking place. and the 
project was forgotten165• Nevertheless, in 1979, the project was revived by the USSR 
adding to the existing plans and the construction of the tunnel connecting Sakhalin to 
Japan166• In the years to follow Russia and Japan signed an agreement based on which both 
sides will jointly develop the oil and gas fields allocated in Sakhalin, based on a sharing 
principle 167. 
Sakhalin Island is very important for the whole region because it is the only oil-gas region 
in the Far East168• This means that connecting the Island with Russia and Japan would give 
access to minerals that can generate tremendous financial income and create a transport 
corridor that would redistribute global cargo flows, reduce transport time and transport 
The second project provides a land connection to the United States by an approximately 85 
kilometers tunnel across the Bering Strait to Alaska (See Figure 2.10) 170. This project has 
been the subject of serious studies and international discussions for over a decade. Either 
side of the Bering Strait is very remote and hardly developed 171 . 
On the USA side there is the need for the construction of a railroad connecting Northern 
Alaska to British Columbia on the North American side and another one connecting 
16.t http://www.segodnya.spb.rus.net/3-4-00/engl005_e.htm. 
165 http://www.segodnya.spb.rus.net/3-4-00/engl005_e.htm. 
166 Shapoval, Vladimir, First Deputy Governor of the Sakhalin Region, (200 I), 'Important for the whole of 
Russia', Russia. 
167 Mkrtychyan, Y., Ph.D. in Technical Science, (2001), 'Moving from words to needs', University ofSt. 
Petersburg, Russia. , . . . 
168 Mkrtychyan, Y., Ph.D. in Technical Science, (200 I), 'Moving from words to needs, UnIversity of St. 
Petersburg, Russia. 
169 http://www.russianalitica.com/theysay/0201/008.shtml. . . . . 
170 Tennenbaum, J., (1997), "The Eurasian Land-Bridge', Executive Intelligence ReView. PublIshed by ElR 
News Service Inc., Washington. USA. 
171 http://www.in.infoplease.com/ce6/worldlA0806548.html. 
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Northern Alaska to Canada 1 72. On the Russian side there IS a much-needed railroad 
connecting BAM to the Bering Strait 173 . 
Figure 2.10 
The Bering Strait Project Between Russia and Alaska 
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Source: Tennenbaum, J., (1997), 'The Eurasian Land-Bridge', Executive 
Intelligence Review, Published by EIR News Service Inc., Washington, USA. 
Although the Siberian regIOn IS one of the poorest in Russia it has vast unexploited 
reserves of oil, coal, gold, diamonds, silver, zinc and other rare earth elements 174. The 
exploitation of these resources can put Russia among the world's richest countries 175. 
Similarly, this project would be an important step towards linking the rail networks of 
Europe, Africa, Asia, and North America and Canada into a continuous global rail 
systeml76 (Figure 2.11). 
172 http ://www.new .bbc.co.uklilhi/woridieuropell 099304.strn 
17 http://www.news.bbc.co.uklllhi/woridieuropel1099304. trn 
174 http ://www.amcham .ru/wp/fareatl .htm 
175 http://www.amcham.rulwp/fareatl.htm 
176 Tennenbaum, 1. , (1997), 4Th ura ian Land-Bridge , E ecuti e lnt Ilig nee R i \ , Publi h d 
New rvic In ., Wa hingt n, 
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Figure 2.11 
The Bering Strait Project in a Wider Context 
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2.5 Conclusion 
Concluding this chapter, it would be interesting to present briefly research conducted in 
1999 by PLANCO consulting GmbH on behalf of the ECMT. This was a qualitative 
assessment of the main competing routes in the European - Far East region, The aim of 
this research was to evaluate the different routes and present a fair impression of the 
overall strengths and weaknesses of the modes of transport and the routes. The research 
included 19 interviews with experts in the region as well as the co-operation with major 
maritime operators like Sea-landlMaersk and P&O Nedlloyd. 
Figure 2.12 provides a summary evaluation of different transport routes and mode that 
transfer goods between Europe and Far East. 
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Figure 2.12 
Summary Evaluation of Different Transport RouteslModes Between Europe-Far East 
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The maritime routes included in this research were, the Suez Canal route and the Northern 
(Arctic) route, whereas, the rail routes included, the Trans Siberian Railway, the Trans-
Asian Railway (Northern)(TAR-N) and the Trans-Asian Railway (Central) (TAR-C)I77 and 
the Trans-Asian Railway (Southern) (TAR-S) 178. The road route has not been specified. 
The number 40 on the vertical axis represents the maximum total attainable (best 
situation). 
177 A variation on TAR-N avoid th T R c mpletel tra er ing Kazakhstan n rth fth ral at nt r 
W t rn ur pe via Ukrain a well a Ru ia. (E MT, 2000). pp. 4 ). 
17 Thi railwa dri e through ther central A ian countri into [ran, and th n int Turk to\' ard th 
Mediterran an and Bla k a_. ( MT, (20 ). pp. 49 . 
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The results of this research have shown that 179: 
• The maritime route via the Suez Canal is and will continue to be the optimum mode 
for Far EastlEurope container trade. This is not only due to the fact that the sea route 
is the safest route, but also it is the route that can carry more containers than other 
modes. 
• The Arctic maritime route is and will continue to be worst placed. 
• Despite substantial potential improvement in TAR-N, TAR-S, TAR-C, the Trans 
Siberian Railway is and will continue to be the best rail option. 
• Improvements in the road still place it only marginally ahead of the Arctic maritime 
route. 
In addition, based on the experts who participated in this research: 
'The shipping lines which are trying to develop overland rail options tend to start where 
the existing system is best and develop from there. They are not really interested in road, 
but in the potential saving of using very long rail carriage across the Asian land mass. 
However, other than the Trans Siberian Railway they have so far found no practicable 
opportunities at all' 180. 
Summarizing all the issues related to the TSR in this chapter, one can see that apart from 
some inefficiencies which occurred in the past, commonly associated with the Soviet 
regime, the Trans Siberian Railway route offers much potential. All the projects presented 
so far place Russia and the Trans Siberian Railway as the backbone of a number of vitally 
important international corridors between Europe, Asia and the Pacific Region. 
179 European Conference of Ministers of Transport, (2000), "Integration of European Inland Transport 
Markets'. Paris. pp. 59. 
1110 I .uropean Conference of Ministers of Transport, (2000). "Integration of European In land Transport 
Markets'. Paris. pp. 56. 
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However, prior to examining the potential of the Baltic States in competing for containers 
moving via the TSR, it is important to present a brief overview of the Baltic States. in 
order for one to understand the economic and transport foundations which each one of 
these States stands on since they have become independent. 
CHAPTER THREE 
THE BALTIC STATES 
3.1 Introduction 
Since re-establishing their independence, the Baltic States of Estonia, Latvia and Lithuania 
have come across many economic and political difficulties. Suddenly after all these years 
under the absolute control of a communist largely self-sufficient Union, the Baltic States 
were exposed to an open and highly competitive market with little capital available l . Their 
economies also suffered from a serious depression with drastically declining production, 
falling wages and high inflation2• Each one of these countries has gone through different 
stages in their development since their declaration as independent states in August 1991 3. 
However, all three have managed to steer their economies away from dependence on 
Russia and develop in all sectors, especially in trade. In their first years of independence 
the three newly formed states started off by reconstructing their economies and 
emphasising the importance of the role of transportation as a part of economic 
development4. Since the ultimate purpose of this research is to analyse the potential of the 
Baltic States as transit gateways for the shipment of containers moving via the Trans 
Siberian Railway, each one of them will be introduced individually with a short overview 
of their economy, the process ofprivatisation and their transport sector. 
I Lijewski, T., (1996), 'The Impact of Political Changes on Transport in Central and Eastern I,urope', 
Transport Reviews, Vol. 16, No, 1, pp. 37-53. 
2 Fairplay, (1993), 'Baltic States On the Edge', November 4. 
3 http://www.europarl.eu.intienlargementfbriefingslSa2_en.htm . . 
4 Gros, D., Steinherr, A., (1995), 'Economic Transition in Central and I astern Europe', PublIshed by 
Longman. London. 
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Figure 3.1 
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3.2 Estonia 
3.2.1 Economy 
Estonia is an Eastern Europe country, which lies on the eastern shores of the Baltic Sea, 
bordering the Baltic Sea and the Gulf of Finland, between Latvia and Russia (Figure 3.1). 
Upon re-establishing independence, Estonia tried to become the gateway between East and 
West by pursuing economic reforms and integration with the West5. By early 1992 the 
government decided to introduce policy measures to help transition to a market economy. 
More specifically, they freed most prices and encouraged privatisation and foreign 
investment far earlier than any other independent state in the Eastern bloc6. Moreover, the 
adaptation of economic and financial policies that included an open tariff-free trade policy 
a balanced budget, full convertibility for current and capital account transactions, fiat-rate 
mcome tax and friendly 
environment for foreign investment, 
helped Estonia to achieve the most 
impressive rates of growth despite 
being the smallest country in terms 
of population and size7. In the years 
to follow, Estonia's market reforms 
put it among the economic pioneers 
in the former CMEA region moving 
rapidly from the old communist 
Soviet structures by adopting 
monetary reforms and privatising 
Figure 3.2 
Estonia's GDP From 1993 to 2001 
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state companies for cash to strategic investors8. 
5 trin, ., (1994) Privatisation in Central & Eastern Europe' Publi ~ed by Longman: Lond n. 
6 Lavigne, M., (1999), 'The Economics of Transition , 20d Edition , PublJ hed b Mac MlIlan Pr Ltd, 
London. 
7 U yd' hipping con mi t,(1996), ' eekingEconomic redibility', Ma . 
http: //www.trad port.org/t c untrie e t nialbnote .html 
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As one can see in Figure 3.2, despite looking at the negative growth of 1999 which resulted 
from the Russian economic crisis in 1998, Estonia's GDP has grown since then reaching 
up to 6.5% in 2001 9. This growth has being led mainly by foreign investments, 
privatisation and the recovery of foreign trade. In addition, based on estimates from the 
EBRD, in the absence of any adverse exogenous factors, the economy is likely to grow 
even more in the years to follow. 
3.2.2 Privatisation 
Estonia has also made excellent progress with regards to structural adjustment. Industrial 
production has increased and by 1997, 90% of the small and large-scale privatisation was 
completed 10. One should be aware of the importance of the private sector's contribution to 
Estonia's GDP. More specifically, based on data provided by the EBRD, the private sector 
contribution to GDP is now estimated to be above 75%11. In the year 2000 the Estonian 
government focused on the reconstruction and privatisation of some of the remaining state 
transport and utility enterprises, including the sale of a 49% stake of Narva Power and the 
sale of a 66% stake of the largest rail freight operator 1 2 • 
Within the same year the largest rail passenger service was sold to GB Railways (UK). 
Likewise, Finnish companies acquired a 58% stake of the largest bank in Estonia. 
Furthermore, in the beginning of 2001, a 50.4% stake of Tallinn Water was sold to 
International Water and United Utilities in the UK13. Finally, the effect of market 
liberalisation led to the implementation of a new telecommunications law in line with EU 
directives and opened fixed-line telephone market to competitionl4 . 
9 Data derived by the European Bank for Reconstruction and Development. (2001 ). 
IO Central and Eastern Europe Business Information Center, (2001). 
II Data derived by the European Bank for Reconstruction and Development, (2001). 
12 Data derived by the furopean Bank for Reconstruction and Development. (2001). 
IJData derived by the European Bank for Reconstruction and Development (2.001). . 
14 ECMT (European Conference of Ministers of Transport), (2000). 'IntegratIOn ofl~uropean Inland 
Transport Markets', Published by ECMT. 
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3.2.3 Trade 
Estonia has moved very quickly in redirecting trade from the former Soviet Union to 
Western markets. Since independence, Estonia has adopted an open market approach to 
trade with other countries15 . As one can see in Figure 3.3 , trade from 1992 onwards started 
to grow continuously. Even though trade started to recover after the collapse of the Soviet 
regime, imports tended to 
grow faster than exports due Figure 3.3 
to the rapidly expanding Exports for Estonia From 1990 to 2001 
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Finland and Sweden17• Estonia has introduced since its first years of independence, very 
liberal commercial legislation and focused on attracting foreign investment. 
This was achieved successfully due to the fact that Estonia did not levy customs duties on 
imports and is essentially a duty-free country with few non-tariff barriers18. In 1999 
I Buchhofen E. , (1995), 'Transport Infrastructure in the Baltic State During the Tran formation to Market 
Economies , Journal of Transport Geography Vol. 3, No.1 , pp. 69-75. 
I Lloyd's hipping Economi t, (1999), ' Full of Eastem Promise' , eptember. 
17 anfield, J., I., (1993), Independent Baltic tate Ports : the outlook for comm rcial viabil ity' , Maritime 
P licy and Management Vol. 20, No.2. pp. 133-152. 
18 fac , N., and Kogan, L., (2001), Ri k: A country - by- Country Guid " 3rd diti n u Ii h d b P g 
imited, ond n. 
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Estonia became a member of the WTO (World Trade Organization) and committed itself 
not to raise import duties on goods above maximum levels as set by WTO 19. 
However, at the begimllng of Figure 3.4 
2000, Estonia introduced a 
tariff on agricultural produce 
and food, which applies to non-
European countries within the 
limits of WTO agreements. In 
addition, ill a move to 
strengthen trade volumes, 
Estonia focused in the last 11 
years on developing the 
transport sector and improving 
the port infrastructure20 . 
3.2.4 Transport 
Imports for Estonia From 1990 to 2001 
Imports (US$billion) 
7 
6 
5 
4 
3 
2 
1 
0 
90 91 92 93 94 95 96 97 98 99 00 
Source 1: Brodin, A., (2000), " Ports in Transition in 
Countries in transition, pp. ] 08, Parajett AB Landskrona 
Publishing, Sweden. 
Source 2: EBRD, 200] , January. 
01 
Source 3: The EU's Regional Group on Ports and Maritime 
Transport in the Baltic Sea, (1995), ' Strategic Study of Ports 
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The close relationship between trade and transport means that any future developments in 
the transportation and logistics area in Estonia involves changes concerning trade21 . In the 
last ten years, large-scale investment in transportation has been possible due to the influx 
of foreign capita122 . Estonia is an important transit route for Russia in its trade with 
Western markets. Therefore, by providing its services to Russian companies E tonia 
attracted high investment capital for the transport infrastructure23 . At this point one sh uld 
be aware that this chapter will only look at the road, rail and sea sector of transp rt fi r 
ach one of the Baltic States due to the fact that these are the only ectors oftransp rt u d 
19 Data derived by the European Bank for Reconstruction and Development, (2001 . 
_0 http://www.mac.doc.gov/ceebiclinve tmentprofile/estonialpdf 
_ I Zurek, J., (2001), 'The Rol of eaport in Region De elopment', Publi hed b th ni er ity 
_2 Lavign , M., (1999), 'The Econ mic fTran ition', 20d diti n, Publi h d b Ma Millan Pr 
2. atrade Review, (1996), . Hitting the Privitation Trail , April. 
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for the transit of cargo coming via the Russian Federation, and therefore relevant to this 
research. 
3.2.5 Roads 
Since the collapse of the Soviet Union the already poor road infrastructure has suffered a 
bigger deterioration due to the lack of financial resources and the general preference 
towards the development ofrailways24. This inevitably led to slow development of the road 
networks in Estonia and the rest of the Baltic States. However, Estonia's realignment 
towards market economies and privatisation led to the availability of foreign capital by 
private investors and international financial institutions, which resulted in the development 
of the road networks25. One of the most important road developments is the Via Baltica 
project, which was put into effect in 1996 funded by the Nordic Investment Bank. The Via 
Baltica (Figure 3.5) is a road network starting from Helsinki and after crossing the Gulf of 
Finland, passes via Tallinn (Estonia), Riga (Latvia), and Kaunas (Lithuania), ending ill 
Warsaw (Poland)26. 
The purpose of the Via Baltica road network was through harmonization of the existing 
road sections to create a continuous and identifiable route of Pan-European standards27 . 
The Via Baltica is due to be completed by 200628. 
In addition, there are other mam road routes connecting Estonia with Russia (St. 
Petersburg and Moscow) in the east, and with Latvia in the south. Furthermore, in the last 
24Cullinane, K., and Toy, N., (1998), "Planned Road Network Developments in the Baltic Sea Region", 
Transportation Reviews, Vol. 18, No.1, pp. 35-55. .,. 
~5 Queiroz, C., (2001) 'Major Trends in the Transport Sector and Impact on the BaltiC States, Trans Baltica 
2001 International Conference, June. 
~6ECMT (European Conference of Ministers of Transport), (2000), 'Integration of European Inland 
Transport Markets', Published by ECMT. ..
27 Buchhofer, E., (1995), 'Transport infrastructure in the Baltic States Dunng the Transformation to Market 
Economies', Journal of Transport Geography, Vol. 3, No.1, pp. 69-75, Published by Butterworth 
Heinemann, London. 
28 ECMT (Iuropean Conference of Ministers of Transport, (1997), 'Which Changes for 1 ransport in the Next 
Century?, Published by ICMT, October. 
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few years the infrastructure along the mam highways has been improving rapidly and 
better roads have been built29 . This road transport trend can also be: 
'Projected on a international level since the international transit volume and the number 
of companies operating internationally have increased markedly over the last few years· 30 . 
Figure 3.5 
The Via Baltica Road Corridor 
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3.2.6 Railways 
As noted earlier, ill Estonia during the Soviet period there was a general pr fl r nc 
toward the development of rail networks at the expense of other m de of tran p rt. That 
_9 ., and teinherr, ., (1995),' conomic Tran ition in 
Lon man, nd n. 
10 http://www.rna.d .c bi mark tr ear hIe tonia 
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was mainly due to the fact that more than 90% of freight transit through Estonia was by 
rail, most of which was oil31 . The total freight carried in 1999 was more than 35 million 
tonnes, of which 60% was in transit32 . Estonia's railway system is directly connected to the 
Russian railway system due to the fact that they have the same rail gauge, and to other CIS 
countries. One can see in Figure 3.6 both the rail and road systems in Estonia. 
Figure 3.6 
The Rail and Road Systems in Estonia 
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Source: http://www.mac.doc.gov/ceebiclinvestmentprofile/estoniaipdf 
Moreover, in 1999 the Estonian government introduced a new Railways Act, which 
provided for the licensing of railway operators and open access to the national rail 
network33 . In addition, within the same year both the IFI and the EBRD have in ested and 
loaned money respectively to the Estonian government for the improvem nt and 
modernisation of Estonian railways and more specifically for the railway c nn cti n 
.d ranBaltica 200 I, VI International onference, 200 I, Riga, Lat ia, Jun 7-8. 
J_ http://www.mac.doc.gov/ceebi in e trnentprofil e tonia/pdf . 
3Th ur p an nion ' Regi nal Group on Port and Maritime Tran p rt 10 th Balti a, I 
. trat gi tudy ofP rt and Maritim ran p rt in th Balt ic a', Pu Ii h d WI n ul t. 
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between Estonia and Russia34• In 2000 the government moved even further by announcing 
an international tender for the sale of a 66% stake of AS Estonian Railways to strategic 
investors35 • By the end of the same year the Estonian railways were privatised. 
3.2.7 Sea 
Estonia's position at the northern position of the Via Baltica makes the provision of an 
efficient port system essential36• Likewise, ports are important transport modes especially 
in transit traffic. Based on statistics published by the EBRD an estimated 80% of all the 
cargo handled by Estonian ports is transit trade between Russia and the EU 37. The largest 
Estonian cargo ports, the Ports of Tallinn and Muuga, provide easy navigational access, 
deep waters, and good ice conditions38 . 
The port of Tallinn is the largest cargo and passenger port in Estonia and holds a leading 
position in the handling of container flows between Russia and Western Europe, and has 
been expanding at an annual rate of over 20% in the past 3 years39. In addition, the port of 
Muuga is a free zone port designed to increase transit volumes by granting more flexible 
customs procedures for companies rendering transit and distribution services4o. This port 
is one of the most advanced ports in the Baltic region mainly used as a transhipment port 
for oil products for Russian crude oil41. In the last few years the port has attracted 
continuous investments for the development of its infrastructure, by foreign countries 
34 http://www.mac.doc.gov/ceebic/investmentprofile/estonialpdf 
35 Seatrade Review, (1996), 'Hitting the Privitation Trail', April. 
36 Buchhofer, E., (1995), 'Transport infrastructure in the Baltic States During the Transformation to Market 
Economies', Journal of Transport Geography, Vol. 3, No.1, pp. 69-75, Published by Butterworth 
Heinemann, London. 
37 Data derived by the European Bank for Reconstruction and Development~ (2001). . . 
38 Brodin, A., (2000), 'Ports in Transition in Countries in Transition', Published by the Goteborg UnIversIty. 
Sweden. 
39 http://www.mac.doc.gov/ceebidinvestmentprofilelestonialpdf. .. 
4°Zurek, J., (2001), 'The Role of Seaports in Region Development', Pu~lIshed by th~ Un.lve~~I~ ofG~a.nsk. 
41 Canfield, 1., I., (1993), 'Independent Baltic State Ports: the outlook tor commercIal vIabIlIty, Mantlme 
Policy and Management Vol. 20, No.2. pp. 133-152. 
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including Russia and Denmark42. At present there are more than 50 firms mainly cargo 
transport companies that operate at Muuga port43 . 
3.3 Latvia 
3.3.1 Economy 
Latvia is an Eastern European country, bordering the Baltic Sea, between Estonia and 
Lithuania (Figure 3.7t4 • Since Latvia declared its independence from the Soviet Union in 
1991 the country has rapidly moved towards integration with Western European markets 
while carefully maintaining good political relations with the Russian Federation 45. In 1992 
Latvia adopted a comprehensive reform package involving price and trade liberalization 
and small-scale privatisation. 
'Its freely traded currency, the lat, was introduced in 1993 and has held since then steady 
or appreciated against major world currencies,46. 
Latvia achieved an impressive GDP 
growth in the years 2000 and 2001, 
which is likely to be sustained in the 
years to follow47. More analytically, 
as one can see in Figure 3.7, Latvia's 
GDP grew from -14.9% in 1993 to 
0.60/0 in 1994 mainly due to the 
recovery in the light industry and a 
growth in commerce and finance 
Figure 3.7 
Latvia's GDP From 1990 to 2001 
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43 Queiroz, ., 'Major Trends in the Transport Sector and Impact on the BaltiC tat , Tran Balti a 20 1 
International onference (2001), June, 
44 http://www.traport.org/t countriesllatvialbnote .html. 
4 oface, N., and Kogan, L., (2001), 'Ri k: A country - by- ountry Guide', 3rd diti n, Publi h db 
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which have resulted in the stabilization and expansion of the economy-+8. However, in 1995 
the largest commercial bank in Latvia collapsed leading to decrease of the GDP to -
0.8%49. 
Nevertheless, the government undertook a number of measures concerning the financial 
and banking system, which resulted in a more stable and stronger economy emerging50. 
Furthermore, the financial crisis in Russia in 1998 had negatively influenced the Latvian 
economy resulting in reduction of the GDP in 1999 by 1.1%51. Since that period of 
economic stagnation, real GDP continued to grow reaching 5.4% in 2000 and 2001 52. This 
growth was led mainly by increase of the export volumes since 1999, the expansion of 
industrial production and the recovery in domestic demand53 . 
In addition, the country's inflation has been at a record low level, reduced considerably 
from 34.2 % in 1993, down to 2.6% in 2001 54. 
3.3.2 Privatisation 
Privatisation in Latvia is governed by the law on privatisation of State and Municipal 
Property, while privatisation procedures are carried out by the Latvian Privatisation 
Agency (LP A)55. In early 1992 the Latvian government adopted a small-scale privatisation 
scheme in order to allow foreign companies to enter new markets that the local companies 
were not sure how to penetrate56. In addition, in 1994 the privatisation of medium-sized 
and large-sized enterprises commenced due to the need to attract foreign investment 57 . The 
Latvian Privatisation Agency adopted a case-by-case approach regarding the privatisation 
48 Central Statistical Bureau of Latvia, 'Econimics', (2001). 
49 Bank of Finland Institute for Economies in Transition (BOFlT), 'The Baltic States', (200 I). 
50 Lavigne, M., (1999), 'The Economics of Transition', 2nd Edition, Pub~is~ed ~y ~a.c Millan .Press Ltd. 
51 Coface, N., and Kogan, L., (2001), 'Risk: A country -by- Country GUIde, 3 EdItIon, PublIshed by Page 
Limited, London. 
5:! Bank of Finland Institute for Economies in Transition (BOFIT), 'The Baltic States', (2001). 
53 http://www.mac.doc.ceebicimarketresearch/Latvia 
54 http://www.mac.doc.gov/ceebiclinvestmentprofile/latvialpdf 
55 Estrin, S., ( 1994), 'Privatisation in Central & Eastern Europe', Publ ished by Longman, London. 
56 Coface, N .. and Kogan, L., (2001), 'Risk: A country -by- Country Guide', 3rd Edition, Published by Page 
Limited, London. 
57 Seatrade Review, (1996), 'Hitting the Privatisation Trai\', April. 
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procedures. The methods of privatisation varied, including international tenders. direct 
sales, public auctions and public offerings on the stock market58 . 
Even though 97% of all planned privatisations had been completed by 2000~ the 
privatisation of the three main large-scale enterprises (the Ventspils Nafta oil terminal, 
Lattelekom and the Latvian Shipping Company) has been delayed59. 
The largest enterprise in Latvia is the Ventspils Nafta oil terminal which accounts for a 
considerable share of Latvia's GDp6o. In May 2000 the government's attempt to sell a 7% 
share on the local stock market failed, due to poor market conditions61 . The procedures for 
the privatisation of the 7% stake ofVentspils Nafta oil terminal are still under way62. 
In addition, the government's attempt to privatise a 51 % stake of the telephone company 
Lattelekom has been delayed until the government succeeds to enter an agreement with 
Tilts Communications (Denmark), which owns the remaining 49% of the stake63 . 
Moreover, the Latvian government has failed to privatise 44% of the Latvian Shipping 
Company (LASCO) due to the fact that the potential investor was not allowed to acquire a 
controlling stake of the company64. However, in 2001 LPA announced that 68% of the 
stake would be given to any potential investor, while 6% out of the remaining would be 
sold to the staff and 15% will be offered publicly against privatisation vouchers65 . 
Although there is a long list of prospective investors, the procedure for the privatisation of 
the Latvian Shipping Company remains incomplete. 
58 http://www.mac.doc.gov/EEBIC/COUNTRYRlLatvialccg2000/F2.htm 
59 http://www.tradeport.org/tsicountriesiLatviaiclimate.html 
60 http://www.mac.doc.gov/EEBIC/COUNTRYRlLatvialccg20001F2.htm 
61 Bank of Finland Institute for Economies in Transition (BOFIT), (200 I). 
62 Seatrade Review, (1996), 'Hitting the Privatisation Trail', April. 
63 http://www.mac.doc.gov/EEBICICOUNTRYRlLatvialccg2000/F2.htm. .. 
64Zurek, J, (200 I), 'The Role of Seaports in Region Development", Publtshed by the Untverslty of Gdansk. 
65 http://www.mac.doc.gov/EFBIC/COUNTRYRlLatvialccg2000/F2.htm 
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3.3.3 Trade 
Once regaining its independence, Latvia moved quickly to open the market to foreign 
investors in an attempt to attract foreign investments and to diversify the country's trade 
partners beyond the former Soviet Dnion66 . However, Latvia was totally dependent on 
energy imports (oil, gas) mainly coming from Russia. Latvia's decision to declare its 
independence from the Communist regime, led to the decrease of trade, by 50% with the 
Soviet bloc67 • 
Nonetheless, as one can see in Figure 3.8, Latvia's trade started to recover steadily after the 
collapse of the Iron curtain. According to the Central Bureau of Statistics, Latvia's exports 
to the ED in 2000 have increased Figure 3.8 
considerably and now account Exports for Latvia From 1990 to 2001 
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countries. Other major trade partners include, UK, Germany and Russia69 . Since Latvia has 
a vital geographical position as transit link between East and West, the government has 
focused on simplifying the customs procedures 70. More specifically based on Latvia s 
Custom Law, special customs procedures are applied: 
'to the release of goods for free circulation, temporary import or export custom 
warehousing, import to duty-free shops, inward and outward processing) export and 
transit'71. 
In addition, one should be 
aware that there is no duty 
customs imposed: 
'on vehicles used in 
international transport, goods 
in transit through Latvia, 
goods imported into or 
exported from customs 
warehouses or inland customs 
zones,n. 
Although, Latvia had imposed 
a number of tariff and non-
tariff import restrictions m 
order to protect domestic 
Figure 3.9 
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production in the past, at present since Latvia joined the WTO in 1999, it is committed to 
reduce all tariffs imposed at an enter stage, and retain only a few barriers concerning 
agriculture 73. 
69 U.S Department of Commerce, National Trade Data Bank, (1999): . 
70 Karbon ki , A., (1992), The Columbia History of East em Europe 10 the Twentieth entury Publi hed b 
olumbia University Press, New York. 
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3.3.4 Transport 
Latvia has a key geographical locatio~ traditionally and naturally, being classified as a 
strategic gateway between West and Ease4• In addition the importance of its transport, 
distribution and transit sector is demonstrated by its contribution to the country's GOP75. 
Since regaining its independence, the government decided to invest heavily in its multi-
modal transport and distribution infrastructure, in order to maintain its position as transit 
gateway between East and Western Europe76• 
3.3.5 Roads 
Since 1989, the already poor road infrastructure was undermined due to the size of 
problems caused by the collapse of the Soviet Union and the lack of finance in the 
region77• The state of the Latvian roads was less than adequate at the time, and the lack of 
investment could not promise any significant changes for the near future78 • However, since 
the~ the Latvian government with the help of a number of international financial 
organisations like Northern Investment Bank, EIB, EBRD and the Jexim Bank (Japan), has 
managed to ensure funds for the maintenance and the development of its road 
infrastructure 79. 
Latvian road infrastructure has been improved smce 1989; however, it still reqUITes 
considerable investment. Currently, Latvia provides important transport corridors. 
including East-West connecting the major Latvian ports of Venspils, Riga and Liepaja with 
7-1 Karbonski, A., (1992), 'The Columbia History of Eastem Europe in the Twentieth Century, Published b:-
Columbia University Press, New York. 
75 http://www.CSB.LV.Pres.ftradeI01.htm 
76 http://www.tradeport.org/tslcountriesllatvialtrends.html . . 
77 Karbonski. A., (1992), 'The Columbia History of Eastern Europe in the TwentIeth Century, Publtshed by 
Columbia University Press, New York. 
78 Buchhofer, E., (1995), 'Transport infrastructure in the Baltic States During the Transfonnation to Market 
Economies', Journal of Transport Geography, Vol. 3, No. I, pp. 69-75, Published by Butterworth 
Heinemann, London. 
79 http://www.mac.doc.gov/EEBIC/COUNTRYRiLatvialccg2000/F2.htm 
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Moscow via Latgale; and North-Sout~ which connects Helsinki and Tallinn with Kaunas 
and Warsaw via Latvia, better known as the Via Baltica80. 
3.3.6 Railways 
The railway network in Latvia is in better state than the road network due to the fact that 
the large majority of all the transit cargo through Latvia, which amounts to 80%, enters the 
country by rail, most of which is bulk cargo. Since the highest amount of transit cargo 
depends on railways, hence the maintenance and development of the railways has become 
a priority for the government81 . 
Latvia's railway system is directly connected to the Russian railway system through two 
corridors. The first is the east-west transit corridor, which connects Moscow with the port 
ofVentspils, and with two major branch lines to the ports of Riga and Liepaja82 (see Figure 
3.10). The second corridor is the north-south freight corridor, which links Latvia to St. 
Petersburg (Russia) and Warsaw (Poland)83. At this point it should be mentioned that 
Russia is a very significant Latvian trade partner based on the fact that 70% of the total rail 
cargo (approximately 40 million tonnes), originates in Russia. Therefore the development 
f h 'd" 84 o t e east-west corri or IS very Important . 
Currently there is an extensive US $ 750 million expansive and modernization programme, 
being carried out by IFI financing85 • In addition, the EBRD and the EIB are also involved 
in the project, for which the Latvian government has also applied to the EU for grant 
financing for the improvement of the East-West corridor86 . 
8°Zurek, 1., (2001), 'The Role of Seaports in Region Development', Published by the University of Gdansk. 
81 Queiroz, c., 'Major Trends in the Transport Sector and Impact on the Baltic States", Trans Baltica 2001 
International Conference, (2001), June. 
82 Financial Times, (1999), 'Latvia Country Profile', March. 
83 Financial Times, (1999), 'Latvia Country Profile', March. 
80l http://www.mac.doc.gov/EEBICICOUNTRYRlLatvialccg2000/F2.htm 
85 Bank of Finland Institute for Economies in Transition, (2001). 
86 http://www.mac.doc.gov/EEBICICOUNTRYRlLatvialccg2000/F2.htm 
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Figure 3.10 
The Rail and Road Systems in Latvia 
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3.3.7 Sea 
Latvia's prime location as a transit hub for east-west trade is established largely by its three 
major ports, Riga,Ventspils and Liepaja. In addition, in terms of freight volume the 
Latvian ports are second largest in the Baltic region, after Finland's87. Moreover, both 
Ventspils and Liepaja are ice-free all year around, while Riga operates with the help of an 
icebreaker in severe winters88. 
Riga is the second largest port in Latvia, specializing in containers. While out of all the 
transit cargo through Latvia 80% enters by rail, the same percentage leaves by ea8 . 
Currently there are more than 60 companies located at the port of Riga, pro iding all 
87 anfi Id, J. I., (1993), Independent Baltic tate Ports: the outlook for comm rcia) iability', Maritim 
Policy and Management Vol. 20, No.2. pp. 133-152. 
Port of Liepaja broch ure, (2001 . 
8 http://www.mac.doc.gBI / OUNTRYRlLatvialccg20001F2.htm 
7 
essential associated services90• Likewise, there are both short and long term investments 
being made in the infrastructure and superstructure of the port as part of the Programme for 
Port Development91 • However, the next chapter will provide a more detailed analysis of 
both the port's facilities and potential. 
Ventspils is the largest port in Latvia and amongst the 15 biggest in Europe92 . At the end 
of 1996 the government decided to create a free economic zone to stimulate foreign 
investment in Venspil's port93 • In 1997 the port was declared a free economic zone. During 
the past few years major foreign investments helped the port to be recognised worldwide as 
the leading ice-free port in the Baltic region and as an efficient and important regional 
center for oil, oil products, and industrial chemical products in the Baltic area94 . Ventspils 
has been for years the key area for the transport of Russian bulk products to NW Europe 
and even the Middle East95 • Ventspils until recent years was specialising only in bulk 
products and chemicals. However, in 2000 a new container terminal started to operate 
which was the result of a joint venture between a leading Belgian stevedoring firm and a 
f I L · .. 96 group 0 severa atVlan entItIes . 
Liepaja is an ice-free port which moved from being the former home of the main Soviet 
Baltic Fleet to a continuously developing and renovated port. Liepaja is developing an 
attractive and competitive infrastructure, which is crucial factor for its future establishment 
as a vital transit port97. The harbour has been deepened and new terminals are being built98 . 
90 Bank of Fin land Institute for Econom ies in Transition, (2001). 
91 Central and Eastern Europe Business Information Center, (2001). 
92 European Bank for Reconstruction and Development, (2001).. . 
93Buchhofer, E., (1995), 'Transport infrastructure in the Baltic States Durm~ the TransformatIon to Market 
Economies', Journal of Transport Geography, Vol. 3, No.1, pp. 69-75, PublIshed by Butterworth 
Heinemann, London. 
94 Bank of Finland Institute for Economies in Transition, (200 I). 
95 Lijewski, T., (1996), 'The Impact of Political Changes on Transport in Central and Eastern Europe', 
Transport Reviews. Vol. 16, No.1, pp. 37-53. 
96 http://www.mac.doc.gov/EEBICICOUNTRYRlLatvialccg2000/F2.htm 
97 Port of Liepaja brochure, (2001). 
98 Latvian Development Agency, 'Privitasation', (2000). 
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The cargo turnover is steadily growmg to 3 million tones per year99. The port is a 
multifunctional commercial port, handling timber, metals, bulk cargo and containers IOO • In 
1997 the port was declared a special economic zone, and future developments include the 
improvement of the rail and road network101 . 
3.4 Lithuania 
3.4.1 Economy 
Lithuania borders the Baltic Sea, between Latvia and Russia (Appendix 2). Since regaining 
its independence in 1991, Lithuania has successfully reoriented itself towards the West by 
adopting a consistent programme of structural reforms, accompanied by small and medium 
scale privatisation102. Moreover, the government set out a number of goals including the 
creation of foundations for sustainable economic growth, to improve the business 
environment, to adopt an appropriate tax policy and to liberalise the labour market l03 . 
In 1993 the national currency, the litas, was introduced and by 1994 the new currency was 
pegged against the US do llar 1 04. At the early stages of economic transition, Lithuania 
experienced an environment of very high inflation and very low GDP mainly due to the 
refusal of the Russian Federation to supply oil and gas to Lithuania after declaring its 
independence I05. Nevertheless, soon Russia realised that it was partially dependent on the 
Baltic States for its oil transit and therefore the establishment of good relations between the 
countries was inevitable since both sides depended on one another l06. 
99 http://www.mac.doc.gov/EEBIC/COUNTRYRlLatvialccg2000/F2.htm 
100 http://www.mac.doc.gov/EEBICICOUNTRYRlLatvialccg2000/F2.htm 
I () 1 http://archive.tol.cz.countriesllitar98.html 
I ll2 http://archive.tol.cz.countriesllitar98.htm I 
103 Lloyd's Shipping Economist, (1996), . Seeking economic credibility', May. 
IO.J http://archive.tol.cz.countriesllitar98.html 
105 http://archive.tol.cz.countriesllitar98.html 
106 Lloyd's Shipping Economist, (1999), 'Full of Eastern Promise', September. 
1'2 
Moreover, the country benefited from its disciplined approach to market reforms and to 
strict fiscal and monetary policies, which led to the recovery of the GDp107. The steady 
growth of Lithuania's GDP from 1993 to 2001 is illustrated in Figure 3.11 , with the 
exception of 1999 when the 
country's economy was negatively Figure 3.11 
influenced by the Russian financial Lithuania's GDP From 1990 to 2001 
crisis which led to the decline of the 
GDP growth to --4.2%108. However, 
the national GDP growth has been 10 5 
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llilf 
and recovery in industrial output I 10. 
3.4.2 Privatisation 
Since the early years of its transition, Lithuania moved rapidly towards small and medium 
scale privatisation 111. The country relied heavily on the voucher method in privatising its 
state-owned assets I 12. This method tended to favour the industry'S insiders, such as 
employees and managersll3. However, in the middle of the 1990's the Lithuanian 
government adopted a combination of privatisation methods, including direct sales and 
107 http://www.tradeport.org/tslcountriesllithuaniaibnotes.html 
108 http://archive.tol.cz.countriesllitar98.html 
109 http://archive.tol.cz.countriesllitar98.html 
tlO Bank of Finland In titute for Economies in Tran ition, (2001 ). 
III Lavigne, M., (1999), 'The conomic ofTran ition 2nd Edition , Publ i hed b Ma Millan Pre td , 
London. 
tl 2 Bank f inland In titute fi r conom i in Tran it ion, (2001 . 
111 http ://archiv .t I. z. untri litar98.html 
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tenders I 14. After 1997 the privatisation of small-size and medium-size enterprises started 
to accelerate mainly due to the increased number of enterprises that wished to be 
privatised- in order to attract foreign investments-, and the more advantageous conditions 
proposed to the potential buyers I 15 • 
Furthermore, the government was aware that the creation of new private enterprises was 
also important in building a well-functioning market economy. Nevertheless, the potential 
investors seemed to be discouraged by the country's frequently changing business 
regulations, which did not create a favourable nor safe business environment I 16 . 
In addition, while both Estonia and Latvia privatised their larger banking institutions 
quickly, the Lithuanian state still remains the major owner of the country's second and 
third largest commercial banks 117 • However, in 1999, the government adopted an extensive 
bank privatisation programme. In 2000 the Estonian Hansapank (Swedish owned), was 
announced as the leading bidder for the acquisition of the Lithuanian Savings Bank 118. 
Likewise, the Finnish financial group, SampoLeonia, won in public tender a 1000/0 stake of 
the Lithuanian Development Bank I 19 • Also the privatisation of other state-owned banks is 
under preparation for the near future. 
Although Lithuania's privatisation programme was speedy, it left many of the large firms 
still under the government's control. Therefore, in 1999 the government moved towards 
the privatisation of a number of large-scale enterprises to foreign investors 120. The biggest 
114 http://www.mac.doc.gov/EEBIC/COUNTRYRlLithuanialccg2000/F2.htm 
115 Seatrade Review, (1996), 'Hitting the Privatisation Trail', April. 
116 Hazley, A., and Hirvonsalo, I., (1998), 'Barriers to Foreign Direct Investments in the Baltic Region' 
Baltic Sea Summ it. 
117 Bank of Finland Institute for Economies in Transition, (2001). 
118 http://www.mac.doc.gov/FEBIC·COUNTRYRlLithuanialccg2000/F2.htm 
119 Lithuanian Development Agency, (2001). 
120 Zurek, l, (2001), 'The Role of Seaports in Region Development", Published by the llni\ersit::- ofGdansh.. 
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privatisation took place in 1999 with the sale of a 33% stake of the Mazekiu Nafta oil 
company to the American company Williams International121 . 
Moreover, in 2000, Lithuania privatised a 250/0 stake of its national Telecom Companyl22. 
In addition, the government has privatised, through an international tender, an 81 % stake 
of the oil exploration and production company, Geonafta, to a Polish-Swiss-Lithuanian 
. 123 Lik' h consortIum. eWlse, even tough, the tender for the privatisation of the shipping 
company LISCO was awarded to a Dutch based consortium, the transaction failed to be 
completed due to last minute disagreements among the parties involved in the privatisation 
3.4.3 Trade 
Even after re-establishing its independence, Lithuania continued to conduct the main share 
of its trade with the Commonwealth of Independent States. However, the decline of both 
the export and import volumes from the CIS countries and the fact that Lithuania lagged 
behind Estonia and Latvia in attracting foreign investments, led the Lithuanian government 
to open its market to foreign investors 125 . In addition, the government directed efforts 
towards establishing better trade relations with both West and East European countries, 
based on the principles offriendly contacts and mutually beneficial co-operation126. 
Foreign trade data indicates the rapid reorientation of trade towards Western markets. 
More specifically, it is estimated that roughly 50% of the Lithuanian trade has shifted since 
the middle of the 1990's towards the EU127. From 1996 to 2001 the share of Lithuanian 
exports to the EU increased from 32.9% to 47.90/0 and imports from the EU rose from 
121 http://www.mac.doc.gov/EEBIC/COUNTRYRlLithuanialccg2000/F2.htm 
In http://www.mac.doc.gov/EEBIC/COUNTRYRlLithuanialccg2000/F2.htm 
123 http://www.mac.doc.gov/EEBIC/COUNTRYRlLithuanialccg2000/F2.htm 
I~·I http://www.mac.doc.gov/ceebiclinvestmentprofile/lithuanialpdf . 
125 Lavigne, M., (1999), "The Economics of Transition ',2nd Edition, Published by Mac MIllan Press Ltd, 
London. 
I~h http://www.mac.doc.gov/ceebiclinvestmentprofilellithuanialpdf 
127 http://www.mac.doc.gov/EEBIC i COUNTRYRlLithuanialccg2000/F2.htm 
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42.4% to 44.4%128. Tbis growth was mainly the result of a free trade agreement, signed 
between Lithuania and the EU, which came in to force in the beginning of 1995 129 . 
• 
Lithuania has very good trade relations with Germany, accounting for about 16% of both 
its exports and imports. Other major Lithuanian export partners include the United 
Kingdo~ Latvia and Russia 130. 
Through the first years of its economic transition, Lithuania's trade with the CIS countrie 
was considerably reduced. Even though the share of Lithuanian exports to these countries 
decreased from 45.4% to 19.5% 
and imports from CIS were 
reduced from 32.90/0 to 29.7% 
illustrate, Lithuania has 
experienced a continuous 
increase in both its exports and 
imports. Exports to Russia 
Figure 3.12 
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130 http: //www.mac.doc.gov/c bl mv tmen tprofiI lithuania/pdf 
IJ I Lithuanian 0 v I pment Ag n " 2002b). 
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especially, have been picking up mainly because the Russian demand has been growing 
steadily132. Moreover, the growth in foreign trade has resulted in growing exports to the 
EU133. 
By the end of 1998 the import tariffs on agricultural products were increased due to the 
Russian financial crisis. In addition: 
'Export subsidies were introduced in order to protect farmers who were in danger of 
losing their Russian market' 134. 
However, these measures complicated Lithuania's acceSSIOn to the WTO. By 2000 
Lithuania agreed with the terms set by the WTO, including the gradualliberalisation of the 
agricultural sector and the reduction in import tariffs, and became a member of the WTO in 
3.4.4 Transport 
Like the other two Baltic 
Figure 3.13 
States, Lithuania has a key Imports for Lithuania From 1990 to 2001 
geographical location as 
transit route between West 
and East Europe. Since 
regaining its independence, 
the Lithuanian government 
has tried to create an 
essential transport 
framework by providing 
13_ The World Fact book, (200 I). 
I.1J h World Fact book, (200 I). 
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favourable conditions such as, legal system, harmonization with international transport 
enterprises, and infrastructure development136. 
'From the very beginning the goal was integration into international transport markets' 137. 
3.4.5 Roads 
Lithuania has inherited its present road network infrastructure from the Soviet Union. 
Since the country's main port, Klaipeda, was extensively used by the former Soviet Union, 
'A reasonably well-developed road network exists in the east-west direction to support 
Baltic Sea traffic' 138. 
However, one should be aware that when the Lithuanian road network system is compared 
with the equivalent Western European road networks, it can only be described as 
adequate 139. Moreover, the Lithuanian north-south road network is still weaker and less 
developed than the east-west140• Therefore, 
'transit and export cargoes are still funnelled through the ports, rather than attempting to 
circumvent the bottlenecks affecting middle Europe,141. 
The Lithuanian government, in an attempt to rebuild the country's role as a regional 
transport hub, has focused on the modernization and reconstruction of its road networks l42 . 
In the light of this aim, the development of the Via Baltica is the main priority for the near 
136 Queiroz, c., 'Major Trends in the Transport Sector and Impact on the Baltic States', Trans Baltica 200 I 
International Conference, (2001), June. 
137 http://www.mac.doc.gov/ceebiclinvestmentprofilellithuanialpdf .,. 
138Mellor, R., (1975), 'Eastern Europe: A Geography of the Comecon COuntrIes, PublIshed by the 
Macmillan Press Ltd., London. 
\J9 Mellor, R., (1975), 'Eastern Europe: A Geography of the Comecon Countries'. Published by the 
Macmillan Press Ltd., London. 
140 ECMT (European Conference of Ministers of Transport), (2000), 'Integration of European Inland 
Transport Markets', Published by ECMT. 
1-t1 Lithuanian Development Agency, 'Economy', (2002b). 
1-t2 Lithuanian Development Agency, 'Economy', (2002b). 
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future. The creation of this road network started in 1996 and is being financed by the EIB 
the EBRD, EUPhare and the Nordic Investment Bank143 . 
3.4.6 Railways 
Lithuania has an extensive railway network reaching 1,905 kilometres, of which 11~ 
kilometres are electrified 144. Between 1995 and 1998 the traffic freight on Lithuanian 
railways increased by 17% and over 27% of the total traffic was cargo in transit. However, 
in recent years the cargo volumes have been reducedl45 • 
Even though the main commodities moved by rail are bulk cargo, the Lithuanian Ministry 
of Transport aims to modernise and develop the railway network in an attempt to increase 
the volumes of containers moved by rail, due to the fact that it is cheaper, safer and more 
environmentally friendly than the other transport modesl46 . 
The Lithuanian rail network has direct connections with Russian, Byelorussia, and Latvian 
railways and the movement of cargo by rail is allowed due to the fact that all these 
countries have the same rail gauge (Figure 3.14)147. Although, the Lithuanian rail gauge 
does not conform to the European standard, the rail network is operating intensively 
between the port ofKlaipeda (Lithuania) and the CIS I48 . 
In addition, Lithuanian railways (LG) are in the process of being reconstructed and 
developing its operational activities in order to become more competitive. Currently the 
EBRD is considering providing a loan of 58 million Euros to the LG for the 
143 Gros, D., and Steinherr, A., (1995), 'Economic Transition in Central and Eastern Europe', Published by 
Longman, London. 
l.t.t Lithuanian Development Agency, (2002b). 
145 The World Factbook, (2001). 
146 ECMT (European Conference of Ministers of Transport), (2000), 'Integration of European Inland 
Transport Markets', Published by ECMT. '," 
1·17 Mellor, R., (1975), 'Fastern Europe: A Geography of the Comecon CountrIes. PublIshed by MacmIllan 
Press Ltd .• London. 
148 The World Factbook. (200 I). 
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implementation of the reconstructing programme and maintenance of its railwaysl~9. This 
project would be achieved in co-operation with the ISP A fund and would be supported by 
the ED -Phare technical co-operation funding ISO. 
Figure 3.14 
The Rail and Road Systems in Lithuania 
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3.4.7 Sea 
. 
. 
Klaipeda, Lithuania's largest port is the northernmost ice-free port in the Baltic region, and 
provides a major contribution to the development of the country's economy and transport 
sector l51 . The port has both road and rail connections to Belarus, Russia and Ukraine, and 
therefore handles a significant part of the Baltic Sea trade l52 . In 2000 Klaipeda was found 
to be the fastest growing port in the Baltic Sea in terms of freight turnover handling r 
149 http://www.mac.doc.gov/c ebic/inve tmentprofile/lithuanialpdf 
1 0 Lithuanian Development Agency (2002b). 
1~1 he E ' Regi nal r up n Port and Maritime Tran port in the Baltic a (19 ).' trat gi . tud) r P rt · and 
Maritime Tran port in th BaJti ea. Publi hed b) W n ult. 
1 2Zur k, J., (2001), 'The R Ie f eap rt in Region De eJopment', PubJi hed b th f dan ~ 
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19 millie f 153 on tons 0 cargo . One should be aware that around 70% of this cargo was cargo 
in transit l54 . Klaipeda is a multipurpose port, handling various types of cargo, but mainly 
oil products, metals and containers. 
The government has adopted a long-term development investment programme for the port 
of Klaipeda, which is due to be completed by 2015, and it is expected to increase the 
throughput to 60 million tons l55. This port modernization and development program is 
financed by the European Union, World Bank, European Investment Bank and the 
Scandinavian Governmentsl56. 
3.5 Conclusion 
Looking on the overall performance and development of the Baltic States, one can see that 
all three countries have managed within a decade since they declared their independence 
from the Soviet Union, to go through a difficult economic and political transition and to 
establish integration with Western markets, become members of the United Nations and to 
enter a number of UN organizations and other agreements including IMF, WB, EBRD, and 
WTO. 
Each government in the meantime managed to set up a proper institutional framework, 
including an European Integration Council and other structures, in order to prepare for 
their integration into the EU. All three Baltic States aim to meet the criteria set out in 
Copenhagen for the countries applying for EU membership. The most important criteria 
related to the existence of a functioning market economy and the ability to comply with 
obligations of membership. Estonia, Latvia and Lithuania in their attempt to comply with 
15.1 The World Factbook, (200 I). 
1'.!Canfield, J., l., (1993), "Independent Baltic State Ports: the outlook for commercial viability'. Maritime 
Policy and Management Vol. 20, No.2. pp. 133-152. 
155 http://www.mac.doc.gov/ceebiciinvestmentprofilellithuanialpdf 
156 http://www.mac.doc.gov/ceebic/investmentprofilellithuanialpdf 
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the ED regulations have established satisfactory economic stability, and efficient ports with 
high standards and therefore are expected to join the ED in the next round in 2004 157. 
The integration of the Baltic States in the ED, and the future effects that such achievement 
would have upon the transport sector of each one of the Baltic States, are analysed in a 
separate chapter. However, the next chapter will focus on examining the gateway markets 
for containers in transit via the Trans Siberian Railway. 
157 http://www.europa.eu 
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CHAPTER FOUR 
THE GATEWAY MARKETS 
4.1 Introduction 
Although Russia is the largest country in the world its geographical form makes it the least 
accessible from an international transport point of view l . There are many ports such as St. 
Petersburg, Vostochny and Vladivostok, located at the comers of the country but most of 
those have a number of disadvantages. For example, the southern region of the country is 
blocked by chains of mountains, whilst to the west, the Western Europe mainland prevents 
any access to the sea2. Moreover, the eastern seaboard is removed from mainstream 
activity, and the northern coast is ice-bound for most of the year3. The main location of 
access to Western Europe is the Baltic Sea region, which is situated far from the main sea-
lanes. During the Soviet Union years, Russia was using this access point in order to trade 
with countries in the West4 • However, after the collapse of the Soviet Union in 1991, 
Russia lost all the ports situated on the coast of the Baltic Sea region, except Kaliningrad 
and St. Petersburg5. This meant that Western countries that were exporting cargo to Russia 
began to use Finland and the Baltic States of Estonia, Latvia and Lithuania, as gateways 
for their trade. More specifically, there are three transport routes for goods from Western 
and Central Europe to Russia. These three alternatives gateways are, the Finnish route, the 
Baltic route and the Inland route6 (Figure 4.1). 
lGros, D., and Steinherr, A., (1995), 'Economic Transition in Central and Eastern Europe', Published by 
Longman, London. 
2 Mellor, R., (1975), 'Eastern Europe: A Geography of the Comecon Countries', Published by Macmillan 
Press Ltd., London. 
3 http://www.seahunt.co.ukladvice/russiahtml. 
4 Jorre, G., (1961), 'The Soviet Union', 2nd Edition, Published by Lonhman, London. 
:\ Moore, K, A, Greenwich Forum VI, (1980), 'Development of the USSR'. 
6 ECMT (European Conference of Ministers of Transport), (2000), -Integration of Luropean Inland 
Transport Markets', Published by ECMT. 
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This chapter aims to analyse the present situation and the development of the gateway 
markets in the Baltic Sea region since the collapse of the Soviet era. One should be aware 
that the development of the 
market is based solely on 
container flows due to fact 
that this research seeks to 
examine the movement of 
containers and not other 
(e.g. bulk) cargo. In 
additio~ the state of the sea, 
rail and road infrastructure 
is also examined as well as 
the advantages and 
disadvantages of the Finnish 
and the Baltic route. The 
Figure 4.1 
The Three Transport Routes or Gateway Markets 
Source: Paykkonen, P., A., (1997), 'The Future Potential of 
Finland and its Railways in Container Gateway Traffic to Russia' , 
pp.14, Master of Science in International Logistics, Published by 
the University of Plymouth. 
third potential route, the Inland route will not be analysed due to the reasons mentioned in 
the introduction to the research. 
In order for the author to determine the efficiency and the capability of each one of the 
alternative routes, there was need to examine in detail the past, present and future of the 
infrastructure of the two routes, as far as possible, taking into consideration the difficulties 
in obtaining data for the ports and infrastructure of the Baltic countries and Russia. At this 
point it should be mentioned, that most emphasis would be given to the rail infrastructure 
due to the fact that this research aims to analyse the movement of containers via the Tran 
Siberian Railway. In addition, the EU aims to promote railways as transit corrid r in the 
future since they are considered to be safer and environmentally friendly7. 
7 ijew ki , T.. (1996). 'The impact of political change on Tran port in 
ran port R i w , Vol. 16. No. I. pp. 37-53. 
84 
ur p " 
Moreover, one should know that the state of infrastructure clearly has an important impact 
on the route's transit time. 
'The transit times are an essential part of the competitive analysis of the gateway routes 
because the transit times have an impact on the shippers' choice due to customers' 
tendency to minimise the amount of capital involved in the stocks'S. 
Therefore, the comparable transit times of these routes are also examined in this chapter. 
Container flow through the gateway routes will be also presented in order to determine the 
present status and the future potential of each route. Most of the data has been obtained 
from port published statistics. Unfortunately only some ports keep details about transit 
containers, which means that it is very difficult to provide accurate numbers. However, the 
most difficult and challenging task has been to obtain statistics for container flows, which 
come from and via Russia. The main sources have been a number of publications, 
conference papers and personal interviews with individuals who are closely involved with 
either the port authorities or the International Co-ordinating Council on Trans Siberian 
Transportation. 
Finally the advantages and disadvantages of the gateway routes will be presented due to 
the fact that such factors always tend to have a significant impact on customer choice. 
4.2 The Finnish route 
Finland has a key geographical position lying on the eastern shores of the Baltic Sea and 
the Gulf of Finland next to Russia9. Finland's economic and transport environment has 
changed considerably during the 1990's mainly due to the country's accession to the 
8 Paykkonen. P .. A .• (1997). "The future potential of Finland and its Railways in c?ntai.ner Gatewa~ I raffic to 
Russia', pp.14. Master of Science in International Logistics. Published by the U~lverslty ofPlymo~th. 
<) Karbonski, A .• (1992). "The Columbia History of Eastern Europe in the TwentIeth Century, PublIshed b~ 
the Columbia University Press. New York. 
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European Union, and Russia's orientation towards a market economylO, The Finnish 
economy has been among the fastest-growing economies of the European Union for 
several years with GDP reaching 5,6% in 2000 11 , Moreover, Finland's accession to the 
European Union has helped the country to move towards structural changes in key 
economic sectors, mainly in transport 12, Finland's transport infrastructure is very cost -
intensive but nevertheless very good 13. 
4.3 Finnish Ports and Container Flows 
Finland has an advantageous geographical position in the Baltic Sea due to the fact that it 
is currently Russia's only EU neighbour14. Such a position creates suitable opportunities 
for transport to and from the East (See Figure 4.2). However, from May 2004, all three 
Baltic States of Estonia, 
Latvia and Lithuania will 
become EU members, thus 
improving Russia's access 
to the EU 1s• The role as a 
mediator between east and 
west IS important to 
Finland. Since the late 
1980's Finland has become 
established as a major 
transit country in the Baltic 
Sea region among Western 
Figure 4.2 
Finnish Ports and Major Railways 
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compames when exporting to and from Russia16• In additio~ after the collapse of the 
Soviet Union the transit of cargo started to increase considerably mainly due to Finland's 
good political relations with Russia, and Russia's bilateral trade relationship with the EU 17. 
When considering the transit of containers to Russia, containers are always transported to 
Finland by feeder vessels from Western Europel8 • Containers come to Finland from major 
European transhipment ports like, Rotterdam, Antwerp, Hamburg, Bremen and those in the 
United Kingdom19• This is mainly because containers arrive from the United States, Far 
East and Singapore in large container vessels to the major European transhipment ports 
that can facilitate such vessels20. Then these containers heading to Russia or via Russia to 
the Far East are reloaded to smaller feeder vessels and then carried to the Southern Finnish 
ports of Kotka, Hamina or Helsinki21 • From the ports the containers are transferred to rail 
wagons of trucks and sent to the Moscow area22. The development of the container flow 
via the Finnish route has increased considerably since the collapse of the Soviet Union23 • 
4.3.1 Port ofKotka 
The port of Kotka is a multifunctional transit port located in the South East of Finland. The 
end of the Second World War brought significant change in the Eastern part of Finland, 
since the old Finnish port of Vyborg was ceded to the Soviet empire24 • That meant that 
Kotka and Hamina became the most easterly ports in Finland and the closest to the Russian 
border. Since then the two ports have been established as transit gateways for containers 
16The European Union's Regional Group on Ports and Maritime Transport in the Baltic Sea, (1995), 
'Strategic Study of Ports and Maritime Transport in the Baltic Sea', Published by Cowiconsult. 
17http://www.mintc.fi/www/sivut/documentit/julkaisu/julkaisusarja/200 1 la032002k _ eng .. pdf. . 
18Zurek, l, C:~OO 1), 'The Role of Seaports in Region Development', Publ ish~d by the ~ntverslty of Gdansk. 
19The European Union's Regional Group on Ports and Maritime Transpo~ In the Baltl~ Sea, (1995), 
'Strategic Study of Ports and Maritime Transport in the Baltic Sea', PublIshed by Cowlconsult. 
20 Cargo Systems, (2002), 'Baltic Ports', March. .... 
21 Paykkonen, P., A., (1997), 'The Future Potential of Finland and Its RaIlwa~s In .ContaIner Gateway Traffic 
to Russia', Master of Science in International Logistics, Published by the UnIversIty of Plymouth. 
22 http://www.mintc.fi/www/sivut/english/facilities/sivu22.htm. . .. 
23Zurek, l, (2001), 'The Role of Seaports in Region Development', ~bhshed by.the UnIversIty of ?dansk. 
24 Karbonski, A., (1992), 'The Columbia History of Eastern Europe In the TwentIeth Century, PublIshed h~ 
the Columbia University Press, New York. 
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between the West and the East25 • Prior to 1997, containers would be handled in the 
Hietanen terminal in the port of Kotka26 • 
However, by the end of 1997 the port of Kotka had started to work on a new dedicated 
container terminal in Mussalo, with annual capacity of 500,000 TEU27• The new container 
terminal that entered in full service in the beginning of 2001 is situated 50 Ian from the 
border between Finland and Russia28• In addition the terminal offers the full range of 
logistics services, including large warehouses, which have a connection to the railway 
network in Finland and Russia29• There are several feeder services from European ports to 
the port of Kotka, including shipping companies like Sea-LandlMaersk, KNSM, 
F inncarriers and U niF eeder3o. 
In 2000, the port of Kotka handled 192,108 TEU, whilst in 2001 this figure increased to 
201,004 TEU. However, one should be aware of the effects that the Russian crisis has had 
upon Finnish ports. Prior to 1998 Kotka was handling 8,750 TEU per month for the 
Russian market31 • This ~gure decreased significally after the Russian economic crisis 
plunging to 1,925 TEU per month. Kotka in 2001 managed to increase the volume, which 
amounted in 2002 to about 7,000 TEU per month for the Russian market32 . 
4.3.2 Port ofHamina 
Hamina port is the most Eastern port in the European Union, lying on the Gulf of 
Finland33 • The port is only 36 Km from the Finnish-Russian border34. The port of Hamina 
25 ECMT (European Conference of Ministers of Transport), (2000), 'Integration of European Inland 
Transport Markets', Published by ECMT . 
.:'6 Containerisation International, (1997), 'Port of Kotka', pp. 64, January . 
.:' 
7 http://www.port.Kotka.fi/esittely/HistoriaEN.htm I 
28 http://www.port.Kotka.fi/esittely/Tour/KiertoIEN.htm I 
~<) http:/www.speed.fi/English/services.htm. 
30 Port of Kotka leaflet, (2001) . 
. H Lloyd's List, C~OO I), "Finns Bring Service and Markets to Bear', March. 
J2 Lloyd's List, (2001), "Finns Bring Service and Markets to Bear', March . 
.13 http://www.tradepot.orgltslcountrieslfinlandlbnotes.html 
34 http:/www.portothamina.filinformation.index.html. 
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provides an efficient container terminal, whlch can serve up to 400,000 TEU per year3 -. In 
addition the container terminal provides three SSG-cranes, whlch are Panamax-cranes and 
are the only ones in the Baltic Sea region, eight mobile cranes and around 170 units of 
modem handling devices36, Moreover, the port has more than 255,000 square meters of 
warehouses of which 62,500 square meters are heated3?, Currently there are a number of 
container companies that run their businesses in the port of Hamina including 
SealandlMaersk and Stevec038, 
In addition, as Figure 
Figure 4.3 
4,3 illustrates, the The Container Traffic in the Port of Hamina 
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reached the 114,366 TEU39, However, the Russian economic crisis in 1998 resulted in a 
decrease of container traffic in 1999 to 92,958 TEU4o, Since then the volumes of containers 
started to pick-up, with a minor set back in 2001 where the volumes dropped to 93 851 
5http:/www.portofuamina.filinforrnation.index.htrnl. 
6http://www.portothamina.filinforrnationJport _ desc.htrnl. 
37http://www.portothamina.filinforrnationJport_desc.htrnl. . , 3
rd 
38 ofac, N., and Kogan, L., (2001), Risk: A Country - by- Country gUide dition Publi h d b Pa 
Ltd., Lond n. . 
9Zurek, J., (2001), <The Role of eaport in Region Development', Publt hed b th 
4 http: //www.portfhamina.filinfi rmation/cont_traf.html 
n i r i ty f dan k.. 
41L1 yd' Li t, (2001), 'Finn Bring er ice and Market t Bear ' , March. 
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4.3.3 Port of Helsinki 
The port of Helsinki is Finland's main container port providing the most advanced port 
technology and logistics network in the country42. The port has direct scheduled 
connections with other ports of the Baltic and the North Sea, as well as most other 
European ports43. The port handled 367,340 TED in 2000 and 438,260 TEU in 200144. 
The Russian container market was between 500,000 and 600,000 TEU in 2001, according 
to Government data45 . The three Finnish ports provided service for 45% of the Russian 
containers46, and handled 800/0 of the 65,000 TED containers in transit via the Trans 
Siberian Railway. Most of these containers originated from the Far East, mainly Korea'H. 
The three ports located closest to the Russian border, Kotka, Hamina and Helsinki, handled 
the largest volumes of containers from Russia and transit containers moved via the Trans 
Siberian Railway, in 2001 48. However, the figures derived from each port, indicate the total 
throughput of containers of these ports and not the specific number of containers in transit 
from Russia or the containers in transit via the Trans Siberian Railway. Nevertheless, some 
estimations have been published, concerning the share of container transit. This share was 
about 60% in the port of Kotka, 5%-10% in the port of Helsinki and 95% in the port of 
Hamina 49 annually. 
Although the port of Helsinki is the main Finnish container port, the transit of Russian 
containers accounts for a small share of 5-10% out of the 438,260 TEU handled annually. 
Nonetheless, the other two ports have a higher percentage of containers in transit mainly 
-I
2http://www.port.helsinki.fi 
.nContainerisation International, (1997), 'Port of Helsinki', pp. 64, January. 
-I-I http://www. finnports.com/statistics.php?series=200 I &table _ id=:; ., . 
-I5Queiroz, C., (2001), 'Major Trends in the Transport Sector and Imact on the BaltIC States Trans BaltIca 
2001 International Con ference, June. 
46Uoyd's List, (200 I), "Russian Container Transportation Volume in Line for Massive Growth'. May. 
47http://www.transportweekly.com/index-eng.html 
-I 8http://www.portothamina.fi/information/cont_ trafhtm I .. .. .. 
-I9Paykkonen, P., A., (1997), 'The Future Potential of Finland and ItS. RaIlways In C~ntal~er Gateway I rafnc 
to Russia', pp. 14. Master of Science in International Logistics, PublIshed by the Un! verslty of Plymouth. 
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due to the fact that since the collapse of the Soviet Union the container flow has moved to 
the ports of Kotka and Hamina due to their favourable position near the Russian border50• 
4.4 Road Infrastructure 
After the end of the Second World War the condition of the Finnish road infrastructure was 
very poor5l. However, in the 1950's the Finnish government moved towards the 
improvement and development of the road network52. The main reason behind this 
decision was the increased demand for road transport. From the 1960's onwards the 
funding for road infrastructure was in good balance with the demand for transport53 . The 
Finnish National Road Administration is responsible for the maintenance and development 
of the public roads in Finland, while each area's municipality is responsible for the 
maintenance of private roads54. 
Currently the Finnish road network is in very good condition stretching to 78,000 Km55 . In 
addition, Finland provides two international highways, the E4 European highway ill a 
north-south direction and the E18 European highway in an east-west direction56. 
In addition, the Via Baltica route (Helsinki-Tallin-Riga-Vilnius-Warsaw) will serve as an 
important factor in the development of Finnish trade due to the fact that this project has 
further opened access to Central Europe57. Even though Finland provides an efficient and 
extensive road network on an international scale, the road traffic volumes in Finland are 
50Srodin, A., (2000), "Ports in Transition in Countries in Transition', Published by the Goteborg University, 
Sweden. 
51http://www.tiehalIinto.fi/sIlIsIlabs.htm 
52Finnish National Road Administration, (1998), 'The Finnish Road network', June. 
53http://www.tiehalIinto.fi/sIlIsIIabs.htm 
54http://www.mintc.fi/www/sivutlenglish/facilitieslsivu22.htm. . 
'i5Finnish National Road Adm inistration, (1998), 'The Finnish Road network, June. 
56http://www.tielaitos.ti 
57http://www.baltinfo.orglinformationdocumentlfiedsltransport 
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rather small when compared to the railways58. At present the traffic volumes crossing the 
Russian-Finnish border accounts only for 15% of the total container traffic via Finland59 . 
4.5 Railway Infrastructure 
Since this project aims to analyse the movement of containers via the Trans Siberian 
Railway, most emphasis would be given to the Finnish railway network due to the fact that 
800/0 of the Trans Siberian container transit traffic is moved to Finland by railway. 
Finland has a unique geographical position since it is the only European Union country to 
share common borders with Russia6o. In addition, Finland has the same rail gauge with 
Russia, which creates the best opportunity for the movement of containers via the Trans 
Siberian Railway and through the Finnish railways to the ports of Kotka and Hamina61 
(See Figure 4.2). In addition, an advantage of having the same rail gauge is the fact that 
there is continuous transportation without the need to unload the cargo before final 
destination62• 
In 1995 the Finnish railway industry was reorganised including the creation of the Finnish 
Rail Administration63 . The Finnish Rail Administration is an independent body 
subordinated to the Ministry of Transport and Communications in Finland, and is 
responsible for maintaining and developing the rail network64• The reason for the creation 
of this body was: 
"The need to retain the commissioning of rail infrastructure and other official duties in 
state administration when the transport services operator Finnish Railways (VR) was 
transformed into a joint-stock company VR -Group Ltd'65. 
58http://www.finnra.fi 
59http://www.baltin fo.org/in form ati on documentifiedsltran sport . ..' 
6°Zurek, 1., (200 I), "The Role of Seaports in Region Development', PublIshed by t~e UnIversIty of Gdansk. 
6Ihttp://wwwI92.102.142/scriptslcgiip.exe/Wservise=1 vrn/cm/pub/showdoc.p?docld+ 1735& ... 
62 Finnish Railways, (200 I). .' . . 
6.1 United Nations, Economic and Social Council, (1999), 'Study of the SItuatIOn of Railways In Member 
Countries, Finland, October. 
M http://www.mintc.fi/www/sivutienglish/facilitieslsivu22.htm 
65 http://www.rhk.fi/english/activities.htm I 
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VR is the largest operator in the Finnish transit business66. For VR the Trans Siberian 
Railway route is a very important mainline due to the fact that it is a natural geographical 
rail link, and the most time-efficient land based transportation corridor, between Europe 
and Russia67• Based on information obtained by the secretariat of the CCMT, nearly 80% 
of the containers in transit via the Trans Siberian Rail line are handled by the Finnish 
Railways68. 
There are two railway border-crossing points between Finland and Russia, Vainikkala and 
Niirala69• According to information obtained by VR, the containers arrive in block trains 
(each block train has 100 wagons) at the Vainikkala station and then the containers are 
distributed in smaller groups to either port of Kotka, or Hamina or Helsinki70. In 2001, 
41,000 TEU were handled by VR all of which were containers in transit via the TSR71 • 
4.6 The Transit times of the Finnish route 
As was mentioned to the introduction of this chapter, transit times have a significant 
impact on customers when choosing between different routes. When examining closely the 
transit times between the different Finnish transport networks one should note that 
transporting containers from Finnish ports by railways and via the TSR to the Far East has 
72 1 . the potential to be faster that any other mode of land transport . For examp e, a contamer 
from Finland to Korea via the TSR will take 12-14 days to arrive, while by sea it will take 
28-34 days73. One can assume that companies involved in this trade can save quite a lot of 
money from inventory costs and insurance when they choose the shortest route, which is 
the TSR route. 
66Brodin, A., (2000), 'Ports in Transition in Countries in Transition', Published by the Goteborg University, 
Sweden. 
67http://www.geocities.comlkaky_ry/symposium/sasi.html . . . 
68Lukov, B.E, General Secretary of the Coordinating Council on Trans Slbenan TransportatIon, (2000), June. 
69http://www.vr.fi 
7°Timo, Mantyla, (2002), Product Group Manager. VR. 
7lTimo, Mantyla, (2002), Product Group Manager. VR. 
nCoordinating Council on Trans Siberian Transportation leaflet. (2000). 
7.1 Helmer, J, (1999), 'Moller Weights Future of Russian Intermodal Route'. Journal of Commerce, August 2. 
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In additio~ commonly customers want all shipments to be delivered as soon as possible. 
although other areas such as cost and reliability are also important. One has to recognise 
that the Finnish route is really comparable with the Baltic route mainly because of the 
simpler border and customs formalities74• Border and customs clearance in Finland usually 
takes 2 to 3 days and is less troublesome due to the fact that there is only one border to be 
crossed75 . 
4.7 Advantages of the Finnish route 
Based on all the information presented in this chapter so far, one can understand that 
Finland has become a very important market among the gateway countries in the Baltic 
Sea. From the transport point of view there are a number of advantages. Firstly the ports of 
Kotka, Hamina and Helsinki are efficient ports, which provide security and are located 
very close to the Russian border. In addition, Finland is a member of the European Union. 
which makes it more attractive and safe than the three newly established Baltic States that 
still struggle to achieve stability in their business environment. 
Secondly, Finland has very good political relations with Russia. Since the end of the 
Second World War, Finland and the Soviet Union entered into an agreement of Friendship, 
Co-operation, and Mutual Assistance76• After the collapse of the Soviet empire, Finland 
has retained a friendly bilateral relationship with Russia, while improving cross-border 
commercial ties and establishing itself as one of the main gateways for Russian cargo 
traffic. 
Moreover. another advantage is the transit times. As mentioned earlier Finland has a 
common border with Russia, and that makes the customs procedures a lot faster than in 
other Baltic States. 
74 http://www.vics.ruJenglishlNewslnew27.htm 
75 http://www.vics.ruJenglishlNewslnew27.htm 
76 http://www.spk.ltlarticlesiarticle02_e.htm 
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4.8 Disadvantages of the Finnish route 
Although, Finland is a very popular gateway route among comparues involyed in the 
container trade with Russia, there are a number of disadvantages that customers have to 
take seriously into consideration before choosing a gateway route. 
Firstly, the Finnish ports, being in the northern part of the Baltic Sea, face severe winters 
with very low temperatures that cause the sea to freeze. The Finnish ports are not ice free 
ports and that means that in the winter the cargo vessels rely heavily on the assistance of 
icebreakers to lead them safely to port 77. Even though, the Finnish port authorities 
emphasise that the Finnish ports can operate all the year around, there have been a number 
of publications that indicate that the Finnish ports shut down for many days during the 
winter period due to the ice in ports 78. 
Secondly, there is the disadvantage of the very high level of costs, related to the movement 
of containers. For example, the Finnish railway charges are three times more expensive 
that those of the Baltic States railways 79. The fact that a number of customers tend to think 
that the Finnish rail route is more secure than the Baltic rail route, places customers in a 
position where they have to choose between high costs and security. 
Likewise, the Finnish sea route tends to have higher prices for the movement of containers 
than the Baltic State ports80. One can realise that this kind of pricing policy adopted by the 
Finnish government may have a severe impact on the container flow in the future, mainly 
due to the fact that the Baltic States' ports have continued to develop and they are 
becoming increasingly comparable to the Finnish ports. 
77http://www.virtual.finland.fi/finfo/english/icebreak.html. 
78 ln fomare, (2002), 'Port Offers Shippers a Siberian Shortcut', Press ReVIew, Nov~m~r. . 
~<)Lukov, N., E., (2000) General Secretary of the Coordinating Council on Trans SIberIan TransportatIon. 
June. .. . 
80Paykkonen, P., A .. (1997), 'The Future Potential of Finland and its Railways In C?ntal.ner ~ateway I raffic 
to Russia', pp.14, Master of Science in International Logistics, Published by the UnIversIty ot Plymouth. 
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4.9 The Baltic States Route 
Occupying a favourable geographical position in the Baltic Sea, the Baltic States have 
unique possibilities of involvement in international container transit81 (See Appendix 2). 
This statement is based on the fact that the Baltic States of Estonia, Latvia and Lithuania 
have a historic role as gateways between the East and the West82 . Since they were under 
the Soviet Rule these countries were used by Russia as transport gateways whilst trading 
with Western European markets83 . However, after the collapse of the Soviet Union the 
Baltic States have adopted major reforms for the transport sector84. New legislation has 
been created, which complies with the rules of the western market economy, and promotes 
privatisation85 . At present, all Baltic States are pursuing active government policies with an 
emphasis on the development of their ports and railways, in order to establish themselves 
as major transit and distribution container centres86• Although, Estonia, Latvia and 
Lithuania currently capture a rather small market share of the Trans Siberian Railway 
container transit, these Baltic States could be an important key transit route for further 
export/import opportunities to the East via the Trans Siberian Railway87. Likewise, long 
delays in St. Petersburg port (Russia) make the transport of containers through the Baltic 
States ports into Russia, an attractive alternative88• 
4.10 Baltic States Ports and Container Flow 
All three Baltic States have made significant progress m modernizing their transport 
89 f h .. I sectors over the past few years . This can be seen by the change 0 t e orgarusatlona 
8Ihttp://www.spk.lt/articles/article02_e.htm 
82International Bulk Journal, (2001), 'Breaking Away from the Russian Bear', April. 
83Lijewski, T., (1996), 'The impact of political changes on Transport in Central and Eastern Europe', 
Transport Reviews, Vol. 16, No. 1. . 
84Carter, M., (2000), Country Director for Estonia, Latvia, Lithuania and Poland, Europe and Central ASIan 
Region, World Bank. . 
85 Estrin, S., (1994), "Privatisation in Central & Eastern Europe', Pubhshed by L~ng.man, Londo~. . 
86Gorbunovs, A., (2000), 'Report on Latvia', Minister of Transport and Communlcat.lons, Republtc ofLa~vta. 
87Queiroz, C., (200 I), 'Major Trends in the Transport Sector and Imact on the BaltIC States Trans BaltICa 
200 I International Conference, June. 
88 Containerisation International, (200 I), 'Baltic Battlefield', January. 
89Carter, M., (2000), Country Director for Estonia, Latvia, Lithuania and Poland, I urope and Central Asian 
Region, World Bank. 
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structure in the Baltic States ports over the last decade9o• Prior to the collapse of the 
communist regime, the Baltic States' ports were part of the Soviet transport mechanism91 . 
However, after regaining their independence they ceased to provide their services to the 
Soviet Union, but were used in order to improve the economy of each of the three 
independent states 92. 
In addition, in 1992 Estonia, Latvia and Lithuania adopted comprehensive reform packages 
and promoted privatisation93 . Currently port management practice in the Baltic States is 
that of landlord port, where the government or the municipality owns the land, whilst 
private companies own the cargo handling operations94. More specifically, there are private 
stevedoring, shipbuilding and ship repair companies, which lease the land from the port 
authority and operate in the port independently95. One should be aware that over 75% of 
the European Union's ports have adopted the same model of ownership, that of landlord 
ownership96 • 
Figure 4.4 presents the roles of the private and the public sector in port infrastructure 
management and cargo-handling services in the Baltic States ports97. As one can see in this 
figure, the Baltic States' ports depend for the improvement and the deVelopment of their 
facilities on the private sector. This may lead one to assume that foreign private companies 
can provide modern equipment and their experience on how to develop and operate an 
efficient port98 . 
90 Central and Eastern Europe Business Information Center, (2001). 
91 Lijewski, T., (1996), 'The impact of political changes on Transport in Central and Eastern Europe', 
Transport Reviews, Vol. 16, No. I, pp. 37-53. . 
92 Gros, D., and Steinherr, A., (1995), 'Economic Transition in Central and Eastern Europe', PublIshed by 
Longman, London. .,
93 Buchhofen, E., (1995), 'Transport infrastructure in the Baltic States dun~g the transformatIOn to. market 
economies', Journal of Transport Geography, Vol. 3, No. I, pp. 69-75, PublIshed by Butterworth Hememann, 
London. 
94 European Bank for Reconstruction and Development (EBRO), (2000). 
95 Port of Tall inn, Riga, and Klaipeda. . 
9696 ECMT (European Conference of Ministers of Transport), (2000), 'IntegratIon of European Inland 
Transport Markets', I'CMT Publication. 
97 European Bank for Reconstruction an~ Development (EBRO), (20~0)., rd .. . • 
9R COf~lCC. N., and Kogan, L., (200 I), "RIsk: A country-by-country gUIde, 3 EdItIon, Page \tmlted. 
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In addition, ports are very important transport modes for all three Baltic States especially 
for transit traffic 99 . The largest 
container ports in the Baltic 
States are, Tallinn in Estonia, 
Riga, Ventspils and Liepaja in 
Latvia, and Klaipeda . m 
Lithuania (see Appendix 2). 
Like Finland the containers in 
the Baltic States ports arrive in 
small feeder vessels from the 
mam North European hub 
ports, such as Bremen, 
Hamburg, and Rotterdam lOo. 
This means actually that the 
Baltic States ports are not only 
the main gateway providers for 
Russia but also for all the CIS 
Figure 4.4 
The Port Infrastructure in the Baltic States' 
Ports 
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States 101 • Moreover, Table 4.1 provides a detailed presentation of the Baltic States port 's 
facilities. 
99 Port D velopm nt International, (1998), 'Baltic Bulls, March . 
100 Paykk n n, P., A., (1997), 'The Future Potential of Finland and it Rail~ a in ntain r 
raffic t Ru ia" pp.14, Ma t r f cienc in International Logi tic, Publt h d b th 
Plymouth. 
101 ntain ri ati n Internati nat, 200 1), 'Baltic Battlefield ', January. 
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Table 4.1 
The Main Baltic States Container Ports and their Facilities 
Nanle of Port Port Facilities 
. Port Support Facilities 
I 
Tallinn + 409.4 ha Territory + 21 Quays 
+ 4028 m Total Quay length + 23 Terminal operators 
+ 17.4 m Maximum depth + 19 Cranes 
+ 158000 m2 Container terminal area + 1 Floating crane 
+ 253400 m2 Open storage area + 12 Forklifts 
+ 89500 m2 Covered warehouse area I 
+ 200 000 TEU Annual capacity I 
Riga + 21 Berths 
+ 41 Portal cranes 
+ 2 Floating cranes 
+ 438 ha Territory 10 Container cranes + 
+ 337.6 m Total Quay length 30 tug masters + 
+ 6.4 to 10 m Maximum depth 30 Terminal operators 
250 000 m2 Container terminal area 
+ 
+ 
+ 250 000 TEU Annual capacity 
+ 329 100 
+ 66350 m2 Covered warehouse area 
Ventspils + 450 ha Territory + 16 Berths 
+ 254m Total Quay length + 10 Cranes 
+ 15 ha Container terminal area + 4 Reach stackers 
+ 150000 TEU Annual capacity + 5 S isu tractors 
+ 300 m Total Quay length + 6 Lift trucks 
+ 14.2 m Maximum depth + 1 Multimodal train shunter 
+ 5 200 m2 Covered warehouse area + 5 Skeletals 
for containers + 5 Roll trailers 
+ 190000 m2 Open storage area 
+ 85000 m2 Covered warehouse area 
Liepaja • 372 ha Territory • 22 Cranes 
+ 9.5 Maximum depth + 1 Floating crane 
+ 7000 m Total quay length + 2 Mobile cranes 
+ 7 millions tons Port capacity + 15 Forklifts 
+ 371 000 m2 Open storage area + 7 Terminal tractors 
+ 54000 m2 Covered warehouse area • 26 Port operators 
+ 50000 TEU Annual Capacity 
fKJaipeda I· 18 Berths 415 ha Territory 8 to 14 m Maximum depth + + 
+ 307000 m2 Container terminal area + 20 cranes 
+ 258 000 rn 2 Open storage area + 2 Gantry cranes 
I 
74 900 m2 Covered warehouse area + 8 Tractors • 
• 150 000 TEU Annual capacity I: 10 Forkljft 
• 19216 m Total quay length 20 Port op rator 
Source: Leaflcts provided b. thc ports of: Tallinn.. Rig~ Ventspils. Liepaja. and Klap da 
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4.10.1 Port of Tallinn 
The port of Tallinn in Estonia is very well placed geographically to provide east-west and 
north-south container transit102. Moreover, the port of Tallinn consists of four harbours· the 
Old City Harbour, Muuga Harbour, Paljassaare Harbour, and Paldiski South Harbour 103 . 
There are two container terminals in the port, one located in Muuga Harbour is under the 
private ownership of the Ferry Terminal; and the second container terminal is located in 
the Old City Harbour and is currently operated by the private owned company HTG-
Invest104. According to the port authority, a new container terminal opened in May of2001 
in Muuga Harbour, which has capacity to handle up to 140,000 TEU per year 105. 
Nevertheless, the final capacity of the port is estimated to reach 250,000 TED, when the 
project is finished 106. The new container terminal was financed 50% from port cash flow 
and 50% by Europe Containers Terminals (ECT) located in Rotterdam, and other Estonian 
logistics groupsl07. In addition, the port authority of Tallinn seeks to build a joint venture 
with the railways and the port 
operators in order to promote 
the Estonian container transit 
corridor usmg modem 
technology and marketing 
Figure 4.5 
Container Traffic in the Port of Tallinn 
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The port of Tallinn has modern facilities and the sea by the quays is deep and ice-free 
during the winter period109• However, the most attractive features to customers are the 
economic advantages that the port offers, such as a customs free zone and zero percent 
corporate tax 11 0. The port of Tallinn has more competitive duty prices than St. Petersburg 
port. More specifically, the duty imposed for container ships in the port of Tallinn is 38.9% 
lower than in St. Petersburg 1 1 1. 
In addition, the port of Tallinn cargo turnover has indicated an increasing container trend 
every year. One should be aware that the movement of containers in the port of Tallinn is 
the most noticeable feature in the development of cargo handling I 12. This can be seen when 
examining the changes in the development of containers via the port during the last eight 
years. For example, the volume of container traffic has grown from 32,500 TEU in 1994 to 
78,072 TEU in 200 liB . 
4.10.2 Port of Riga 
Latvia has three large ports, Ventspils, Riga, and Liepaja. All of the ports' lands including 
the quays belong to the state or the Municipality; whilst the port equipment and 
h . I d l14 ware ouses are prIvate y owne . 
Out of the three ports, Riga is the largest container port in Latvia, in terms of container 
volumes, and lies in the delta of the river Daugava115 . The port is ice-free and covers a vast 
area of2,500 hectares with 10,500 metres of berthing space and a 12-metre draught I 16. The 
port of Riga also embraces Riga Commercial Port, which is mainly responsible for the 
109 http://www.mac.doc.gov/ceebiclinvestmentprofilelestonialpdf 
1\0 http://www.portoftallinn.com 
III http://www.baltkurs.com/english/archivelfall_200l/ports.htm 
112 http://www.baltictimes.com/zSports.htm 
113 http://www.portoftallinn.com 
11.t http://www.itl.rtu.lv/transp/ports.html . 
115 Latvian Development Agency, (1998), LatvIa. 
116 http://www.rop.lv 
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handling of container traffic l17. The port of Riga is one of the nearest ports to Moscow and 
provides a regular container block train between Riga Commercial Port and Moscow 
Container Terrnina1118. 
In 1996 the Latvian government adopted a law, declaring the establishment of a free trade 
zone within the Riga Commercial Port1l9. Since then, Riga Commercial Free Port has 
established a specific economic regime within the free port area, including, tax benefits 
flexibility of customs regime, and efficient services120. Furthermore, Riga port authority 
plans to develop the left bank of the river Daugava and to improve and develop rail 
connections throughout the port area121. Although, Riga Commercial Free Port belongs to 
the State, the container terminal within the port area is privately owned and operated by 
Baltic Container Terminal Ltd. (BCT)122. Moreover, there are a number of major shipping 
lines that operate in the BCT including Maersk-Sea Land, P & 0 Nedlloyd, KNSM, Maras 
Line, and Latvian Shipping. 
The Baltic Container Figure 4.6 
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containers from 1 994 until 2001. 
Overall, when one examines the past history of Riga port, one can see that this port was 
established as a major container port in the Baltic Region prior to the collapse of the Soviet 
Union125. For years Riga was the transit point for Japanese container traffic originating in 
the Russian Far East and more specifically the port ofNakhodkal26. 
Therefore, based on past expenence, the port authority of Riga aims to establish Riga 
container terminal as the best route for European exporters whose containers are bound for 
Japan or even Chinal27• However, to attract more European exporters, the port would have 
to offer to potential customers attractive offers, such as reducing almost by half the 
duration of the trip128. This could be achieved by choosing a faster route from Riga to 
Japan or China, which could be by rail connection to Moscow and from there to the Trans 
Siberian Railway. 
4.10.3 Port of Vents pi Is 
The port of Ventspils is the largest port in Latvia specialising in oil, chemicals and bulk 
cargo 129• However, by 2000 a new privately owned container terminal was constructed in 
the port of Ventspils130• In June 2000 the SIA Noord Natie Ventspils Terminal (NNVT) 
started its operations in the port13l • The Belgian stevedoring company Noord Natie holds 
400/0 stake of the NNVT while the remaining 60% stake belongs to a number of Latvian 
shareholders132• By 2002 only the first phase of the construction has been completed 133. 
125Buchhofer, E., (1995), 'Transport Infrastructure in the Baltic States During the Transformation to Market 
Economies', Journal of Transport Geography, Vol. 3, No.1, pp. 69-75, Published by Butterworth 
Heinemann, London. 
126 http://www.lupinfo.com/country-quide-studyllatviallatvia23.html 
127 Port of Riga, (2001), February. 
128 http://www.infomare.itinews/review/2000/nytimes0048.asp 
129 Port of Vents pi Is, (2000). 
\30 http://www.ramboll.dkltransportlukltransportllatvia_ew.htm . . , 
LlI Port Development International, (2000), "Noord Natie Launches LatvIan OperatIOn, June. 
1.12 http://www.mac.doc.gov/ceebidinvestmentprofile/latvialpdf 
Ll.1 http://www.nnvt.lv 
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The new container terminal has the capacity of handling up to 150,000 TEU per year l34. 
However, it is estimated that when the second phase of construction is completed by the 
end of2003 or even later, the capacity will increase to 250,000 TEU per yearl35 . 
The NNVT is a newly established container terminal that provides modem mobile 
equipment and offers to potential customers 0% customs duty, excise tax and VATl36. In 
addition, the container port can offer very good transport connections by rail and road to 
Russia and other CIS countriesl37. Although, the port started its operations in 2000, it has 
been reported by the manager of the port of Riga that the newly established container 
terminal in Ventspils has very little container traffic l38. Unfortunately, it has been very 
difficult to establish if such rumours for Ventspils container port are true, since it was very 
difficult to obtain any relevant data for the movement of containers in the port. However, 
the port has the potential and the infrastructual facilities to attract containers in the 
4.10.4 Port ofLiepaja 
The port of Liepaja, was used as a military base during the Soviet era 140. Nevertheless, in 
1992 the port re-opened for commercial activitiesl41 . The ice-free port of Liepaja is a fast 
growing port, which according to experts of the region can become a participant in the race 
for Russian containersl42. The rapid growth of Liepaja started in 1997 when the Law on the 
Liepaja Special Economic Zone was adoptedl43. The main cargoes handled in the port of 
Liepaja are containers, RO-RO cargoes, metal and timberl44. The port has attracted a lot of 
foreign investment including stevedoring companies and the main project at the moment is 
134 http://www.nnvt.lv 
135 http://www.ventspils.lv 
136http://www.nnvt.lv 
137 Port ofYentspils, (2001), February. 
138 Port ofYentspils, (2001). February. 
139 Development Agency. (2001 )Latvia. . ' . 
140 Zurek, J., (2001), 'The Role of Seaports in Region Development'. PublIshed by the Umverslty of Gdansk. 
loll http://www.lsez.lv 
142 http://www.baltictimes.comIzSports.htm 
143 http://www.lda.gov/lv/liepaja 
1-14 Aivars. Boja. (2001). General Manager of Liepaja Port. 
104 
the development of the port's infrastructure l4S . Currently 18% of the total cargo handled in 
the port is containersl46. More specifically, in 2000, there were 501,000 thousand tonnes of 
containers handled in the port l47, and there is a lot of potential for further increasel-l8. 
4.10.5 Port ofKlaipeda 
Lithuania has a strategic location between the larger Polish and Russian market and 
possesses many of the basic requirements for a successful transit center l49. Lithuania's 
main port is Klaipeda, which in the last few years has adopted a special economic zone 
regime providing tax reductions to its customer'sIS0. Klaipeda is a gradually developing 
port that has received funding from the EBRD and the European Investment Bank in order 
to finance major upgrades and expansion projects lSI. In addition, the port has an ice-free 
status and the waters do not freeze even at -25 Celsius degreesls2 . Like the other Baltic 
States ports, Klaipeda is a landlord port, where the land is owned by the state and private 
owned companies run the operations within the port arealS3 . As far as containers are 
concerned, there are a number of privately owned stevedoring companies that operate 
within the port and provide modem equipment and efficient servicesls4. The most 
important stevedoring company for containers is the Klaipeda Stevedoring Company 
(KJasco) ISS. Klasco container terminal was constructed in 1997 and is one of the most 
modem container terminals in the Baltic Sea region and has the capacity of handling up to 
150,000 TEU per year lS6. This container terminal occupies an area of 229,207 square 
meters and provides railway tracks, modem cranes motor vehicles lanes and a reserved 
145 http://www.liepaja-sez.lv/proc5.html 
146 Port of Liepaja statistics, (2000). 
147 Port of Liepaja statistics, (2000). 
148 European Bank of Reconstruction and Development, (200 I). . ..., .. 
149 Canfield, J., L., (1993), 'Independent Baltic State Ports: The Outlook for Commercial Viability, Maritime 
Policy and Management Vol. 20, No.2., PP. 133-152. 
150 http://www.spk.lt 
151 European Bank of Reconstruction and Development, (200 I ). 
152 Port of Klaipeda brochure, (200 I). 
153 Luropean Bank of Reconstruction and Development, (2001).. . . 
IS.t Jura Magazine, Issue 2001, 3/4, 'Klaipeda Port Seems to Be Attractive and Interesting for Foreign 
Partners'. May. 
155 Port of Klaipeda brochure, (200 I). 
156 Port development International. (1998), . Acquisitions and Disposals'. January/February. 
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area for further extension up to 78,000 square meters157. Vessels that amve at this 
container terminal include those from Rotterdam, Antwerp, Felixstowe, Hull H b am urg, 
Bremerhaven and Kaliningrad, ports158 . 
Furthermore, there is the Consortium Klaipedos Terminalas which is one of the largest 
stevedoring operators of containers in the port of Klaipeda 159. In the last two years the 
volume of containers has increased considerably and indications are that this growth will 
continue for the years to 
Figure 4.7 
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have the capacity and the infrastructure to compete with Finnish ports for the containers 
that originate from Russia, but mainly for containers that move via the Trans Siberian 
Railway. The Baltic States ports have been used in the late 1970's for the movement of 
containers that travel from Far East and via the Trans Siberian Line162. In addition all ports 
have railway connections to the main railway lines to Moscow and from there to the 
TSR163 . Currently the three main ports of Tallinn, Riga and Klaipeda handle 15%-20% f 
I 7 Klasco brochure, (2001). 
158 ]uozas, Ciciunas, (2001), Klasco, February. 
1 Port ofKlaipeda brochure, 200l. 
160 arter M. , (2000), Country Director for Estonia, Latvia, Lithuania and Poland urope and entral Ian 
Region, World Bank. 
161 http ://www.ci-online.co.ukJport /portdetails.asp?PA _ID=816 
162 Queiroz, ., (200 I), "Major Trend in the Transport ector and Impact on th Balti tat ' ran Balti a 
200 I International nference, June. 
16. Port of allinn. Riga, Klaipeda, (200 I). 
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the total 500,000-600,000 Russian containersl64, and another 15%-20% of the containers in 
transit via the Trans Siberian Railwayl65. Likewise, according to EU forecasts in the 
coming years the Baltic region is going to be one of the fastest developing regions in 
Europel66• More specifically, these forecasts indicate that international trade of the Eastern 
Baltic will increase 2.0-2.5 times l67. 
4.11 Road infrastructure 
As mentioned in the previous chapter, the road infrastructure in the Baltic States was in a 
d· . d h S· . 168 very poor con ttton even un er t e ovtet Umon era . Much attention was given to the 
rail infrastructure since it was the most popular transport corridor for the movement of 
Soviet cargo 169. After regaining their independence, each one of the Baltic States tried to 
adopt a number of plans for the development of their road infrastructure, either by 
subsidies or in the form of loan by the EBRD170 (See Figure 4.8). In the last decade there 
has been improvement and development of the road networks in the Baltic States, 
including the Via Baltica, which is a highway connecting Finland (Helsinki) and Poland 
(Warsaw) via Estonia, Latvia and Lithuanial71 . However, international road traffic has to 
rely on a road system badly maintained and of rather regional nature and design 
standard 172. Although, railways are still the predominant means of transport for most cargo, 
when it comes to containers, the road network is the most widely used, even if the quality 
of the road network is still inadequate 1 73 • Generally when one looks at the trade pattern all 
over Europe, it is noticeable that in the last decade, roads have become the predominant 
164 Lloyd's List, (200 I), 'Russian Containers Transportation Volume in Line for Massive Growth', June 29. 
165 Lukov, N., E., (2000), Secretariat of the Coordinating Council on Trans Siberian Transportation, June. 
166Carter, M., (2000), Country Director for Estonia, Latvia, Lithuania and Poland, Europe and Central Asian 
Region, World Bank. 
167 Cargo Systems, (2000), 'The Baltic Stays Buoyant', April. 
168 Cullinane, K., and Toy, N., (1998), "Planned Road Network Developments in the Baltic Sea Region", 
Transportation Reviews, Vol. 18, No. I, pp.35-55. . . 
169 Buchhofer, E., (1995), 'Transport Infrastructure in the Baltic States Durmg the TransformatIOn to Market 
Economies', Journal of Transport Geography, Vol. 3, No. I, pp. 69-75, Published by Butterworth 
Heinemann, London. 
170 European Bank of Reconstruction and Development, (200 I ). 
171 http://www.tradepartners.gov.uklinfrastructurelestonialprofilelovervie.shtml 
172 http://www.vasab.org.pIlPubliclTallinRep~rtI.pa~.2.html. .. .. 
m Person, G .• and Backman, L., (1996), 'Logistics m Eastern Europe, LOgiStICS and Transportation ReView, 
Volume 29,No. 4, pp. 319-327. 
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means oftransport174. However, while containers are moved by road there are a number of 
disadvantages, like long delays, theft, and long queues at the borders175 • In additio~ hea\ 
trucks carrying goods damage the tar in the highways and generally motor transport is 
environmentally problematic. Also from the economic point of view road transport is less 
effective than railway transport, due to the fact that vehicles spend three times more energy 
to move the same cargo as railways176. Therefore, for the reasons mentioned above, the 
European Union has tended to promote in the last few years the rail network over the road 
networksl77 . In addition, since this project is concerned with the movement of containers 
via the TSR, most emphasis will be placed upon the Baltic States railway infrastructure. 
4.12 Rail Infrastructure 
During the Soviet era the Figure 4.8 
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4.8). However, it remains the case that the railway network in the Baltic States is not 
compatible with other railway networks in Europe 1 80. After the collapse of the Soviet 
Union, the railway systems in all three Baltic States lost their advantage over the road 
systems due to poor infrastructure and lack of investments181 . In addition, Estonia has a 
single main railway line connection compared to the double line of Latvia and Lithuania 182. 
Nevertheless, Estonia is the first country out of the three that has privatised its railways 183 . 
All Baltic States have the advantage of having the same rail gauge with Russia, which 
means that there is no need to reload containers to different wagons at the borders 184 . 
Likewise, the Baltic States in the light of the increasing volumes of containers in Russia 
and the TSR have focused on improving, developing and modernising their rail 
infrastructure 1 85. Experts in the railway network of the three countries state that they are 
determined to compete with Finland for Russian containers and containers that move via 
the TSR186. Currently, only 15-20% of the containers in transit via the TSR are handled by 
the Baltic States187. However, Estonia, Latvia and Lithuania have reduced rail tariffs and 
are closely co-operating in order to re-route TSR containers that currently are handled by 
the Finnish Railwayl88. In addition, the Lithuanian railway operators are a member of the 
CCTST with the aim of establishing unifonn189. Moreover, the secretariat of the CCTST, 
when asked about the potential of the Baltic States ports as gateways for containers that 
move via the TSR, stated that the Baltic States ports could attract higher volumes of the 
steadily increased volumes of containers that are moving via the TSRI90. At present, it 
takes 15-18 days to carry a container from the port of Vostochny via the TSR and to the 
180 Lijewski, T., (1996), 'The Impact of Political Changes on Transport in Central and Eastern Europe", 
Transport Reviews,VoI. 16, No.1, pp. 37-53. 
181 TranBaItica 2001, VI International Conference, Riga, Latvia, June 7-8. 
182 Estonian Railways, (2001). 
183 http://www.cnn.com/2001/WORLD/europel05/09/estonia.railway . . 
184 The European Union's Regional Group on Ports and Maritime Transp.ort In the Bal~lc Sea, (1995), 
'Strategic Study of Ports and Maritime Transport in the Baltic Sea" Published by CowlconsuIt. 
185 http://www.baltkurs/english/archivelfall_2001/industry.htm 
186 TranBaltica 200 I, VI International Conference, (2001), Riga, Latvia, June 7-8. 
187 Lukov, N., E., (2000), Secretariat of the Coordinating Council on Trans Siberian Transportation, June. 
188 http://www.baltasarn.org/l0gade/report.html 
189 CCTST brochure, (200 I ). 
190 Lukov, N., E., (2000), Secretariat of the Coordinating Council on Trans Siberian Transportation, June. 
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Baltic States portsl91 . At this point it should be emphasized that when it comes to tariffs. 
the railways of the Baltic States offer three times lower tariffs than the Finnish railways 192. 
4.13 Transit times of the Baltic States route 
The transit times to the three Baltic States ports from Moscow are basically the same as for 
the Finnish route. Based on information obtained from Containerisation International in 
1997 the transit times for containers moving between Rotterdam and Moscow were: 7-10 
days via the port of Klaiped'4 10 days via the port of Tallinn and 9-11 days via Riga193 . 
One could assume that these times may have been slightly reduced due to the development 
of faster vessels and the reduction of the time consumed on border formalities since 
1997194. The Baltic States try to co-operate closely in order to reduce delays at borders, and 
especially Lithuania where there is an extra border, that with Latvia or Byelorussia I 95. In 
addition, the transit time for containers coming via the TSR to the Baltic States ports via 
railway is between 15-18 days 196 . 
4.14 Advantages of the Baltic States route 
The most important advantage of the Baltic States route is related to the lower cost level197. 
When compared to the Finnish ports, one can see that the Baltic States ports offer 20-250/0 
lower tariff for the movement of containers198. Likewise, the Baltic States rail networks 
charge three times less tariff to customers for the movement of containers via the 
railways199. Although, there are several factors that can contribute to the choice of a 
191 Helmer, J, (1999), 'Moller Weights Future of Russian Intermodal Route', Journal of Commerce, August 
2. 
192 http://www.baltkurs/english/archive/fall_2001/industry.htm 
19J Containerisation International, (1997), pp. 56, January. 
194 TranBaltica 2001 VI International Conference, (2001), Riga, Latvia, June 7-8. 
195 Paykkonen, P., A~, (1997), 'The Future Potential of Finland and its Rai l~ays in Contain.er G~teway 
Traffic to Russia', pp.14, Master of Science in International Logistics, PublIshed by the Umverslty of 
Plymouth. 
196 http://www.vics.rulenglishlNewslnews27.htm 
197 http://www.vasab.org.pllpublic.tallinReportipart2.2.html. 
198 Port Development International, (200 I), 'Battle of the Baltic', May. 
199 http://www.baltkurslenglish/archivelfall_2001/industry.htm 
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transport route, customers commonly seek nowadays the lowest tariffs, in order to achieve 
higher income. 
In the past few years the Baltic States ports started to gain a reputation for reliability, while 
maintaining a cost edge over the Finnish route200 • Future projects in the Baltic States ports 
aim to gain customer's trust and cargo. In addition, the Baltic States governments have 
taken loans from the EBRD in order to improve and develop the railway network, since it 
is faster and complies with the ED preference towards promoting railways20 1 . 
4.15 Disadvantages of the Baltic States route 
The disadvantages of the Baltic States route are mainly related to past reputation 
concerning the poor level of security and cargo handling in the Baltic States ports202 . 
However, the privatisation of cargo handling operations in the ports and introduction of 
modem equipment has changed this poor perception203 . In addition, the involvement of 
major container lines in the Baltic States ports, like Maersk-Sealand and P&O Nedlloyd, 
indicates that these ports have managed to steer away from their old negative reputation, 
d . h f 204 an regam t e trust 0 customers . 
Another disadvantage of this route is the complicated political relationship between Russia 
and the Baltic States205 • After the collapse of the Soviet Union, Russia lost much influence 
over the Baltic States206• Since then Russia has attempted to retain control over the Baltic 
States, by stopping the supply of energy to these countries, or in more recent years by 
200 Paykkonen, P., A., (1997), 'The Future Potential of Finland and its Rail~ays in Contain.er G~tewa~ 
Traffic to Russia', pp.14, Master of Science in International Logistics, Published by the Un I verslty of 
Plymouth. 
201 European Bank for Reconstruction and Development, (200 I). 
202 TranBaltica 200 I VI International Conference, (200 I), Riga, Latvia June 7-8. 
203 Carter, M., (2000), Country Director for Estonia, Latvia, Lithuania and Poland, Europe and Central Asian 
Region, World Bank. 
2().l Port of Riga, (200 I), February. . 
205 Gros, D., and Steinherr, A., (1995), "Economic Transition in Central and Eastern Europe', Pubhsed by 
Longman, London. . .... .. 
206 Cantield, J., 1,., (1993), "Independent Baltic State Ports: The Outlook for Commercial ViabIlity, MaritIme 
Policy and Management, Vol. 20. No.2, pp. 133-152. 
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increasing tariffs207 . However, since then both sides have started to realise that they rely on 
one another and in the last two years tried to improve political and trade relations208 . 
4.16 Conclusion 
Based on the information provided in this chapter, one could say that, the Baltic States' 
route has the infrustructural capability to compete with the Finnish route, although further 
development of both its organisation and infrastructure is required. However, as the next 
chapter indicates, there are a number of external factors that can influence or even 
determine the potential that the Baltic States' route has in the near future. 
~()7 B . k· Z (2002) "Russian Interests in the New Eastern Europe', Published by the University of ugaJs I,., , 
Washington. '") 
208 Data derived by the European Bank for Regional Development, (_00 I). 
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CHAPTER FIVE 
THE DOMINANT FUTURE FACTORS OF THE 
BALTIC STATES GATEWAY MARKET 
5.0 Introduction 
There are several factors that can further determine the future position of the Baltic States 
of Estonia, Latvia and Lithuania in the Baltic Sea gateway market. However, among these. 
there are two factors that have the most important impact. These two factors are, the 
European Union (EU) and its policies, and the development of Russian ports in the Baltic 
Sea region. The aim of this chapter is to analyse the effect that the European Union and its 
policies would have upon the Baltic State's transport networks, once the three States join 
the EU, and the effect that the development of the existing or proposed Russian ports in the 
Baltic Sea would have upon the future of the Baltic States as a gateway market. 
5.1 The European Union 
The European Union was first formed in 1957 under the name of the European Economic 
Community (EEC)'. The six countries initially included in the EEC (West Germany, 
France, Italy, Netherlands, Belgium, Luxemburg), signed a Common Free Trade 
agreement, which included Community-wide programmes, financed by fiscal contributions 
from member Governments2• Over the next four decades the EEC accepted more members, 
including, Denmark, Finland, Ireland, UK, Spain, Portugal and Greece3. In the 1980's the 
EEC underwent some major changes, the most important of which were: the renaming of 
the European Economic Community to European Community and the decision of the LC 
I Church, c., H., Phinnemore, D., (1994), "European Union and European Community', Published h: 
Redwood Books, Wiltshire, UK. 
2 Begg, D., Fisher. S., Dornbusch, R., (1997), 'Economics', 5th Edition. Published hy McGraw-HilI Book 
Company. 
~ http://www. Europa.eu.int 
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to move towards promoting harmonizing policies4• The first major step taken towards 
harmonization was the ratification of the Single European Act in 19875• The main 
objectives outlined by this Act were: 
'To abolish the foreign exchange controls on capital flows; to remove all non-tar(ff 
barriers to trade within the EC; to eliminate the bias in public sector purchasing favouring 
domestic producers; to remove the frontier controls; and to progress towards 
harmonisation of tax rates' 6 . 
However, in 1992 one of the most important steps for the development of the Ee was 
taken, when the Maastricht Treaty or the Treaty on the European Union was signed. The 
aim of the European Union as it was outlined in the Treaty on the European Union was: 
'To promote a harmonious and balanced development of economic activities, sustainable 
and non-inflammatory growth respecting the environment, a high degree of convergence of 
economic performance, a high level of employment and social protection, the raising of the 
standard of living and quality of life, and economic and social cohesion and solidarity 
amongst members,7. 
In the years to follow the successful development in all sectors of the European Union 
became: 
'An exemplary form of voluntary interstate co-operation of previously unknown scope and 
closeness's. 
The integration of the Baltic States in the European Union is an issue that has generated a 
great deal of activity in the last decade. However, the integration of the Baltic States 
transport markets is, in essence, a fundamental condition for the development of trade 
.j Begg, D., Fisher, S., Dornbusch, R., (1997), "Economics', 5th Edition, Published by McGraw-Hill Book 
Company. ., bl' h d b 
5 Church, c., H., Phinnemore. D., (1994), "European Union and European Community, Pu IS e ) 
Redwood Books. Wiltshire. UK. 
6 Begg. D., Fisher, S., Dornbusch. R., (1997). 'Economics', pp. 35, 5th Edition, Published by McGraw-Hill 
Book Company. 
7 The Treaty on European Union. Article 2. . ' , 
II Lithuania in the World, (2000), 'The European Union from the Lithuanian perspective, Vol. 8, No.6, pp. 
9. 
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relations within Europe and of econonuc activitY. According to the terms of the 
Resolution on Access to European Transport Markets, adopted in Vienna in 1995: 
• The establishment of transport links between East and West, offering fair and equitable 
access to transport markets, is essential for the integration of transition countries into 
Europe'lO. 
Therefore, it is very important at this point to analyse any transport policies that have been 
introduced by the European Union and which may have an impact upon the Baltic States 
transport market. 
5.1.1 The Common Transport Policy 
The Treaty of Rome, signed in 1956, called for a Common Transport Policy, and 
introduced a very broad framework for co-operation, without though mentioning the 
specific tasks in relation to infrastructure or the different modes ll . However, as the CTP 
started to develop in the 1970's, the need to identify infrastructure investments of common 
interest became apparent. Therefore, in 1975 the European Regional Development Fund 
(ERDF) was formed, in order to support any transport infrastructure developments in 
remote areas and regions that were lagging behind 12 • Nevertheless, only the Maastricht 
Treaty in 1992 brought real change by entitling the European Commission to establish the 
guidelines for the identifications of projects that will benefit all the Community'S 
interest 13. The Common Transport Policy is thus one of the most important policies of the 
European Union. The main objectives set in the CTP are l4 : 
9 European Conference of Ministers of Transport (ECMT), (2000). 
IO European Conference of Ministers of Transport (ECMT), (2000), pp. 9. .. 
II Paper presented in the ECMT in 2001 in Paris and extracted from the draft IRU (InternatIOnal RaIlways 
Union) Manual on Road Transport Integration, 3rd Edition. . . 
12 Paper presented in the ECMT in 2001 in Paris and extracted from the draft IRU (InternatIonal RaIlways 
Union) Manual on Road Transport Integration, 3rd Edition. . . 
13 Paper presented in the ECMT in 200 I in Paris and extracted from the draft IRU (International RaIlways 
Union) Manual on Road Transport Integration, 3rd Edition. 
14 Suchorzewski. W., (2001), European Conference of Ministers of Transport. Published by Warsa\\ 
University of Technology. Poland. 
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• The establishment of Trans-European Networks. 
• The integration of the transport system with emphasis on measures which could 
help to switch part of the transport flow from the road to less polluting and 
underused modes. 
• Protecting the environment through standards, taxation etc. 
• Improved safety. 
• Social safeguards for all transport modes to avoid unfair competition and lowering 
operating standards. 
• Strengthening the internal market through applying the liberalisation and 
harmonisation measures. 
• Reinforcement of the external dimension of the single market. 
Out of these the most important objective of the CTP is to sustain mobility in line with 
environmental awareness 15. Due to the fact that different modes of transport have different 
impacts on the environment, the EU believes that by promoting the environmental friendly 
modes of transport (sea, railways), it can improve the transport system's performance as a 
To meet these objectives, the European Union adopted in 1995, an action programme for 
the period 1995-2000 which was eventually replaced with a new action programme for the 
period 1998-200417• The programme consisted of a number of policies and actions related 
to three fundamental areas l8 : 
15 Paykkonen, P., A., (1997), ''The Future Potential of Finland and its Railwa~s in.Container Gateway Traffic 
to Russia', Master of Science in International Logistics, published by the UniversIty of Plymouth. 
16 Paykkonen, P., A., (1997), 'The Future Potential of Finland and its Railwa.ys in. Container Gateway Traftic 
to Russia" Master of Science in International Logistics, published by the UniversIty of Plymouth. 
17 Suchorzewski, W., (2001), European Conference of Ministers of Transport Published by Warsaw 
University of Technology, Poland. 
18 The Document Library of the European Council, (http://www.cordis.lu/egi/node.pl). 
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• Developing integrated transport systems that contribute to environmental safety and 
economic objectives in order to achieve improved quality. 
• Promoting more efficient services. 
• Improving transport links with third countries and so broadening the external 
dimension of the EU. 
The CTP policy issues that might in particular influence the future of the Baltic States as a 
gateway market are: the combined transport policy, the Trans-European Network policy; 
the Railway Directives 911440 EC, 95118 EC, 95/19 EC, and 2001112 EC, 2001113 EC, 
2001114 EC; and the Fair and Efficient Pricing, (COM 2001135). 
5.1.2 Combined Transport 
Globalisation and the growth of trade on a world scale are two well-known features of this 
century19. In the last three decades European freight transport has increased by at least 
70%, and a further 2,70/0 annual growth is expected for the next two decades20. However, 
as freight traffic increases the implications for transport flows increase and: 
'Transport cannot escape the physical constraints imposed by geography or the 
institutional division which affect in particular the construction of infrastructure and the 
. . if h ,21 organlzatlon 0 t e sector . 
For example, in 1995, congestion was estimated to cost the European Union about 2% of 
Gross Domestic Product (GDP) per year, accidents cost approximately 1,50/0 and air 
19 ECMT (European Conference of Ministers of Transport), (2000), 'Integration of European Inland 
Transport Markets', Published by ECMT. . 
~(lSuchorzewski, W., (2001), European Conference of Ministers of Transport, Publtshed by Warsaw 
University of Technology, Poland. . 
21 ECMT (European Conference of Ministers of Transport). (2000), 'IntegratIOn of European Inland 
I'ransport Markets', pp. 33, Published by ECMT. 
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pollution and noise at least 0,6%22. In total these costs were US$ 280 billion per year 
throughout the European Union, more than 900/0 of which was related to road transport23 . 
Therefore, due to the increasing problems related to road congestion and environmental 
safety, the European Union has promoted the development of combined transport24. The 
European Union's plan to promote combined transport and encourage users to choose it, 
can be seen by the following three elements25: 
• Making combined transport an essential part of the Trans-European transport 
network by identifying the key corridors for freight transport by rail, inland 
waterway, and sea transport across the European Union and by supporting the 
member states and the private sector in building the facilities needed to fill the 
gaps in this network. 
• Establishing financial incentives to use combined transport as well as the 
European Union's support for policies in member states which give state aids or 
tax relief to combined transport. 
• Removing technical and regulatory barriers to combined transport. 
Moreover, in 1996 the European Conference of Ministers of Transport, declared in relation 
to the issue of combined transport that: 
'Combined transport is an example for a national network which combines the benefits of 
the various transport techniques and can be understood as a candidate for all evaluations 
or adaptations which help to improve the transport chain. Since combined transport is a 
means of shifting traffic off the road, it also helps to achieve the aim of sustainable 
22 European Commission, (1995), 'What is the true cost oftransportT, December. 
(http://europa.intJen/recordigreen/gp003enp.html. 
23 furopean Commission, (1995), 'What is the true cost oftransportT, December 
(http://europa.intJen/recordigreen/gp003enp.html. 
24 http://www.europalintfhtml. . . .. . , 
25Paykkonen, P., A., (1997), 'The Future Potential of Finland and Its RaIlways to C~ntal~er Gateway 1 raffic 
to Russia', pp. 31. Master of Science in International Logistics. Published by the UniversIty of Plymouth. 
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mobility, as already pointed out in the white paper on transport issues by the European 
Union,26. 
All the elements presented above include several policy issues, not all of which are related 
to this study, nor have an effect upon detennining the future of the Baltic States gateway 
market. Therefore, only the policy issues with substantial effect to the Baltic States as a 
gateway market are outlined in this context. These are27: 
• Extending the PACT programme, (which is the Pilot Actions for Combined 
Transport, a mechanism for granting financial assistance for pilot projects to 
promote the combined transport of goods), to involve the countries of Central and 
Eastern Europe. 
• Creating Trans-European rail-freight freeways offering open access, and 
incorporating these into an intermodal environment. 
• Drawing up common pricing principles and establishing charges for the various 
modes of transport. 
• Amending Regulation (EEC) No. 1107/70 on aid granted to combined transport, 
taking account of the need to improve the competitiveness of this sector. 
This indicates that the EU by promoting combined transport financially, and developing 
inland transport corridors (TEN), favours the railways, since road transport is regarded as 
most likely to create transport congestion and damage the environment. Likewise, financial 
aid opens access to infrastructure and that can lead to an increase of competition in the 
future. One should be aware though, that when competition exists services tend to improve 
and new techniques develop. 
Therefore, one can assume that when the policies presented above are applied to the Baltic 
States, these States might increase their market share in railway transport. This is because 
]() ECMT (European Conference of Ministers of Transport). (2000). 'Conference on the development of 
Combined Transport'. Ljubljana (Slovenia). 
]7 http://www.europa.intJscadplusileg/en/lrb/124179.htm 
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there is a sea voyage from Europe to any of the Baltic State's ports, and a rail route from 
each State to Russia, and via the TSR route to the Far East, and finally a possible road 
route from terminal to customer. This chain fits the criteria of the ED for what constitutes 
combined transport: 
'Combined transport can be defined as intermodal transport where part of the journey is 
carried out by rail, inland waterway or sea and any initial and/or final leg carried out by 
road are as short as possible ,28. 
5.1.3 Fair and Efficient Pricing 
One way to reduce or even eliminate the undesirable side effects of transport -congestion, 
infrastructure damage, accidents and pollution to the environment and increase 
competitiveness of combined transport is the future policy of Fair and Efficient Pricing. 
The European Commission introduced in December 1995 the Green paper entitled, 
'Towards fair and efficient pricing in transport-policy options for internalising the external 
costs of transport in the European Dnion,29. The Commission has presented in this paper a 
series of proposals that could be introduced to promote fair and efficient pricing30: 
• Inclusion of an environment charge in annual vehicle taxes. 
• Introduction of differentiated fuel taxes reflecting differences in fuel qualities. 
• Reconsideration of the tax differential in favour of diesel fuel in the light of its 
environmental impact. 
• Introduction of charges for rail and air transport to reflect environmental costs and 
curb distortion of competition. 
• 
Introduction of a kilometre tax and road tolls based on a vehicle's environmental 
performance. 
28 The European Intermodal Working Party, (1994), 'Understanding European Intermodal ~ransporf, pro 2. 
29 European Commission (1995). 'Pricing: Green Paper'. December 20. http://www.europa.mt.ien/ 
scadpluslleg/enllrb/l 24138.htm. . 
.1() European Commission (1995). 'Pricing: Green Paper'. December 20. http://www.europa.mt./en/ 
scadpluslleglenllrb/124138.htm. 
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In additio~ in July 1997 the Commission presented the White Paper entitled: 'Fair 
payment for infrastructure use: A phased approach to a common transport infrastructure 
charging framework in the EU,3l. The White Paper sets out to fulfil four aims: 
• To improve the overall efficiency of the provision and use of European transport 
infrastructure. 
• To promote fair transport. 
• To safeguard the single market. 
• To enhance the sustainability of the Transport system. 
Based on the White Paper, a way of achieving these aims is to introduce marginal social 
cost charging, i.e. charging users for both internal and external costs (operating costs, 
infrastructure damage costs, congestion costs, environmental costs and accident costs) that 
they impose at the point ofuse32. Therefore, the European Union, taking into consideration 
the different situations of the various modes of transport, introduced a step-by-step 
implementation of the common charging framework. Three phases were proposed33 : 
• 1998-2000: Introduction of charging systems for railway infrastructure and airports. 
• 2001-2004: Harmonisation and adjustment of charging systems, in particular for 
heavy goods vehicles and rail transport. 
• Beyond 2004: revision of the Community framework in the Light of experience 
drawn from the first two phases. 
The intensity of the European Union concerning the policy of Fair and Efficient Pricing 
and the White Paper indicates that maybe in the near future the external costs of the 
31 European Commission (1997), -Pricing: White Paper', July 22, http://www.europa.int./en/ 
scadplus/leg/en/lrb/l24138.htm. . 
32 European Commission (1995), 'Pricing: Green Paper', December 20, http://www.europa.lOt.en 
scadplus/leg/en/lrb/124138.htm. . 
D European Commission (1995), 'Pricing: Green Paper', December 20, http://www.europa.lOt.ien' 
scadpluS/leg/en/lrb/l14138.htm. 
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transport modes would be incorporated directly into transport costs. Some of the policy 
issues included in the Green Paper, such as, differentiated fuel taxes reflecting differences 
in fuel quality and road tolls in urban areas, have already come into full effect. These kind 
of policies appear more or less as guidelines or political objectives. Nevertheless. if the 
external costs of the transport modes are incorporated into the transport prices in the future, 
the railways will be a more attractive choice than they are at the moment, with obvious 
implications for container traffic. 
5.1.4 Trans-European Networks 
According to the second White Paper submitted by the Commission on September 2001, 
the aim of the European Union is to establish by the year 2010 a modem and sustainable 
transport system that Europe needs for the 21 st cent~4. The total amount of traffic is 
expected to double by the year 201035 • Therefore, the European Union is developing the 
Trans-European Networks in order t036 : 
• Provide business with rapid and reliable transport services at competitive prices. 
• Reduce congestion and pollution by partly switching from road to rail, short ferry 
crossings, inland waterways and combined transport systems. 
The Trans-European Network project was first introduced in the Maastricht Treaty in 1992 
(Title XII, Article 129d) where the TEN networks were defined along with the objectives 
to support the Single Market through inter-connections and inter-operability and in the end 
through network integration37. The Trans-European Networks include major priority 
34 European Commission (200 I), , White Paper: European transport policy for 20 I 0', September 12, 
http://www.europa.int.len/scadpluslleglenllrbIl24138.htm. 
35 European Commission, European Investment Bank, 'Trans-European networks for transport and energy: 
Infrastructure for the 21 51 century, pp. 3. 
-1('Paykkonen. P .• A., (1997). 'The Future Potential of Finland and its. Railways in C(:ntai~er Gateway Tratlic 
to Russia'. pp. 36. Master of Science in International Logistics. PublIshed by the Untverslty .of Plym~uth. 
37 Paper presented in the ECMT in 2001 in Paris and extracted from the draft IRlJ (InternatIOnal Railways 
Union) Manual on Road Transport Integration, 3rd Edition. 
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projects for the construction and the development of road and high-speed railwav 
networks, waterways and sea networks and combined transport corridors38 . 
In 1994 the Essen European Council selected 14 priority projects39• For the period 2000-
2006 a total of 4.6 billion Euros has been earmarked in the budget for TEN's, to which 
must be added the contributions from the Cohesion Fund, the European Investment Bank 
and the European Investment Fund4o. Of the 14 projects selected and financed by the 
European Union, there has been underlined a clear priority for shifting from road transport 
to other modes of transport41. Based on documents presented by the European Investment 
Bank: 
'About 80% is focused on rail links and a further 9% on road/rail links. Only 10% is 
earmarked for new road building'42 . 
In addition: 
'The prospect of enlargement to the countries of Central and Eastern Europe has further 
strengthened the importance of TEN's by extending their scope to the entire continent. 
Further afield, their efficient connection to the networks of third countries to the East 
(Russia and the countries of the CIS) or to the South (countries of the Mediterranean 
basin) will be conducive to economic development and equilibrium,43. 
The Trans-European Network for multi-modal transport consists of ten transport corridors 
presented in figure 5.1. Among these corridors there are two infrastructure projects which 
have a significant impact on the Baltic State's gateway market. These projects are transport 
corridors no. 1 and no. 9. 
38 European Commission, European Investment Bank, "Trans-European networks for transport and energy: 
Infrastructure for the 21 51 century. 
39 According to the Wh ite Paper 2010, another approximately six new proj.ects wi II be added. 
40 Trans-European Networks, http://www.europa.int.ien/ scadpluS/leg/en/c~g/g4000c.h~m 
4141 European Commission (2001), ' White Paper: European transport poltcy for 2010 ,September 12. 
http://www.europa.int.ien/scadpluS/leglenllrb/124138.htm. . . . ' . _ 
.t2 Paykkonen, P., A., (1997), "The Future Potential of Finland and Its RaIlways In C~ntal~er Gateway 1 raffle 
to Russia', pp. 36, Master of Science in International Logistics, Published ?y the llmverslty of Plymouth. 
I; Trans-European Networks, http://www.europa.int./en/scadpluS/legien/clg/g4000c.htm 
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Figure 5.1 
The Trans European Networks 
jElln. 
N 'go)', 
Source: bttp://www.bulletin.rec.orglbuIl103/corridors.btml 
5.1.4.1 Transport Corridor No.1 
One of the European Union's priority projects is corridor no. 1 (Figure 5.1), which is the 
rail/road corridor Helsinki (Finland)-Tallinn (Estonia)-Riga (Latvia)-Kaunas (Lithuania)-
Warsaw (Poland) with a branch to Riga-Kaliningrad (Russia)-Gdansk (Poland). The 
objectives of this project are: the improvement of the rail and road infrastructure reduction 
in transport times, the creation of an environmentally sustainable modal balance and the 
economic stimulation of the East-West trade44 • This corridor is expected to ha e a great 
impact on the infrastructure including improvements in the rail and road netw rk f th 
44Paykkonen, P., A., (1997), 'Th Future P tential of Finland and it Railwa in 
to Ru ia, pp. 38, Ma ter of cience in International Logi tic, Publi h d b th 
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Baltic States. This corridor will also establish a good rail link from the port of Riga, north 
to the port of Tallinn and from there to Russia, or south to Kaunas and then to Russia. 
5.1.4.2 Transport Corridor No.9 
Transport corridor no. 9 (Figure 5.1), runs from Helsinki (Finland) South to 
Alexandroupoli (Greece), and has two branches, one of which is important for the Baltic 
States gateway market. This branch is Klaipeda (Lithuania)-Kaunas (Lithuania)-Vilnius 
(Lithuania)-Minsk (Belarussia). Moreover, the three Baltic States in their efforts to have a 
share and an access to the EU TEN project came together in 1995 and agreed on co-
operating in developing the branch Klaipeda-Minsk-Gomel within Transport Corridor No. 
This branch is very important for all the Baltic States but especially for Lithuania, because 
it creates a connection from the port of Klaipeda to the St. Petersburg and Moscow area. In 
addition, Lithuania has a more favourable position because this corridor and corridor no. 2 
(Berlin-Warsaw-Minsk-Moscow-Nizhny Novgorod), meet each other in Minsk. This 
suggests that the port of Klaipeda would have really good access in the near future to 
Moscow, and this improved access could make the port of Klaipeda the most attractive 
gateway to Russia in the near future. 
By 1997 the Baltic States welcomed the progress that had already achieved with the 
improvement of Eastern Europe's transport systems including, multimodal corridors No.1 
(Helsinki-Tallinn-Riga-Kaunas-Warsaw) and its branches, and branch No. 9B (Kiev-
Minsk -Vilnius-Kaunas-Klaipeda) 46. 
-15 Paper presented in Palanga (Lithuania), in 7th of July in the meeting of ministers of transport of the three 
Baltic States and Belarus. 
-16 3rd Conference of Ministers of Transport of the Baltic Sea States. (t 997), Berlin. Germany, April .2,. 
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5.1.5 Railway Directives 
Although, the overall volume of goods transported in Europe increased considerably 
between 1970 and 1990, the share of goods market carried by rail in Europe decreased 
from 21.1 % to 11%,47. The European Union's involvement in the railway sector did not 
come until the beginning of the 1990's, when it attempted to promote the railways by 
introducing a policy for opening-up the markets to competition. 
The foundation that was laid for the development of the European Union's railway syste~ 
was Railway Directive EEC 911440 followed by two complementary Directives, 95118 and 
95/19, adopted in 199548. The aim of the first Directive was to encourage EU railways to 
adapt to single market conditions, increase their efficiency and to bring competition into 
the EU railway sector49. Therefore, the Member States were required t050 : 
• Ensure the independence of management of railway undertakings. 
• Separate the management of railway infrastructure from the provision of railway 
transport services, by making a separate accounting compulsory (although 
organisational separation remains optional). 
• Improve the financial situation of the companies in such a way that they are freed 
from debts which relate to past loss-making activities. 
Moreover, in 1995 two complementary Railway Directives (EC 95118 and 95/19) were 
adopted, aiming to clarify the conditions of access rights such as, licensing, capacity 
allocation and charging51. All Member States have adopted these Railway Directives and 
·n White Paper: European Transport policy 2010, http://www.europa.eu.int./en/ 
scadpluslleg/enllrb/124138.htm. . 
.t8 White Paper: European Transport policy 2010, http://www.europa.eu.mt.len/ 
scadpluslleg/enllrb/124138.htm. . . . . 
49 Paykkonen, P., A., (1997), 'The Future Potential of Finland and Its Ratlwa~s m .Contamer Gateway Traffic 
to Russia', Master of Science in International Logistics, Published by the Umverslty of Plymouth. 
50 Organization for Economic Cooperation and Development, (1998), "Railways: Structure, Regulation and 
Competition Policy', pp. 1. .
51 Organization for Economic Cooperation and Development, (1998), 'Ratlways: Structure, RegulatIOn and 
Competition Policy'. 
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some of them are examining additional measures, which go beyond the requirements set by 
the Directives, in order to achieve higher levels of efficiency and give them a more 
competitive edge. For example, the United Kingdom has added to the EU measures and 
privatised the majority of its railway sector. 
In 1996 the European Union presented the White Paper aiming to revitalise the EU's 
railways by promoting the railways and by proposing in May 1997 the development of 
Trans-European Rail Freight Freeways (TERFFS). The TERFFS are rail corridors which 
operate on the principles Of2: 
• Access of freeways must be fair, equal and non-discriminatory for all train operators 
licensed in the Community. 
• The granting of licences, allocation of infrastructure capacity and charging of 
infrastructure fees within the framework of these freeways should be in compliance 
with Directives 95115IEC and 95/19IEC. 
• Freeways should be open to cabotage. 
• Freight terminals should be open for fair, equal and non-discriminatory access to all 
train, road haulage and waterway operators. 
Despite the efforts of the European Union to increase the use of the railway sector, the 
railway share of the freight market faced further decline from 11 % in 1990 to 8.4% in 
199853 . Therefore, after years of studies, the European Union decided to move from 
opening-up the market to building a dedicated European Rail freight network, and 
therefore introduced Railway Directive 2001l12IEC followed by two complementary 
Railway Directives, 2001l13IEC and 2001114IEC (which lay down rules on licensing, 
52 White Paper: A Strategy for Revitalising the Community's Railways, 
http://www.europa.eu.intJen/scadplusileg.htm . 
'i'White Paper: European transport policy 2010, http://www.europa.eu.mt.len/ 
scadpJusileg/en/lrb/124138.htm. 
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allocation of infrastructure capacity, and charging for use)54. This Directive defines a 
Trans-European Rail Freight Network (TERFN) comprising 150,000 km of line open to 
European freight services by 2008 and defines the conditions under which companies can 
obtain a licence to run rail freight services over the TERFN55. Nevertheless, according to 
the same Directive, 50,000 km of line will be open to European freight services by 200356. 
Any European company holding a licence would be able to use these lines and compete 
with other companies by offering new services57. The difference between TERFFs and 
TERFNs is that the TERFFs are rail freight freeways where the commercial operation of 
these freeways is handled by 'one-stop-shop' . This means that for example, one 
infrastructure manager can act on behalf of all others involved in a route. Mainly the 
TERFF s aim to improve the co-operation between national infrastructure managers whilst 
the TERFN s were created in order to encourage the EU member states to separate their 
transport operations from the infrastructure management in order to enable new rail 
operators fair access to the rail market58. 
However, one should distinguish this infrastructure rail network from the Trans-European 
rail network (TEN), because the two networks are not strictly identical. The Trans-
European Rail Freight Network (TERFN) covers some parts of Europe that the TEN does 
not59. It is expected this infrastructure network will increase competition in Europe's 
railways and encourage the railway companies to set as a goal their integration in 
TERFN60. However, this kind of fierce competition makes one wonder what will happen to 
any individual companies that fail to meet the EU Railway standards. 
54 White Paper: European Transport policy 2010, http://www.europa.eu.int./en/ 
scadpluslleg/en/lrb/124138.htm. 
55 Port Development International, (200 I) November/December. . 
56White Paper: European Transport policy 2010, http://www.europa.eu.mt.ien/ 
scadpluS/leg/en/lrb/124138.htm. 
57 White Paper: European Transport policy 2010, http://www.europa.eu.int.len/ 
scadpluS/leg/en/lrb!l24138.htm. . . J 
'is White Paper: European Iransport polIcy 2010, http://www.europa.eu.mt.len. 
scadplus/leglen/lrb!l24138.htm. . . 
59 White Paper: European Transport polIcy 2010, http://www.europa.eu.mt.len/ 
scadpluS/leg/enllrb/124138.htm. 
60 Port Development International, (~OO I), November/December. 
128 
In addition, rail stakeholders including: the International Union of Railways (UIR), the 
Community of European Railways (CER), the International Union of Public Transport 
(lUPT) and the Union of European Railway Industries (UNIFE), signed in 2001 a 
document agreeing to achieve the following objectives by 202061 : 
• For rail to increase its market share of goods traffic from 8 to 15%, and of 
passenger traffic from 6 to 10%. 
• A trebling of manpower. 
• A 500/0 increase in energy efficiency. 
• A 50% reduction in emissions of pollutants. 
• An increase in infrastructure capacity commensurate with traffic targets. 
Moreover, on 1 t h of September 2001 the European Commission submitted the White 
Paper entitled: 'European Transport policy for 2010: time to decide' [COM (2001) 370 
final]. This paper proposes over 60 measures to develop a balanced transport system by 
reducing the amount of traffic on the roads, revitalising the railways, promoting transport 
by inland waterways and sea, and controlling the growth in air transport62 . The proposals 
for the revitalisation of the railways included63 : 
• Developing a common approach to rail safety. The aim of this measure is to 
gradually integrate the national safety systems by introducing a directive concerning 
rail safety and the safety certificates that a railway company must obtain prior to 
operating trains on the European network. 
61 Port Development International, (2001), pp. 23. November/December. 
6~ White Paper: Luropean Transport policy 2010. http://www.europa.eu.int.len/ 
scadpluslleg/en/lrb/ 1:?4 138.htm. . 
63 White Paper: Furopean Transport policy 2010, http://www.europa.eu.mt.len/ 
scadpluslleg/enllrb/124138.htm. 
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• Bolstering the fundamental principles of interoperability. The EU anns to 
change the working methods in order to operate trans-frontier services and cut 
rolling stock costs on the high-speed network. 
• Setting up an effective steering body: the European Railway Agency. This 
agency will co-ordinate the groups of technical experts seeking common solutions 
on safety and interoperability. The Agency would consist of around 100 employees 
and it could be in operation by 2004-2005. 
• Extending and speeding up opening of the rail freight market. Directive 
911440, as amended by Directive 2001l121EC, was mainly concerned with opening 
up the market for international freight services. However, the EU aims with this 
proposal to open up national freight markets as well. 
• Joining the Intergovernmental Organisation for International Carriage by 
Rail (OTIF). The specific organisation drafts regulations related to the carriage of 
dangerous goods by rail and technical standards applicable to railways. 
On the 23 rd of January 2002, under IP/02/118 the European Commission introduced 
proposals in order to revitalise the railways and to speed up the establishment of an 
integrated railway area64• The EC has proposed a new package of measures for the 
revitalisation of railways by rapidly building an integrated European railway area65 . All the 
measures included in this proposed package are based on the guidelines set out in the 
White Paper for 2010. 
Looking at the proposals presented above, one can see that their sole aim is to revitalise the 
railway systems across Europe. In addition. one 
of these proposals, and more specifically the one concerning the opening up of national 
freight markets. has as an aim to increase competition. However, this proposal can be 
viewed as another indicator of the fierce competition among the rail companies operating 
h4 IP/02/118. Revitalising the Railways. http://www.europa.eu.inticomm/transportien/lb_en.html. 
65 IP/021118. Revitalising the Railways. http://www.europa.eu.inticomm/transportienllb_en.html. 
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in Europe that is to come in the near future. Indeed, the EU wishes to promote competition 
but this consequently means that when the Baltic States become EU members, they would 
not only have to comply with all the EU regulations, but also to establish a highly 
competitive railway system that reflects EU requirements and standards. 
However difficult railway developments have been for western railways over the last 
decade, they have been considerably easier than for the Baltic States railways. The sudden 
economic changes in the Baltic States resulting from the transition from communism to 
market economies have been especially hard on their railway systems66. Even though the 
Soviet rule promoted railways (at the expense of other modes of transport) for its own use 
and benefit, it did not establish a transport-intensive, service-based fonn of market 
economy, mainly due to the Soviet obsession for industrialism67• Likewise: 
'The shift from transport costs to total logistics cost management in transport decision-
making has enormously increased the competitive position of high-service quality modes 
such as trucks and airlines,68. 
The result of course was the decline of rail traffic, accompanied by decline on earnings and 
of the ability of the Baltic State's railways to finance needed maintenance and investment 
to replace damaged and old equipment69 • However, the dominant force that started to bring 
changes in the three Baltic States was their desire to become a member of the European 
Union. Indeed, on the 16th of April 2003, the European Union and the Baltic States of 
Estonia, Latvia, and Lithuania, signed an agreement for the accession of the Baltic States 
to the EU by May 20047°. This indicates that the Baltic States would have to comply with 
all the regulations, policies and Railway Directives adopted by the EU by 2010. Already 
66 Rail Business Report, (1999), 'Railway Restructuring Moves to Eastern Europe', Published by the World 
Bank. 
67 Rail Business Report, (1999), 'Railway Restructuring Moves to Eastern Europe', Published by the World 
Bank. 
68 Rail Business Report, (1999), 'Railway Restructuring Moves to Eastern Europe', pp. 7, Published by the 
World Bank. 
69 Rail Business Report. (1999), "Railway Restructuring Moves to Eastern I'urope', Published by the World 
Bank. 
70 EU Lnlargement, http://www.europa.eu 
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the Baltic States have accepted Railway Directives EEC 911440. EC 95113, and EC 95/14 
and have adopted a number of changes, the most important of which are7l : 
• The separation of the management of infrastructure from the management of the 
operational activities. 
• The separation of accounts. 
• Reduction of the state's influence on the commercial and economic activities of 
railway transport undertakings. 
• Granting of access to the railway infrastructure to all the operators. 
• Certification of rolling stock and infrastructure aimed at ensuring traffic safety. 
Moreover, out of the three, Estonia has moved even further by privatising its railways 
hoping to move quicker towards establishing an efficient railway system72. All three States 
are seriously focusing upon strengthening the role of combined transport (rail/sea), and 
transferring some of the international traffic flows to combined transport73 • However, in 
order to achieve these objectives the Baltic States should establish a high quality and 
reliable rail operation equivalent to the Western Europe's railways, and create rail links 
with the latest EU project TERFN. 
5.1.6 Sea Transport 
The only maritime policy released by the EU that can influence the future of the Baltic 
State's ports, is the proposed Directive on market access to port services, COM 2001135 
final. According to this Directive 74: 
• 
Workers and companies have the right and the freedom to establish themselves 
anywhere in Europe. 
71 Position paper of the republic of Lithuania, http://www.urm/datal3/EF21912117yos09.htm 
72 Railway Gazette International, (2001), 'Estonian Privatisation Complet~', pp 654: O~ober. . 
73 Fouvez, S., (2000), 'The Development of Combined Transport in CEECs , May, Ljubljana (SlovenIa). 
74 Farrell, S., (200 I), 'I f It Ain't Bust, Don't Fix It: The proposed EU Directive on the Market Access to Port 
Services', Maritime Policy and Management, Vol. 28, No.3, pp. 307-313. 
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• Increase competition. 
• Prevent the distortion of competition by monitoring the state aid to ports. More 
specifically, the port authorities are required to keep separate accounts for their port 
services and other activities. 
The new Directive applies only to EU ports that handle more than 3 million tons of cargo 
per year or 500,000 passengers, and covers all marine handling related services including 
pilotage, towing, mooring, transhipment cargo consolidation and passenger handling 
services 75. The Directive has not been implemented yet, and this is due to concerns 
expressed by numerous Member States over its aims and clarity. However, when and if the 
Directive is implemented, the Baltic States would have to adopt policies in the ways 
suggested by the EU. 
Summarizing, all the European Union's policies that are most likely to affect or even 
determine the future of the Baltic States route as a gateway market, have been presented so 
far. However, when one examines the overall picture, one wonders what the real impact 
will be that accession to the EU will impose on transport sectors in the near future? 
Based on a Lithuanian Governor's report, accession to EU will impose net costs on the 
transport sector rather than net profits76 • This is due to the fact that the three Baltic States 
will have to invest in transport in order to meet the transport standards set by the EU77 . 
Even though adopting the EU standards means costs for the transport sector in the near 
future, the Baltic States will gain the benefits of improving their transport services and 
infrastructure, becoming competitive, having equal opportunities with other EU members, 
create more jobs in the transport sector, protect the environment and improve safety. 
75 FarrelL S., (2001), "If It Ain"t Bust, Don't Fix It: The proposed EU Directive on the Market Access to Port 
Services', Maritime Policy and Management, Vol. 28, No.3, pp. 307-313. 
76 Jura Journal, (2001), Issue I, 'Costs and Benefits of EU Enlargement in Transport Sector"" 
http://www.jura.ltl2001_01/artic\eI4_e.htm. 
77 Jura JournaL CWOI), Issue I, 'Costs and Benefits ofEU Enlargement in Transport Sector"" 
http://www.jura.ltl2001 _0 I/artic\e 14_ e.htm. 
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Efficiencies are likely in the Baltic State's ports, due to privatisation and foreign 
investments78 • However, as far as the railway sector is concerned any efficiency will 
depend on institutional change and the ability of management to embrace a new 
commercial focus 79. This is because: 
• Institutional change will be the key in enforcing the implementation of legislation and to 
the realisation of potential efficiency gains,8o. 
5.2 Existing or proposed Russian ports in the Baltic Sea 
5.2.1 Introduction 
In 1998 the Russian economic crisis resulted in a sharp decrease in the container vo lumes 
moving in and out the country81. Nevertheless, in the following two years the recovery of 
the Russian economy after the economic collapse of 1998 was significant and the Russian 
container market increased to 450,000 TEU82. However, in 2001 it was calculated that 
ports outside the Russian borders handle nearly half of Russia's container trade, and the 
competition among ports in the Baltic Sea is intensively growing83 . 
In addition, the election of Russian President Putin in May 2001 has had a great impact on 
Russian transport systems, especially shipping. This was due to the fact that Putin in his 
effort to ensure that Russia will rely as little as possible on its neighbouring countries' 
ports for the handling of cargo, decided to promote plans laid during the 1990's for the 
78 Jura Journal, (2001), Issue I, "Costs and Benefits of EU Enlargement in Transport Sector', 
http://www.jura.ltl2001_01/articleI4_e.htm. . , 
79 Jura Journal, (2001), Issue I, 'Costs and Benefits of EU Enlargement In Transport Sector, 
http://www.jura.ltl2001_01/article14_e.htm. . . , 
80 Jura Journal, (2001), Issue 1, 'Costs and Benefits ofEU Enlargement In Transport Sector, 
http://www.jura.ltl2001_01/articleI4_e.htm. . 
81 Lloyd's List. (2001), 'St. Petersburg Gains at Baltic Rivals' Expense" A?f11. 
82 Port Development International. (200 I), 'Scandinavia: Battle of the Balt~c> May. 
83 Port Development International, (200 I), 'Scandinavia: Battle of the BaltIc, May. 
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improvement of existing Russian ports in the Baltic Sea and the construction of a number 
of new ports84. 
5.2.2 Development of Existing Ports 
The first decision in the development of existing ports in the Baltic Sea region was taken as 
early as 1992. This decision was taken on the basis that, after the collapse of the Soviet 
Union, Russia lost as many as 5 out of 8 ports on the Baltic Coast85 . Hence, the Russian 
government took all the necessary steps to re-establish the Russian maritime infrastructure 
in order to enable domestic Baltic ports to handle cargo traffic and remain competitive86 . 
This reconstruction programme was initially supposed to be completed by 2005. However, 
with the economic instability ruling the country after the collapse of the Soviet Union, and 
the economic crisis of 1998, the progress of port development has been slow and 
difficult 87 • According to a number of articles, the development plans for the Russian Baltic 
ports are expected to be completed by 201088• Figure 5.2 presents all the existing Russian 
ports in the Baltic Sea. The existing Russian ports in the Gulf of Finland are: Vyborg, 
Vysosk, Kronstadt, st. Petersburg and Kaliningrad. Out of them, St. Petersburg and 
Kaliningrad are the only two ports handling container traffic, and therefore, these are the 
only ports that are analysed in this chapter. 
5.2.2.1 Port of St. Petersburg 
The port of st. Petersburg is the biggest Russian port in the Baltic Sea, located on the 
mouth of the river Neva, and connected to the sea by the Seaway channel with a length of 
27 miles89 . The St. Petersburg seaport is registered as a joint-stock company, in which the 
84 Frisk, A., (200 I), Paper presented at the Seventh International Moscow Transport and Logistics 
Conference March Published by PRlSMA Consulting Group. 
85 Paykkon~n, P., ft.., (1997), 'The Future Potential of Finland and its Railways in C~ntai~er G,ateway Traffic 
to Russia', pp. 36, Master of Science in International Logistics, Published ~y the UnIversIty ot Plymouth. 
86 Port Development International, (200 I), 'Scandinavia: Battle of.the B~ltlc', ~ay.. . , 
87 Paykkonen, P., A., (I997), "The Future Potential of Finland and It~ Ratlways In C~ntal~er Gateway Traffic 
to Russia', pp. 36, Master of Science in International Logistics, Publtshed by ,the UnIversIty of Plymouth. 
88 Lloyd's List, (2001), 'St. Petersburg Gains at Baltic Rivals' Expense', Apnl. 
8<) SeaNews, May, (2003), 'Throughout of Sea Port ofSt. Petersburg', http://www.seanews.ru. 
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private company Nastor holds a 51 % stake, and the remammg 49% IS partially state 
owned9o . 
Figure 5.2 
Existing and Proposed Russian Ports in the Baltic Sea 
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Source: Brodin, A., (2000), 'Ports in Transition in Countries in Transition', pp. 73, 
Published by Gothenburg University, Sweden. 
The main reason for the privatisation of the largest part of the port was the lack of funds. In 
the last decade over $ 213 million has been invested in construction and modernisation of 
facilities at the port91 • The port handles over 170,000 TEU annually, but in the last few 
years, the port has faced difficulties in serving the continuously growing volumes of 
containers moving in and out of Russia. Therefore, the most important plan adopted by the 
Russian government is the development of a new 330,000 TEU capacity contain r 
terminal92. The construction of the new container terminal started in 1997 and th fir t 
stage of its construction is expected to be completed by 2003 93 . 
o Pravda, (2002),' t. P ter burg ea Port Dubie Volume of Cargo Hand) d 
91 Pravda, (2002),' t. P ter burg a Port Double Volum of argo Handled 
9_ I d' i ~ t, (2001),' t. P ter burg Gain at Baltic Rival ' E 'pen ' pri\' 
9l loyd' Li t, 200 I " t. Pet r burg ain at Baltic Rival' 'pen " pri\' 
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Even though the plans of St. Petersburg to increase capacity and modernise its facilities are 
significant, the port faces bigger problems related mostly to natural causes. Firstly, the city 
of St Petersburg is located at the innermost part of the Gulf of Finland and has suffered 
several floodings as recently as 1998 and 1999, and the water is rather shallow and sweet94 . 
As a result of this, even fairly mild winters cause the port to freeze, and the strong winds 
cause the water level to rise, packing ice in the inner part of the Finnish Gulf'> 5 . Therefore, 
the use of icebreakers is essential for the function of the port most of the year, and is both 
time consuming and expensive96 • 
Secondly, another major problem that the port faces is the depth of the water. As 
mentioned earlier the water in the Gulf of Finland is shallow. As a result, the port of S1. 
Petersburg needs constant dredging in order to facilitate vessels97• This can be time 
consuming and expensive for the companies using the port, but mostly for the companies 
that own berths98. 
Thirdly, during the past few years the cost of handling containers has been set at a higher 
level than in other ports in the Baltic States. This is illustrated clearly by Table 5.1. As one 
can see in the fourth column, where the freight handling rates at ports are presented, out of 
the four ports, St. Petersburg is the most expensive. 
Moreover, corruption and bureaucracy are definitely another problem that the Port 
Authority needs to address and solve in order to able to provide safe and efficient services 
to customer99 . 
94 Brodin, A., (2000), 'Ports in Transition in Countries in Transition', Published by Gothenburg University, 
Sweden. 
95 Brodin, A., (2000), 'Ports in Transition in Countries in Transition', Published by Gothenburg University, 
Sweden. 
96 Journal of Commerce Special, 'Russian Government Promotes Intermoda.i Route', http://www.joc.~om .. 
97 Brodin, A., (2000), -Ports in Transition in Countries in Transition', Publtshed by Gothenburg Unl\erslty. 
Sweden. 
98 St. Petersburg port authority completes dredging in PETROLESPORT, 
http://wwwtransporta1.no/pressl1227stpeter.html. . . . 
99 Brodin, A., (2000), 'Ports in Transition in Countries in Transition', Publtshed by Gothenburg UnIVerslt), 
Sweden. 
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Table 5.1 
Costs Comparison of Container Transportation from the Baltic Ports to 
Moscow (USn per container) 
IRiga 54 
IVentsPilS 407 54 350 811 
IKlaiPeda 330 64 400 794 
Ist.-petersburg 433 60 650 1143 
Source: Brodin, A., (2000), 'Ports in Transition in Countries in Transition' Published by Gothenburg 
University, Sweden. 
Finally, a number of environmental groups have complained about the Russian 
development plans for both the existing and potential ports in the Baltic Sea, due to the fact 
that such plans are a threat to the environment lOO • 
5.2.2.2 Port ofKaliningrad 
The second Russian port is the port of Kaliningrad located on the South-East coast of the 
Baltic Sea. During Soviet times the port had a strategic position where the Soviet navy 
handled its operations101 . Nevertheless, after the collapse of the Soviet Union, Kaliningrad 
found itself separated from the main territory of the Russian Federation. In the East, 
Kaliningrad borders with Lithuania, and in the West with Poland. The main reason that the 
Russian government has decided to develop the port is in order to become competitive to 
other Baltic ports and to facilitate Russian cargo heading to Western Europe 102. For the la t 
decade this port has never been viewed as a port that can compete with any of it ri al in 
100 t. Peter burg Port onstruction Threatens Waterfowl Habitat', 
http://www. i ar.org/archive stlruportbuilding49.html. 
101 Brodin, A., (2000), 'Port in Tran ition in ountrie in Tran ition', Publi h db 
w d n. 
10_ Brodin, A., (2000), 'Port in Tran ition in untrie in Tran iti n°, pu Ii h db 
w d n. 
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the Baltic Sea103. This was mainly due to the lack of efficient port infrastructure and poor 
transport connections to Russia. However, the European Union has assisted Kaliningrad 
by providing the region with 40 million Euros for developments and has decided that 
branches of two Trans-European transport corridors (corridor 1 and 9) will pass via 
Kaliningrad transport junction 104. This was due to the fact that the EU wanted to ensure 
that Kaliningrad would not be isolated from the rest of Europe. 
The Kaliningrad complex consists of three ports, (the Sea Commercial port, Fishing port 
and Inland port), and it is connected with the Baltic Sea by a 42 km access Channel105 . The 
Sea Commercial port is basically orientated towards the services of Russian and other 
countries, export-import cargo flows, including general cargo, bulk and liquid cargo, dry 
cargo and containers l06 . The development plans for this port include the construction of a 
container terminal and the installation of modem facilities 1 07 • Both the contribution of the 
EU (TEN) and the Russian plans suggest that in the future Kaliningrad can compete with 
the rest of the ports in the Baltic Sea. However, the disadvantages that this port possesses 
are sizeable. 
The first problem that Kaliningrad faces is its geographical position. Being isolated from 
Russia results in having to cross foreign territory in order to move goods from Moscow to 
Kaliningrad, an issue which will be exacerbated when Latvia, Lithuania and Estonia join 
the EU. As Figure 5.3 indicates, the route from Kaliningrad to the Russian mainland can be 
either via the Baltic States, or via Poland and Belarus. In any case, it is time consuming 
and expensive. 
103 Paykkonen, P., A., (1997), 'The Future Potential of Finland and its Raih~ays in Contain~r Ga.teway 
Traffic to Russia', pp. 36, Master of Science in International Logistics, PublIshed by the UnIversIty of 
Plymouth. 
104 EU-Russia partnership on Kaliningrad, 
http://europa.eu.intcomm/external_relationsinorth_dim/newsimem02_169.htm. . . . 
105 Paper presented in the TransRussia Conference, (2000), 'Transport Complex, In the SpecIal EconomIc 
Zone, Kaliningrad Region'. . .' . 
106 Paper presented in the TransRussia Conference, (2000), 'Transport Complex, In the SpecIal EconomIc 
lone, Kaliningrad Region'. 
107 Paper on EU-Kaliningrad-Lithuania, October, (2000), 
http://www.baltinfo.orgiDocsiministerial/20/Lithuania-EU-Kaliningrad.l.htm. 
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The second problem that the port faces is its access to the Baltic Seao As mentioned above 
the port is connected to the sea through a channel. However, the channel is limited to one-
way traffic and mandatory pilotage 108 ° In addition: 
Figure 5.3 
Possible Combinations of Countries to Transit: Kaliningrad - Russia 
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89,Published by Gothenburg University, Sweden. 
'Kaliningrad has small and rather old terminal facilities, which do not stand any 
comparison with modern container terminals. Port costs are exorbitant high and the 
service ships receive at Kaliningrad does not justify such high costs. 21,000 TEUs were 
handled in 2000, and right now there is no possibility for big increases, although 
investments are planned and endeavours can be seen. But Kaliningrad faces the transit 
corridor problem, having to cross two or more borders to Russia mainland' 109. 
As one can see so far, both Russian container ports in the Baltic Sea are interestingly 
enough hampered by difficult access and problems associated with natural cau e . 
Although, there are development plans, in the case of St. Petersburg port the p rt ha 
difficulties in handling the volumes offered, and when it does, it i m re e p n i than 
108 Fri k, A., (2001), Paper pre ented at the Seventh International Mo cow Tran p rt and Logi tic 
onfcrenc , March, Publi hed by PRJ MA C n ulting Group. 
109 ri k, A., (200 J), Pap r pre ented at the eventh Intemati nal Mo cow Tran port and L gi ti 
onfi renc , March, Publi h d by PRJ MA n ulting roup. 
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rival ports in the Baltic Sea. Likewise, while talking about construction plans, one should 
be aware that: 
• The port of St. Petersburg is also completely circumvented by the city itself, limiting most 
plans for expansion' 110• 
5.2.3 Proposing Russian ports in the Baltic Sea 
The notion for the construction of new ports in the Gulf of Finland was presented as early 
as 1992111 • Despite this it was not until 1997 that the first steps were taken for the 
fulfilment of this aim112• The initiative to build a new container port in the Finnish Gulf 
was taken on the basis that St. Petersburg cannot any longer cope with the steady growth of 
containers moving via Russia 113 • In addition, as experts indicate, the movement of 
containers will continue to rise globally and even double in the next ten years, and Russia 
wants to make sure that it can provide the services required in the near future 1 14. The 
proposed ports in the Gulf of Finland are: Bukhta-Batareinaya, Primorsk and Ust-Luga. 
However, among the three, only Ust-Luga port is designed to have a container terminal, 
and it is the only proposed port that will be examined in this chapter. 
5.2.3.1 Ust-Luga port 
Ust-Luga is allocated on the South-Eastern shore of the Gulf of Finland, about 120 km 
west of St. Petersburg l15• The construction of the port began in 1997 and it is expected to 
have an overall capacity of 35 million tons ll6. However, since the beginning of its 
construction, there have been allegations of a massive criminal diversion of development 
110 Brodin, A., (2000), "Ports in Transition in Countries in Transition', pp. 75, Published by Gothenburg 
University, Sweden. 
III Port Development International, (2000), "Fits and Starts', June.. . . 
112 Brodin, A., (2000), 'Ports in Transition in Countries in Transition', PublIshed by Gothenburg Umverslty, 
Sweden. 
113 Port Development International, (200 I), "Scandinavia: Battle of the. Baltic', May. . 
114 Jura, (2001), 'Whether Russia needs the Baltic States', http://WWW.Jura.ltJ2001_01/artlcle06_c.htm. 
115 Ust-Luga, http://www.ust-luga.rulen/portJterm.html 
116 Port Development International, (2000), 'Fits and Starts', June. 
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funds, which resulted in the project being taken over by the Russian government 117. The 
initial stage includes the construction of a coal terminal, to be followed by the construction 
of a fertilizer terminal118• On May 2003, the coal terminal started operating by exporting 
coal to Europe 11 9. However, the future plans include the construction of a container 
terminal capable of handling up to 200,000 TEU12o. The construction of the container 
terminal has not started yet, but it is expected to be completed by 2010. Nevertheless~ one 
should be aware that even when this container terminal is completed, it will still face 
similar problems to St. Petersburg, including the need for dredging and icebreakers 121 • 
However, at this point it would be better to summarIse all the advantages and 
disadvantages discussed earlier for the construction and development of new ports by 
Russia in the Gulf of Finland. 
The advantages of construction include: 
• 
Economic independence from foreign Baltic ports. 
• The stimulation of infrastructure. 
• 
A doubling of cargo flows estimated in the coming ten years. 
The disadvantages of construction include: 
• 
Navigation and ice difficulties in the Gulf of Finland. 
• 
Threat to the fragile environment. 
• 
High level of prices for handling containers. 
• 
Corruption and bureaucracy. 
117 Cargo Systems, (2002), 'Love Thy Neighbour', pp. 37, March. . 
118 Report prepared by Brennan, D., (1997), 'Russia Builds New Baltlc Ports" BISNIS, October 
http://www.bisnis.com. 
119 SeaNews, (2003), 'Ust-Luga Coal Terminal Accepts Coal', May, ~ttp:II~.seanews.ru. 
120 Report prepared by Brennan, D., (1997), 'Russia Builds New BaltIC Ports, BISNIS, October 
http://www.bisnis.com. . . 
121 Frisk, A., (2001), Paper presented at the Seventh International Moscow Transport and LOgIStiCS 
Conference, March, Published by PRISMA Consulting Group. 
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5.3 Conclusion 
Summarizing all the factors that can determine the future of the Baltic States as a gate\vay 
market, one can say that the accession of these States to the ED will expand trade relations 
with more member countries and will increase the efficiency of their transport systems. 
Likewise, there are a number of common denominators between the Baltic States and 
Russia, including growing transit and trade, and the large Russian speaking population 
living in the Baltic States, which can open up the gateway for better relations and co-
operation in the future. 
In addition, the accession of the Baltic States to the ED in 2004 along with the integration 
of Russia into European structures (like the TEN) will only enhance the role of the Baltic 
States as a gateway market. 
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CHAPTER SIX 
CONCEPTUAL MODEL 
6.1 Introduction 
So far the main research concepts have been reviewed, setting the starting point as the 
effects of the Soviet Union upon the Baltic States and the TSR, moving on to the 
development of the Trans Siberian Railway after the collapse of the Soviet rule and 
examining the Baltic States and the Baltic States' ports individually and in comparison 
with rival competition from Finland, concluding with outlining any potential factors that 
can influence the future of the Baltic States' ports as gateways for containers moving via 
the Trans Siberian Railway. However, before we move any further it is necessary to choose 
an appropriate model in order to analyze and develop the structure of this research. 
Models in general are useful as measuring and explanatory tools and have been widely 
adopted as a means of studying complex phenomena 1. In the past, models have been 
applied in a very wide range of studies; including academic or even direct real world 
situations and this has led to the development of many different typologies that classify 
models based on their specific characteristics2. 
1 Pieczek. A .• U .• (2000). '"Analysis of Marketing Strategies in Polish Ports'. Doctor of Philosophy. Published 
by the University of Plymouth. Institute of Marine Studies. . . . 
2 PieClek. A .. U .• (2000) •. Analysis of Marketing Strategies in Polish Ports'. Doctor ot Philosoph), Publtshed 
by the University of Plymouth. Institute of Marine Studies. 
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In 1975 Lilien determined that models can be classified according to their specific use and 
listed models under four main categories including: conceptual, descriptive, experimental 
and prescriptive models3. According to Pieczek (2000): 
'A conceptual model helps consideration of reality' 4 
Whereas the descriptive model is used in order to describe reality and where necessary, can 
be used for forecasting and planning 5 • 
Unlike the other models mentioned above, experimental models tend to investigate and 
examine the characteristics and response of the system whilst prescriptive models deal 
mainly with possible solutions to an existing problem6• 
In addition, one can find that models can also be classified based on a variety of criteria 
and categories7. These criteria could be: purpose, degree of certainty, behavior 
characteristics, method of solution etc.; and the category could be: descriptive, predictive, 
explanatory, graphic, analytical etc.8 
Given such a wide range of model categories, it was necessary to choose the most suitable 
for this research. There were three potential categories of models that could have been used 
for this study, descriptive, explanatory, and conceptual. However, after a very careful 
examination, the most appropriate model was considered to be the conceptual model. The 
3 Lilien, G., L., (1981), ' Model Revitalism: A Situational Approach to Model Building, Interfaces, 5 (3), in 
Panayides, P., M., (1998), 'A Relationship Approach to the Marketing of Professional Ship Management 
Services', Published by the University of Plymouth, Institute of Marine Studies. 
-1 Pieczek, A., U., (2000), 'Analysis of Marketing Strategies in Polish Ports', pp. III, Doctor of Philosophy, 
Published by the University of Plymouth, Institute of Marine Studies. 
5 Lilien, G., L., (1981), ' Model Revitalism: A Situational Approach to Model Building, Intertaces, 5 (3), in 
Panayides, P., M., (1998), 'A Relationship Approach to the Marketin$ of Professional Sh ip Management 
Services', Published by the University of Plymouth, Institute of Marine Studies. 
6 Lilien, G., L., (1981), ' Model Revitalism: A Situational Approach to Model Bu.ilding, I~terfaces. 5 (3), in 
Panayides, P., M., (1998), 'A Relationship Approach to the Marketing of Professional Ship Management 
Services', Publ ished by the Un iversity of Plymouth, Institute of Marine Studies. 
7 Heijveld, H., (1999), 'The Ferry Services Offer', Doctor of Philosophy, Published by the University of 
Plymouth, Institute of Marine Studies. 
8 Pieczek, A., u., (2000). 'Analysis of Marketing Strategies in Polish Ports', Doctor of Philosophy. 
Published by the University of Plymouth. Institute of Marine Studies. 
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main reason for choosing this type of model was that the structure of the project required 
some kind of generalization of the overall situation, one that involves many factors and in 
certain instances are quite complicated. 
The conceptual model was considered to be the most appropriate way to deal with any 
uncertainty in the structure of the research, especially since at this point the theoretical part 
had been completed and the next stage involved further and more detailed analysis. 
6.2 Components of the conceptual model 
The conceptual model designed for this research consists of two parts, the theoretical part-
which includes the first eight chapters of the project and the technical part which will 
include the Content Analysis, the analysis of scaling development, the development of a 
Likert scale questionnaire, the analysis of the results using the Analysis of Variance 
(ANOVA) and the t-test, in order to derive composite policies for the Baltic States Region. 
In the first part, all the components of the conceptual model have been already analysed in 
the previous chapters, however, at this point it is necessary to outline the main factors 
associated with the Trans Siberian Railway. In addition, by examining the main factors that 
influence the Trans Siberian Railway market, one can understand the effects that the Trans 
Siberian Railway can have upon the transit ports of the Baltic States, and the potential of 
these ports. Reviews of previous research on the region provide a basis for the 
identification of the main factors which have impact upon the Trans Siberian Rail market 
and the Baltic States. 
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6.2.1 Factors Influencing the TSR 
As one can see in Figure 6.1 which follows the work of Ledger and Roe (1993). these 
factors can be: political, economical, technical, legal, spatial, organizational, social and 
environmental9. 
If one analyses the importance of these factors to the TSR market it is clear that these 
factors not only have an impact on the TSR but on the whole Eastern European region as 
well. 
Political: 
One of the most important factors that had a major negative impact upon the TSR was the 
collapse of the Soviet Union. The Soviet empire lost its main transit ports of Tallinn and 
Riga resulting in the decline of container volumes moving via the TSR. 
Moreover, another political reason was related to public disclosure. This is described in 
different texts as: 
'A freeing up of access to information, the gradual erosion of censorship, and the 
progressive elimination of taboos on subjects that had previously been impossible to 
d· . h d' ,lO lSCUSS In t e mass me la . 
In the field of politics public disclosure had an immediate impact on the TSR from the 
introduction of competition and the influence of western investors, like Sealand and other 
investors from the Far East. In addition, there are other political factors that have 
influenced the TSR. 
9 Ledger, G., and Roe, M., (1993), "East European Change and Shipping Policy', Published by Ashgate Ltd., 
Aldershot Hants. 
10 Lavigne, M., (1999), 'The Economics of Transition ',2nd Edition, pp. 8, Published by Mac Millan Press 
Ltd, London. 
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The TSR has been negatively influenced since 1990 due to the political confrontation 
between Russia and the Baltic States that existed and which led to fierce competition 
between the1l4 resulting in reduced business for both. Since 1999 an effort has been made 
from both sides to build up relationshipsll. 
Also the good political relations that Russia developed with Finland and the Far East has 
led to the establishment of a number of projects and agreements for mutual assistance in 
the transport sector and the establishment of laws favouring all the parties involved. 
Economic: 
After the collapse of the Soviet Union and a period of economic instability, Russia moved 
towards privatization. Privatization seemed to be the key to attract foreign capital and 
establish better political relations with Western Europe and the Far East. Therefore, the 
Russian Ministry of Railways moved in 1991 to partial privatization of the TSR service 
with the sale of 50% to Sealand of the USA and the formation of the Trans Siberian 
Express Service 12 . 
Other political changes related to subsidies and the formation of joint ventures had an 
impact on the TSR. The Russian government in its attempt to sustain and develop the TSR 
has given subsidies hoping to improve the efficiency of the railways and attract this way 
more foreign investors and clients, in order to obtain new technology and earn hard 
currency. In addition, Western investors saw the opportunity to penetrate the Russian and 
Far East markets at reduced transport costs and to acquire cheaper means of transportation. 
Technical: 
Currently the main outlets to the sea for TSR containers are through south Finnish ports 
and the ports of the Baltic States due to the fact that they have the same rail gauge \\ ith 
II Lavigne. M., (\999). 'The Economics of Transition'. 2nd Edition, Published by Mac Millan Press Ltd, 
London. 
12Helmer, J .• (1999), 'Moller Weights Future of Russian Intermodal Route", Journal of Commerce, August 2. 
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Russia. Competition from rail services across Europe is limited by the difference in rail 
gauge once crossing the Polish border and the costs this imposes. 
Furthermore, Russia has reached an agreement with Japan according to which, Japan is 
expected to provide technologies connected with railway transport and modern computer 
equipment to management personnel of the TSR. The technical revival of the TSR includes 
the renewal of the rail lines, shortening transportation time and ensuring safety of 
containers. 
Legal/Organizational: 
There is instability in executing frequently changing laws and regulations concermng 
customs and transport. In the anecdotal data derived from experts in the Baltic Sea Region 
and Russia, customs procedures take a long time. This has an impact on the TSR as it 
makes it difficult for the operating companies to attract customers. Therefore, the 
International Coordinating Council on Trans Siberian Transportation has concentrated in 
the past few years on an effort to ease customs formalities and to establish lower tariffs in 
order to increase competition of the TSR over the deep-sea route l3 . In 2000, rail tariffs 
were reduced considerably, resulting in the redirection of some of the cargo to the Trans 
Siberian Railway. However, one should take into consideration that even though the 
International Coordinating Council on Trans Siberian Transportation has contributed 
considerably to the improvement of the Trans Siberian Railway and the reduction of its 
freight rates, 60% of the tariff is decided outside the direct influence of the TSR. 
Spatial: 
As noted earlier Russia has an ideal geographical position, in terms of connecting the Far 
East to Europe, especially Western Europe. Therefore, the original aim of the TSR route is 
to act as an alternative and faster service to deep-sea links from China~ Japan and Korea to 
I., Trans Baltica 2001, VI International Con terence, (2001). Riga. Latvia June 7-8. 
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Europe and USA. This can be seen by the difference in the delivery time between the two 
routes. Containers from Vostochny port (Russia) to Finland via the Trans Siberian Railway 
take 14-17 days, whilst by the deep-sea route the same distance in covered in 35-40 days. 
Social: 
The social changes, which have occurred in Russia since the collapse of the Soviet Union, 
have had an impact on the TSR market mainly upon the relations between Russia and 
neighboring countries. Russia lost its control over the ex-satellite countries and their ports 
and that made any further communication and trade co-operation with these countries 
difficult. 
In addition, Russia was now open to a competitive market where foreign investors were 
waiting to penetrate the domestic market. The country had to accept the concepts and 
standards of Western Europe's' economy and learn how to expand its horizons beyond the 
memory of self-sufficient communism, and into a liberated market environment. 
Environmental: 
The TSR route offers much potential, particularly in the context of increasing 
environmental awareness and emphasis on the rail freight in this context, and the po licies 
of the EU, which aim to encourage inter-modal transport for similar reasons. In the last 
decade, roads had become the predominant mode on transport. Nevertheless, in the last few 
years plans for the development and use of sea and rail networks have been pushed 
forward by individual governments in the Baltic Sea Region and Russia and also the EU. 
6.3 Competition between Baltic States and Finland 
Currently the main outlets to the sea for TSR containers are through south Finnish ports 
and the ports of the Baltic States see opportunities in competition with them particularly in 
the light of new or planned container terminal facilities in Klaipeda. Vcntspils. Liepaja and 
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Riga. The Baltic States can provide high standard container ports with the advantages of 
being efficient, secure, cost effective and ice-free. 
However, the Finnish ports have the advantage of having a common border with Russia 
and therefore, stocking possibilities near the Russian border. Moreover, the good po litical 
relation between the two countries is a key factor for the use of the Finnish ports for the 
transit of containers to Western Europe. 
A literature review of academic, industrial and commercial publications covering the TSR, 
transit in the Baltic States, the export of containers from Russia, the Far East and the FSU 
was undertaken in order to conduct a content analysis. Content analysis is a technique 
which enables a researcher to identify through a quantitative and qualitative procedure the 
issues or themes that are important and essentially related to the construct under 
investigation. The output from the literature review will be used in order to form the basis 
for the content analysis of the major themes, which characterize the discussion on the 
industry. 
The output from the content analysis will guide the issues, which will be presented for 
expert opinion and rated using a scaled approach, which will take the form of a Likert 
Scale. This rating scale will be used to provide a quantitative assessment of opinion on the 
importance of the issues presented to the experts who will be given the opportunity to 
accept or reject them on a scale of 1-5 (agree / disagree). There are a large number of 
examples of the use of this scale from many disciplines. 
As the conceptual model indicates in the next stage a model will be developed to analyze 
these scaled results, which will be entered into ANOYA and t-test analyses in order to 
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assess the results obtained by the experts in the region and fonn a basis for creating a set 0 f 
policies. 
The final stage presented in the conceptual mode~ is the derivation of policies and 
recommendations for the region. These policies aim to contribute towards the improvement 
of the Baltic States rail and sea transport systems as a whole. 
6.4 Conclusion 
Prior to the conceptual model, the researcher presented the theoretical part of this research, 
which consisted of five chapters and aimed at presenting all the infonnation related to the 
construct under investigation, which is the potential of the Baltic States ports to compete 
for containers in the Trans Siberian Railway market. 
The second half of this research consists of four chapters and is the technical part of this 
study including the statistical techniques applied to derive composite policies for the 
region. The following chapters explain scaling development as well as all the necessary 
steps taken in order to create the statements that were presented to the experts in the Baltic, 
Russian and Far East region. 
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Figure 6.1 
The Conceptual Model 
Factors Influencing TSR 
Foreign 
Investments 
Competition 
Main Issues 
Analysis of Variance 
Derivation o!Composite Policies For the Region 
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CHAPTER SEVEN 
CONTENT ANALYSIS 
7.1 Introduction 
The foundation of good research depends on identifying the main issues of the theme and 
paying attention to certain factors such as credibility of both sources and data. 
'If such factors are ignored or overlooked, research will be open to criticism and serious 
questions may be raised about the quality of the findings' 1. 
Hence, a researcher is faced with a variety of methods and has to make a strategic decision 
on choosing the method that could be used, in order to gain the best outcome from the 
research. Before moving any further, one should bear in mind that there is no right or 
wrong use of a method2• A method should be chosen as "fit for purpose", and has to be 
reasonable and appropriate to cover specific aspects of the research and identify its 
problems. 
7 . 2 Content Analysis Defined 
Content analysis is a research technique used to determine the presence of certain words or 
concepts within texts or sets of texts. Researchers are required to quantify and analyze the 
presence, meanings and relationships of such words and concepts, and then make 
inferences about the messages within the texts3. Texts can include books, interviews, 
articles, speeches, historical documents and generally any occurrence of communicative 
language. In practice, content analysis on any such text involves a procedure where a 
researcher is asked to divide the raw content/text into readily definable categories on a 
I Denscombe. M., (1998), 'The Good Research Guide', 1st Edition. pp. 1. Published by Open Universit: 
Press, Buckigham-Philadelphia. 
2 Denscombe. M .• (1998). "The Good Research Guide', 1st Edition. pp. I, Published by Open University 
Press, Buckigham-Philadelphia. 
3 http://www.writing.colostate.edulreferences/research/contenticom2dl.htm 
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variety of levels-word, word sense, phrase, sentence, or theme-and then examine the text in 
order to infer relationships between the data and the context4 • As Krippendorff (1980) 
states5: 
'Content analysis is a research technique for making replicable and valid inferences from 
data to their context'. 
The fact that this technique can be applied to examine any piece of writing or occurrence 
of recorded communication makes it a popular research tool in a wide area of different 
fields, ranging from psychology and social studies, to literature and cultural studies, 
marketing and media studies, transport and logistics, and many other fields of inquiry. 
7.3 Advantages and Disadvantages of Content analysis 
Content analysis offers several advantages to researchers who consider using it. However, 
one should also be aware of any of the disadvantages that content analysis has, both at a 
theoretical and procedural leveL Both the advantages and disadvantages of content 
analysis are listed in Table 7.1, based on Carleys' (1992) work. 
1 S' I -t R A Stra,"ts B C Straits M M (1993) "Approaches to Social Research", 2nd Edition, 
'ng con, .,., ,".' ,.,., , 
Oxford University Press, Oxford, UK. ." " . . . _ 
5 K . d ff K (1980) "Content Analysis An Introduction to Its Methodology, \ Ld,tlOl1, pp.7, Vol. ~ nppen or,"" , 
of the Sage Commtext series, Published by Sage, London. 
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Figure 7.1 
Advantages and Disadvantages of Content Analysis 
Advantages I . Disadvantages 
. . I' Looks directly at communication via texts I. It can be extremely time consuming. 
or transcripts, and hence gets at the central + It is subject to increased error, particularly 
aspect of social interaction. when the text is coded by theme in order to 
+ Can allow for both quantitative and attain a higher level of interpretation. 
qualitative operations. + It is often devoid of theoretical base, or attempts 
+ Can provide valuable historical/cultural too liberally to draw meaningful inferences 
insights over time through analysis of about the relationships and impacts implied in a 
texts. study. 
+ Allows closeness to text, which can + It is inherently reductive, particularly when 
alternate between specific categories and dealing with complex texts. 
relationships and also statistically analyzes + Tends too often to simply consist of word 
the coded form of the text. counts. 
+ Can be used to interpret texts for purposes + Often disregards the context that produced the 
such as the development of expert systems. text, as well as the state of things after the text 
+ It is an unobtrusive means of analyzing is produced. 
interactions. + Can be difficult to automate or computerize. 
+ Provides insight into complex models of 
human thought and language use. 
Source http://www.writing.colostate.edulreferences/research/contentlcorn2d3.htm 
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7.4 Identifying influential attributes in the Trans - Siberian Railway: A 
Content analysis 
7.4.1 Introduction 
This section presents and discusses the results from an application of a content analysis of 
publications related to the development of the Trans Siberian railway as a link between the 
Baltic States of Latvia, Lithuania and Estonia and the Far East. The content analysis 
method was chosen due to the need to employ a formal and efficient methodology for the 
identification and justification of the attributes, which are hypothesized as influential in the 
Trans Siberian railway market. 
'Content analysis involves the objective and systematic identification of specific textual 
characteristics, yielding simple quantitative measures that facilitate the testing of 
hypotheses and the drawing of inferences from the existing body of literature,6. 
Therefore, content analysis can provide a formal and systematic means of establishing a 
specified hypothetical set of testable attributes for the Trans Siberian railway market. The 
main reason for choosing content analyses is that the specific method provides a set of 
tools for quantifying the contents of a text, and it achieves that by using a method that is 
clear and simple, and in principle widely repeatable by other researchers. In addition, 
content analysis has been applied for research in the transport area the most recent example 
of which is the work published by Cullinane and Toy (1999) which will be used in this 
research as an academic baseline 7. 
h Cullinane, K., and Toy, N., (\999), ""Identifying Influential Attributes in Freight Route/Mode Choice 
Decisions: A Content Analysis", pp. 42. Transportation Research, Part E 36. 
7 Cullinane, K., and Toy, N., (1999), "Identifying Influential Attributes in Freight Route/Mode Choice 
Decisions: A Content Analysis". Transportation Research, Part E 36, pp. 41-53. 
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7.4.2 Objectives of content analysis 
As mentioned earlier, this chapter aims to identify attributes or issues that are influential to 
the Trans-Siberian Railway market in relation to the Baltic States. Therefore, the first 
objective will be to identify such factors and examine the level of their importance to the 
Trans Siberian railway market, using content analysis. The second objective is to identify 
the markets that influence or will influence in the future, the movement of containers 
through the Trans Siberian railway. 
Moreover, the results derived by the content analysis will be used in order to form a set of 
statements, which will be presented to the container transit experts of the Baltic Sea, 
Russian and Far Eastern Regions, in order to derive policies that can: a) contribute to the 
optimization of the Trans-Siberian railways and, b) assist the Baltic States to attract higher 
volumes of containers coming from Russia. However, the primary focus of this chapter is 
to provide a quantitative perspective on the manual literature review. 
7.4.3 The methodology of content analysis 
7.4.3.1 Research question and hypotheses 
As with the most research methods, the starting point for applying content analysis is the 
identification of a research question and hypothesis. In this case, this is the identification of 
the main issues or variables governing the Trans-Siberian railway market, and 
consequently, the role of the Baltic States ports in the Trans Siberian Rail market. These 
issues or variables will derive from the dominant content categories that will be identified 
through the analysis of a sample database of literature. 
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7.4.3.2 Selection o[Sampling 
Once the research question is formed one should select a sample and code the text into 
manageable categories. However, the sample selection involves a series of decisions to be 
made, mainly concerning the number of sources, and the time period constraints. For the 
specific study a sample was drawn, including sources such as: journals, newspapers. 
magazines, articles, reports, conference papers, books, and Internet sites. The reason for 
covering such a large area of information was based on an attempt to have a variety of 
sources derived from all over the world so that the data is objectively presented so the 
results can be more accurate. Another reason can be found in Carney's (1972) statement: 
'The greater the sample of data, the less the risk of sample errors' 8. 
One should be aware that in the content analysis for this research, any transport/railway 
issue deriving from the data could form a principal source document. Moreover, there are 
many instances where a particular source may address a number of issues that may not be 
that relevant to the research que stio n9 . Therefore, at this point it was decided to apply a 
certain degree of selectivity, in sections of the source texts that are central to the research 
interest, bearing in mind, according to Weber (1990), the need to ' .. preserve the semantic 
coherence of text units' 10. 
The sampling strategies include: simple random sampling, systematic sampling and 
stratified sampling. In this study simple random sampling has been selected, because it is 
the most widely employed method, and most recently used in the transportation sector by 
Cullinane and Toy (1999). 
8 Carney, T., F., (1972), "Content Analysis: A Technique for Systematic Inference from Communications", 
1 st Edition, Published by B. T. Batsord Ltd, London. 
9Cullinane, K., and Toy, N., (1999), "IdentifYing Influential Attributes in Freight Route/Mode Choice 
Decisions: A Content Analysis", Transportation Research, Part E 36, pp. 41-53. 
10 Cullinane, K., and Toy, N., (1999), "IdentifYing Influential Attributes in Freight Route/Mode Choice 
Decisions: A Content Analysis", Transportation Research, Part E 36, pp. 41-53. 
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Data relating only to the container movement via the Trans Siberian railway has been 
included in this analysis. 
7.4.4 Coding scheme 
7. 4. 4.1 Recording units 
Once the sample has been drawn, the next step is to define the recording units. The 
recording unit is one of the most fundamental decisions to be made in content analysis. 
Recording units are concerned with defining the basic unit of text to be classified II. 
Frankford-Nachmais and Nachmais' (1996) classify five commonly used types of 
recording units, single words or terms, themes, characters, paragraphs and items12. 
In this research, data was collected using two different recording units. The 'single words 
or terms' recording unit, and 'items' unit. The single words or terms method, requires that 
the researcher code each word or term within the text. This is the most commonly used 
method in content analysis, because it is considered to be more reliable and clear, 
compared to the other methods. The process of counting the frequency of a single word or 
term occurrence (defined as manifest) is considered to be a very reliable method. 
'If due considerations are not given to the context in which the recording unit appears, 
however, reservations will exist over the extent to which the inferences may realistically be 
drawn from the data' 13. 
Robson (1993) suggests that when this is the case, it is necessary for one to consider the 
context unit. Context unit has been defined as: 
'the largest body of text that may be examined when characterizing a recording unit' 14. 
II Weber, R., P., (1990), "'Basic Content Analysis", 2nd Edition, Published by Sage Publications, London. 
L? Frankfort _ Nachmais, C., Nachmais, D., (1996), "'Research Methods in Social Sciences", 1 SI Edition, 
Published by Arnold. London. 
\3 Cullinane, K., and loy, N .. (1999), "Identitying Influential Attributes in Freight Route; Mode Choice 
Decisions: A Content Analysis", pp. 47, Transportation Research. Part E 36. 
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The second recording unit used in this study, was the item method. In this case the who Ie 
document is under analysis, and: 
'In terms of the relative emphasis placed on each category, a judgment was made as to the 
overall message conveyed by a source document. In this way "the "latent" (underlying) 
content complements the mechanistic analysis of the manifest content' 15. 
If one manages to combine both the manifest and latent content within the same content 
analysis the researcher can achieve a higher level of reliability because if both methods are 
employed reasonably, the conclusions drawn from both should broadly agree 16. 
7.4.4.2 Category construction 
As Carney (1972) states, there are no rules for forming categories 17. Moreover as Bailey 
(1994) states: 
'Only by letting the categories emerge from the documents to be analyzed can the goals of 
mutual exclusiveness and exhaustiveness be met. Categories constructed without prior 
inspection of documents would no doubt exclude many important categories and include 
many that are superfluous or unnecessary,18. 
Therefore, the starting point prior to forming any categories was to inspect a sub-sample of 
randomly chosen texts. This way every possible category that might emerge from the sub-
sample can be included, 
'with the specification of each category becoming increasingly fine-tuned as the revieVl' 
b . ,19 ecomes more extensive . 
l.t Frankfort - Nachmais, c., Nachmais, D., (1996), "Research Methods in Social Sciences", I sl Edition, pp. 
327, Published by Arnold, London. 
15Cullinane, K., and Toy, N., (1999), "Identitying Influential Attributes in Freight Route/Mode Choice 
Decisions: A Content Analysis", pp. 47, Transportation Research, Part E 36. 
16 Berg, B., L., (1995), "Qualitative Research Methods for the Social Sciences", 2nd Edition, published b) 
Allyn and Bacon, Boston. .. . " 
17 Carney, T., F., (1972), "Content Analysis: A Technique for SystematIC Inference from CommUnIcatIOns, 
I sl Edition, Published by B. T. Batsord Ltd, London. 
18 Bailey, K., D., (1994), "Methods of Social Research", pp. 307, 7th Edition, Published by Wads\\orths Co., 
New York. 
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However, because clear-cut issues are the ones which gIVe the best findings20, it was 
decided that this study would include a certain number of mutually exclusive categories. as 
derived from the sub-sample inspection, in order to avoid the possibility of spurious 
results, and to examine the text for very specific variables, whilst staying focused on the 
task. 
Moreover, in order to establish a high level of reliability and validity in the coding, the co-
operation of one other researcher was required21 • Furthermore, in order to avoid any 
ambiguities among the researchers, Sarantakos (1993), suggests that coding errors can only 
be minimized and not eliminated, and he proposes 80% as an acceptable margin in order to 
establish a satisfactory level of reliabiliti2• The categories adopted in this research. 
through the process described above, are summarized in Table 7.2. 
All the categories included in the table below are one way or another influential to the 
Trans Siberian Railway market, either because they are part of this market or because they 
have affected the Trans Siberian Railway internally (such as the TSR reconstruction and 
TSR unreliability categories). 
19 Cullinane. K., and Toy, N., (1999), "Identifying Influential Attributes in Freight Route/Mode Choice 
Decisions: A Content Analysis". Transportation Research, Part E 36, pp . ..t I-53. . . .. 
~() Carney. T., F., (1972), "Content Analysis: A Technique for Systematic Inference from CommunicatIOns. 
1'1 Edition. Published by B. T. Batsord Ltd, London. .., ~ . 
21 Cullinane, K., and Toy, N., (1999), "Identifying Influential AttrIbutes In Freight Route/Mode ChOIce 
Decisions: A Content Analysis", Transportation Research, Part E 36, pp. 41-~3. 
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Table 7.2 
The Creation of Categories and their Relationship to Underlying Attributes 
Category 
11. TSR Reconstruction 
1
2
• 
Korean Market 
13. Japanese Market 
r' 
Chinese Market 
t· USA Market 
1
6
. 
TSR Unreliability 
1
7
. 
Finnish Market 
Is . Kazakhstan Market 
9. BAM (B aikal-Amur railwa y) 
110. Container flows 
7. 4. 4. 3 Systems of enumeration 
Variables/Terms covered b~' category 
Reconstruction of the TSR, repairs of the TSR, 
development of TSR, rail links, foreign investment 
Korean rail connections with TSR, Korean container 
market, Korean container transit, competition 
Japanese container market, Japanese projects and 
agreements with TSR 
Chinese containers via TSR, Chinese container 
market, projects with TSR 
USA, Pacific region container movement via TSR, 
agreements with TSR. 
IStrikes, accidents, blockage 
Finnish market, railway connections to TSR, 
container volumes by rail and sea 
IKazakhstan container market 
BAM alternative route benefits 
Movement of containers via the TSR, container 
routes to western Europe for TSR containers. 
I 
I 
I 
I 
Both Baily (1994)23 and Weber (1990)24 provide a detailed analysis of all ysterns f 
enumeration available to a researcher. However among the sy terns a ailabl t a 
2_ arantak , ., (1993)," ocial R earch" 1 51 Edition Publi hed by Macmillan Pu Ii ati n, u tralia. 
B Bai l ,K., D. ( 1994, "Method f ial Re earch 7m Edition, Publi hed b Wad w rth w 
Y r l\.. 
24 W ber, R. P., (1 90), "Sa ic ont nt naly i ",2nd dition, Publi h d b ag Publi ati n , L nd n. 
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researcher, the following four are the most commonly applied systems of enumeration: 
appearance, intensity system, frequency, and time-space. 
The system of enumeration is considered to be the most widely applied approach in content 
analysis. A researcher can analyze texts by examining the highest frequency words. 
Employing this system means that every occurrence of a recording unit is counted25 . One 
of the most obvious assumptions usually made in this system is that 
'the most frequently appearing words reflect the greatest concerns ,26. 
In this study the frequency system was employed because: a) the intention of this research 
was to achieve a range of influential issues/attributes concerning the Trans Siberian 
railway market. Therefore adoption of a manifest content (frequency of single word 
occurrence) analysis seems the most appropriate. In addition, the latent content (the largest 
body of the text that may be examined when characterizing a recording unit, such as an 
article) was adopted in order to ensure that any inferences drawn from the manifest 
analysis are realistic. In addition: 
'By analyzing latent content at the level of the whole document, any obvious distortions 
caused by assumptions should become apparent' 27 • 
Moreover, one should be aware that since an 'item' unit system was also used, its results 
would be analysed based of the appearance of the 'item' in the text. 
7.4.5 Content analysis Results 
As one can see Table 7.3 presents the summary statistics as derived from a manifest 
content analysis of 399 articles found in various journals (including academic). internet 
25 Adams, W., and Shriebman, F., (1978), "Television Network News: Issues in Content Research", 
Published by Washington University Press, Washington, OC. . . . 
26 Weber, R. P., (1990), '"Basic Content Analysis", 2nd Edition, pp. 51, PublIshed by Sage PublIcatIOns, 
London. . _'"" h. 
27 Cullinane, K., and Toy. N., (1999), "Identitying Influential Attributes in FreIght RouteiMuue C olce 
Decisions: A Content Analysis", pp. 47, Transportation Research, Part E 36. 
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sites and newspapers, relevant to the Trans Siberian railway subject area. Appendix 3 
contains various journals used for this analysis as well as the number of articles found 
relevant to the construct under investigation. However, in order to proceed to the analysis 
of these articles, an enumeration system must be adopted. 
Table 7.3 
Summary Results of Manifest Analysis Using the Word or Term Enumeration 
Measure 
Category 
!BaltiC States Market 
! 
IBAM I 
IChinese Market I 
IFinniSh Market I 
IJapanese Market I 
!Kazakhstan Market 
! 
IKorean Market I 
ITSR Reconstruction I 
[container Flows 
! 
~SR Unreliability I 
IUSA Market I 
Total 
I 
Number of 
mentions 
45 
38 
68 
49 
132 
36 
1012 
53 
32 
350 
29 
1844 
! 
I 
[ 
I 
I 
! 
I 
I 
! 
I 
I 
I 
Percentage of total 
mentions 
2.4 
2.0 
3.6 
2.6 
7.1 
1.9 
54.8 
2.8 
1.7 
18.9 
1.5 
100 
R nn k 
I 7 
[ 8 
I 
I 4 
I 6 
[ 3 
! 
I 
9 
[ 1 
I 5 
! 
10 
" 
2 
11 
The Korean Market was found to be the most important issue when determining th mam 
i ues influencing the Trans Siberian Railway market. Indeed while conducting th nt nt 
analy is the Korean market appeared to be a major is ue and cl ly r lat d t th Rand 
th Baltic tat ,mainly due t the i ue of the re-e tabli hm nt fan w r il nn ti n 
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between South and North Korea and its impact upon the transit of containers by the TSR. 
In addition, the existing movement of Korean containers via the TSR and the Baltic States 
ports of Riga and Klaipeda to Western Europe was an additional factor. 
Surprisingly, the unreliability issues governing the TSR were the second biggest category 
that appeared in the results in Table 7.3. The unreliability of the TSR is an issue that 
appeared to concern a number of potential foreign investors. In the past a number of strikes 
and accidents cost companies using the TSR a great deal of time and money. Moreover, the 
issue concerning the security of containers was another matter commonly mentioned in a 
number of articles. 
The Japanese market was the third major issue derived from content analysis. This was a 
very interesting result. As mentioned earlier in this report the first agreement signed for the 
movement of cargo via the TSR was between the USSR and Japan. However in the last 
decade Japan has been rather apprehensive with regard to resuming shipment of containers 
to Europe via the TSR mainly because of the negative experience they had nearly a decade 
ago where Japanese operators suffered losses due to the inefficiency of the TSR28. 
The Chinese market was the fourth main issue. The new railway line (Primorye line) 
connecting key segments of Russia and China was established in 200029. However, China 
can use alternative routes for the movement of containers to Europe, mainly via the Inland 
route (Chapter four), but the costs for customs and the crossing of several borders, makes 
TSR more appealing due to the fact that it is cheaper and faster. 
The fifth main issue was reconstruction of the TSR. The reconstruction of parts of the TSR 
is a process which started in 1999, and was still incomplete in 2001. However. in 2000 the 
new railway line (Primorye line) connecting key segments of Russia and China was 
28 Pak, M .. S., and Kim, T., Y., (1996), • A Plan for Co-operation in Transport Between South and North 
Korea', Transport Reviews, Vol. 16. No.3, pp. 225-241. 
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established, offering the opportunity for TSR operators to reach the rest of China and 
beyond30. 
The sixth major issue derived from the content analysis related to the Finnish market. At 
the moment the Finnish market is a very favorable market for Russia. This is due to the 
good political relations between the two countries, and the fact that 800/0 of the containers 
moving via the TSR are heading to Finnish ports for transit or storage31 . However, the 
costs involved are rather higher when compared with the Baltic States ports. 
Last but not least, the Baltic States was an important market that was ignored in the past 
due to lack of transport infrastructure, safety and organization. However, according to 
many articles the Baltic States is steadily increasing its share in the TSR market as well as 
Eastern and Western Europe as a whole. This is mainly because the three Baltic States of 
Estonia, Lithuania and Latvia, have managed in the course of ten years (since their 
independence), to improve their economy, to integrate into the concept of an open market, 
improve their transport infrastructure (mainly in sea transport) and restore their negative 
image to customers. 
In addition to the manifest analysis presented, a latent analysis was conducted in order to 
achieve more accurate results. By applying content analysis on the basis of an item unit of 
analysis, the articles were classified according to the main themes influential to the Trans 
Siberian railway study. Table 7.4, shows the results of the latent analysis, using the item 
unit of analysis. 
This use of item unit analysis is considered to be a more subjective approach because the 
researcher is called to use his judgment into which category the main theme of an article 
should fall. However, in this study, one has to be aware that, any article where the main 
2') Containerisation International, U 999), 'China/Russia Freight Corridor Near', September. 
'll The Russian Journal. (2001). 'Sino-Russia Ties that Bind'. June. 
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theme was not obvious or where more than one theme was found the article in question 
has been excluded from the analysis. 
Under this measure of content, it is important to notice that the main seven categories 
derived from the previous method of analysis do not match exactly with the results of the 
item units analysis. However, the two top categories in this analysis match the top two 
categories in the manifest analysis, and this is a clear indicator that the Korean market and 
the unreliability of the TSR are two very important issues that need careful examination. 
Figure 7.4 
Summary results of latent analysis using the item unit of analysis 
(Includes only articles where a dominant theme could be identified). 
IBaltic States Market 
I 
24 I 8.1 I 
IBAM , 12 , 4.0 , 
'Chinese Market I 19 I 6.4 , 
'Finnish Market , 23 I 7.8 I 
IJapanese Market I 
21 , 7.1 , 
'Kazakhstan Market , 8 I 2.7 , 
IKorean Market , 84 , 28.5 , 
'Reconstruction I 22 I 7.4 [ 
fContainer flows , 11 [ 3.7 I 
I fU nreliability I 65 , 22.1 I 
rUSA Market I 5 , 1.7 I 
Total I 294 r 100 I 
9 
7 
4 
6 
10 
1 
5 
8 
2 
11 
In addition~ what is interesting is the fact that the Baltic States market i third in ranking 
and this indicate that thi i an important part of the Trans Siberian Railway mark t. 
I I Zurek, J, (200 I), , 
P land. 
f eap rt in Region D elopm nf , Publ i h d b th 
1 8 
an k 
On the contrary the Chinese market category is seventh in latent analysis and this leads one 
to conclude that although there were not many articles referring to this issue, the issue 
itself was mentioned many times within those articles where the dominant theme was the 
Chinese market. 
Moreover, it is rather interesting to see that the rest of the category results do not quite 
match in ranking the results of the word enumeration measure. Likewise, it is worth 
mentioning that all the categories are still present under this method, and none of them has 
been excluded in any content analysis approach. This is important because when Cullinane 
and Toy (1999), applied the item unit analysis, five of the pre-defined categories that they 
formed, dropped out, one of which was included within the main five categories of the 
results of manifest analysis. 
The results of the varIOUS forms of content analysis employed in this study, generally 
confirm what was expected to be the most important issues concerning the Trans Siberian 
railway in the context of the Baltic States ports. However, the issue of unreliability was not 
expected to have such an impact. 
This means that most attention was paid to the seven dominant categories derived by latent 
analysis, concerned with unreliability of the Trans Siberian Railway, and the influence that 
the Far East and Baltic Sea markets have upon the Trans Siberian railway. In addition, the 
three categories concerning Kazakhstan and USA market as well as container flows, were 
not ignored, but were used to form a small number of questions within the statements. The 
reason that the remaining three categories would be used, later in this research f()r creating 
a set of statements, was because all the categories found, were relevant to the construct 
under investigation and thus of some importance to the research. 
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More specifically, the Kazakhstan market is important for the TSR market, because based 
on information obtained while conducting content analysis, the railway system of this 
country is not only connected with the TSR, but also all three Baltic States are in the 
process of reaching agreements with Kazakhstan, for the movement of Kazakhstan 
containers via the TSR and the Baltic States ports, to Western Europe. 
In addition, based on information collected while conducting content analysis, the USA has 
undertaken studies and examined the possibility of constructing a rail tunnel connecting 
Alaska to the TSR. Such plans can influence positively the TSR market and subsequently 
the Baltic States market. 
Likewise, there are container flows that move via other Asian countries to Europe whilst a 
lot of the TSR container flows to Central Europe are handled by Poland and Germany. This 
kind of information is important to the research because it can contribute to collecting 
information that can later determine the formation of policies for the Baltic States. 
However, the category concerning BAM was dropped because the Baikal-Amur railway 
only involves the movement of coal and oil, neither of which was relevant to this research. 
The results of the two different forms of content analysis employed in this study, generally 
confirm what most would expect to be the important issues concerning the Trans Siberian 
railway in the context of the Baltic Sea ports. 
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CHAPTER EIGHT 
SCALING DEVELOPMENT 
8.1 Introduction 
By now the Content Analysis has established the main issues related to the construct under 
investigation. This is very important because if the researcher does not determine the main 
issues or themes related to his/her project, he/she will not be able to move on to the next 
stage of the research. This chapter aims to provide insights into scaling development and 
more specifically an analytical presentation of the creation of the scale that will be 
presented to the experts of the Baltic Sea, Russian and Far East region. The table below 
presents the advantages and disadvantages of the scaling methods. 
Table 8.1 
Advantages and Disadvantages of the Scaling Methods 
Ad"anta~es of Scaling l\'lethods 
'- ~ 
• Efficiency. 
• Easy to use. 
• Inexpensive. 
• Readily available. 
Disadvantages of Seeding 1\Iethods 
• Since they deal with predetermined 
questions and problems, they may not be 
exactly or completely suited to all the 
specific characteristics of the problem one 
• Takes very little time or energy is faced with. 
on the part of either the • Tend to be broad banded and tend not to be 
practitioner or client. very direct measures of a problem. 
• Easy to administer and score. 
r Source: http://'''v''.uieedu/ciasses/soc''/soew560/SCALING/SldOII .htm _____ _ 
8.2 SCALING DEVELOPMENT FOR THE BALTIC STATES REGIO 
Pri r t taking any d ci i n relat d t the election of a meth d fI r 11 cting d ta r th 
d vel pment f a cal a r arch r has t clarify what th cal i call d t m ur . hi 
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project aims to measure the opinion of the experts on issues, derived earlier from content 
analysis, related to the role of the Baltic States ports in the Trans Siberian Rail market. 
Even though, there have been many scales developed over the years to measure a variety of 
different constructs, there has not been any specific scale developed that measures the 
opinion of experts on the role of the Baltic States ports in the Trans Siberian Rail market. 
Therefore, the author had to create her own scale. 
Devising a completely new scale that would be capable of identifying the construct under 
investigation was very time consuming. Hence, the author had to make sure that she would 
develop a scale in order to reduce any possible errors that might occur at a later stage of the 
research related to the quality of the scale. 
Once the construct to be measured has been determined, the next step is to choose a target 
population. For this project the target population would be industry, government, 
academics and journalist experts from the Baltic Sea Region, Russia, CIS States and the 
Far East. 
The next step is to decide the kind of method for the collection of data to be used. Since 
this research aims to identify experts opinion questionnaires seem to be the most 
appropriate method for the collection of data. However, before moving any further, one 
should keep in mind that: 
"There is no golden formula which, if slavishly adhered to, will ensure success and fend 
of! all potential criticisms, Almost inevitably, the researcher will need to apply discretion, 
make Irade-offs and exercise judgement when producing and implementing a 
• ., 1 quesllOnnalre . 
I Denscombe. M .• (1998). "The Good Research Guide', lsi Edition, pp. 87, Published by Open Uni\ersity 
Press, Buckingham-Philadelphia. 
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Nevertheless, in order to succeed in measuring this construct, it is essential to form a poo I 
of items. The reason for choosing a multi-item measure is based on the fact that: 
'Where there is an underlying central conceptual entity, with a number of facets, a single 
question can not tap all the facets ,2. 
Usually the items of information derive from conventional literature review documents , 
such as, questionnaires, reference texts, other reports, articles, or by interviewing 
knowledgeable people, for the kinds of infonnation associated with each variable3. 
Nonetheless, in this project, it was decided that the pool of items would emerge from the 
categories derived from Content Analysis. 
This way the author would be able to form a set of items that is more likely to have a 
higher level of validity and reliability. Another reason for the use of the themes derived 
from content analysis is the fact that these themes or categories have been, after 
collaboration with another colleague, tested and have achieved 80% reliability. The 
author's colleague ran a content analysis on the researcher's construct under investigation 
and determined that the results from both analysis have a reliability of 85%. 
This way the author can assume that the items that would emerge from these categories 
would be considerably valid and reliable and would not disturb the internal consistency 
and coherence of the scale under development. However, all the necessary tests that 
determine the quality and reliability of the items and the scale itself, will be conducted later 
in this chapter. 
At this point it should be emphasised that the scale would include items that might not look 
very closely related to the Baltic States ports but rather more closely related to the Trans 
2 Loewenthal, K., M., (200 I), . An Introduction to Physiological Tests and Scales"" 2nd Edition, Published by 
Psychology Press Ltd, London. 
3 http://www.ndu.edu.nduJirmcJmop98/m22-02.html 
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Siberian Railway as an export route for containers in transit from Russia and Far East. This 
is because content analysis has shown that issues related to the unreliability or 
reconstruction of the TSR can influence subsequently the potential role of the Baltic 
State's ports as a gateway market for the TSR containers. 
In addition, the categories related to the Far East market are expected to have an impact 
upon the Baltic States as a gateway market because as presented in chapter 3 there is 
transit of containers from Far East via the TSR to the ports of Riga and Klaipeda. 
Moreover, the categories of the Finnish and Baltic States markets have been merged, 
because one of the objectives of this research is to examine the potential of the Baltic 
States ports in the TSR containers market, in competition with the Finnish ports. Table 8.2 
illustrates the categories as derived from Content Analysis and the items emerging from 
them. 
Table 8.2 
Items Emerged by Content Analysis 
Category Itenls Emerging fronl Each Category 
Reconstruction 
• 
• 
Reconstruction of TSR will improve the state of efficiency of the TSR and reduce freight 
charges. 
The modernization of the TSR could lead to the creation of an international rail network 
with the Baltic States, creating a new market that can attract more cargo moving from the 
Far East to Western Europe. 
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Korean Market 
• The reconstruction of the rail link across South and North Korea will lead to a connection 
with the TS~ which would allow Russia to become a transport bridge between South and 
North Korea's export-driven economy with the Baltic States and Western Europe. 
• The reconstruction of a rail link across South and North Korea with the TSR would 
dramatically reduce the cost and time needed for moving containers from the Korean 
peninsula to Russia and Western Europe. 
• Rival competition from China and Mongolia could lead to re-routing the Korean container i 
flows though their borders to Western Europe. 
Japanese Market 
I !. The construction of a Europe-Russia- Japan corridor would be of strategic importance 
because it will secure a maximum use of the TSR and the Baltic seaports. 
• Japanese companies will continue moving containers via the deep-sea route to Western and! 
Central Europe, if the TSR rates are not competitive enough. 1 
• Japan is rather apprehensive with regard to resuming shipment of containers to Europe via 
TSR due to the negative experience they had 12 years ago due to the inefficiency of the 
TSR. 
Chinese Market 
I. The new line between Russia and China can become a bridge for Russian companies to 
I 
connect China with European markets. 
• The trade between the two countries will rise because of this new line. 
USA Market 
• Projects providing for a link-up of Russia"s TSR with railways in North America will play 
a prominent role in promoting the East European economy of the 21 st century. 
The agreement between TSR and Alaska shows that the potential for transportation of 
containers in the former USSR region is huge. 
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• 
• 
The Baltic ports are efficient, secure, cost effective, and ice free. Therefore, they can 
compete with Finnish ports and re-route a high share of these container flows to the Baltic 
ports. 
Baltic States can dominate as transit ports for container flows moving via TSR to Western 
Europe. 
--~'-- --------~-----------~---.------~---- - '- ----- .---.--------
Unreliability 
• The Russian Ministry of Railways would have to adopt policies in order to avoid such 
incidences happening again because it can result in losing clients as in the past. 
• The Russian Ministry of Railways would have to focus on re-establishing the old glory of; 
the TSR in order to attract more investors and increase container flows. 
Container Flows 
• Russian companies can reroute some of these flows to Vostochny port and then via the! 
TSR to Baltic ports heading for Western Europe. 
• Baltic State's operators would be able to compete if they offer lower prices. 
Kazakhstan Market 
• A unification of the Russian and Kazakhstan transport routes may provide a base 
for several projects, profitable for both countries as well as for the Baltic States, 
which would be able to use Russian and Kazakhstan territory for transit. 
As mentioned earlier, the length of the scale should not be very short or long. However. 
since the aim of this project is to extract the experts' opinion of the potential of the Baltic 
States ports of the Trans Siberian Railway, the scale should be quite long in order for the 
respondents to assign meaning to the results. However, the scale should not be over long in 
order to avoid placing any burden on the respondents. From the researcher"s point of view 
the most appropriate length is to employ a longer scale because the respondent" s opinions 
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are vital in establishing a reliable outcome for the ultimate aim of adopting policies for the 
Baltic State region. Hence, the researcher has decided that all 19 items would be included 
in the scale, even at the risk of causing discomfort to the participants. 
Once the pool of items had been drawn up , the author decided before continuing any 
further with scale development, to ask three academics and one research student 
knowledgeable with the Baltic Sea Region, to go through the nineteen items presented 
above, and state whether there were any readability problems. 
Once the results showed that all items were clear, the format for measurement had to be 
determined. After examining the advantages and disadvantages of all the scaling methods 
analysed earlier and considering the needs of this research, the Likert Scale was chosen as 
the most appropriate format, suitable to meet the needs of the construct under 
investigation. There are a number of reasons for selecting Likert Scale from other formats. 
These are: 
• 
• 
• 
• 
• 
• 
• 
• 
It is one of the dominant methods of measuring social and political attitudes. 
I t is very easy to develop. 
It can produce scales with high level of reliability and validity. 
It is relatively inexpensive. 
No judges are used to rank the scale statements, and therefore it is not that time 
consummg. 
The writing of items is straightforward. 
It can be treated as an interval scale which is important because then the author 
can use parametric tests, which are more reliable tests. 
It is usually quick and easy for respondents to complete and typically does not 
induce complaints from them. 
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Since the characteristics of the Likert Scale have been analysed earlier, at this point the 
structure of constructing the scale is presented. The Likert scale provides a way for 
respondents to qualify varying degrees of agreement or disagreement with the given 
statements. These should be items that can be rated on a five 1-5 or 1-7 scale. The example 
below is one most commonly used Likert Scale: 
Strongly Agree Agree Neutral Disagree Strongly Disagree 
5 4 3 2 1 
However, in 1975 Worcester and Burns showed that it is also possible to use a forced-
choice response (0-4) scale with an even number of responses and no middle neutral or 
undecided choice 4• 
One can see below the format of the item scale: 
Strongly Agree Agree Disagree Strongly Disagree 
4 3 1 o 
Initially, the author decided that the 4-point scale would be used as a value list. In this 
case, the respondents would be forced to decide whether they lean more towards the agree 
or disagree end of the scale for each statement. Originally, it was thought that the four 
point scale could contribute towards avoiding any problems in defining the clarity of the 
meaning of the total score of an individual respondent. This concern was mainly based on 
the fact that many patterns of response to the various statements might have produced the 
same score when more options were available5. 
~ http://marketing-bulletin.massey.ac.n:zJarticle~/research3b.asp . , .. 
5 Burns, R., 8., (2000), 'Introduction to Research Methods', 4th Edition, Published by Sage PublicatIons, 
London. 
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Moreover: 
'r~sorting to a scale without a mid-point seems to help alleviate this social desirability bias 
without changing the direction of opinion,6. 
However, after consuhing a professional statistician, the author decided to use the 1 -5 
scale. This was due to the fact that the 1-4 scale has not been tested sufficiently and 
therefore there was no example of how to apply it or even analyze the results. In addition, 
1-5 is the most widely accepted and used scale. Moreover, the ultimate aim of this research 
is to see how the experts respond to different items and not to push them in any extreme 
direction because then the results may not reflect actual opinion. Appendix 4, contains a 
copy 0 f the scale with all 19 items included. 
Once the format was designed a number of experts were asked to review the pool of items 
in order to establish its relevance to the construct. The sample of respondents for this 
project included: shipping and railway companies, port authorities, forwarders, government 
bodies, academics, and journalists, who are closely related to the Baltic States, Russian and 
Far East regions. More details about the participants will be provided in the next chapter. 
The questionnaires were mainly sent through the post. This generally involved a large-
scale mailing, covering a wide geographical area of the Baltic States, Russia, Finland, and 
the Far East. However, usually the proportion of people responding to postal 
questionnaires is quite low (10-15%)7. 
The stage for the collection of data lasted nearly one year and during this time period, 43 
questionnaires were collected in total. Although, one might think that 43 is a rather small 
sample, one should bear in mind that the experts who are closely familiar with the issue 
() http://marketing-bu\leti n. massey.ac.nziarticle2/research3 b. asp . . . 
7 Denscombe, M., (1998), -The Good Research Guide', 1st Edition, pp. 87, Published by Open UOIverslty 
Press. Buckingham-Philadelphia. 
179 
under investigation is rather small as well. In general terms, the sample obtained for this 
research is considered to be very good. 
The next phase of scale development was to insert the responses for every statement from 
those 43 experts into the SPSS 11.5 computer package, in order to establish the inter-
correlation of the items, by analyzing the correlation matrix. The reason for choosing SPSS 
was because it is a widely accepted computer package and it is easy to use compared with 
other alternatives. This procedure would result in poor items being discarded8. As was 
mentioned earlier, in step seven on how to create a scale, there are various methods 
available to a researcher in order to examine the correlation matrix : Reverse scoring, I tem-
scale correlations, Item variances, Item means, and Coefficient alpha. The most important 
and reliable methods are the Item-scale correlations and the Coefficient alpha, whereas the 
remaining methods are used usually in the case when a researcher wishes to double check 
results. 
Therefore, this study analyzed the correlation matrix by using the Item-scale correlations 
method. The main reason for looking at the Item-scale or Item-total Correlations, is in 
order to detennine which items are statistically responded to in the same manner and are 
thus (theoretically at least) measuring the same construct, which in this study is the opinion 
of the experts on certain issues related to the role of the Baltic States ports in the Trans 
Siberian Rail market. Appendix 5 presents a table indicating the number of participants 
that responded to all the statements, their occupation and the scores that have been given 
for each one of the items. One must keep in mind that each number indicates a level of 
agreement starting at 1 (strongly agree) to 5 (strongly disagree). Once all these scores have 
been inserted in the SPSS 11.5 package and the Item-total Correlations test has been 
perfonned, SPSS provides automatically the correlation matrix as shown in Appendix 6. 
The Item-total Correlations are given in the very last column of the correlation matrix. A 
8 Jackson. c.. (' 996), 'Understanding Psychological Tests'. Published by BPS books. Leicester. 
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correlation co-efficient of above +.3 is acceptable. On the contrary if there is a correlation 
below +.3 it is considered to be too weak to constitute a good relationship with the o\erall 
scale theme and it suggests that the item is measuring something other than what the 
researcher had intended. Out of the total 19 items originally chosen for this research, only 
those items that have a good Item-total Correlation co-efficient must be selected. However 
these items also need to have a significant Item-total Correlation co-efficient at p<.05 or 
.01. In the correlation matrix this is always represented by a small single star (for <.05) or 
double star for «.01) next to the Item-total Correlation for every item. So, by looking at 
the results only these items that have a correlation co-efficient above +.3 and one or two 
stars attached to them qualify as acceptable items and should be included in the scale. This 
means that all the items included in the analysis, except items six, seven and sixteen, can 
remain in the scale. The three negative items must be excluded from the final analysis that 
would result in forming policies for the Baltic States region. 
Another quick and easy way to establish if items are acceptable or not, is to look at the 
histograms of the items. A histogram is designed to illustrate the frequency with which the 
respondents have picked each of the researchers' response options. The reason for looking 
at the histograms is because we wish to see which items were responding in a varied way 
(a flat histogram where all the answers are equally distributed is good, because it means 
that the researcher has equal number of respondents in each category). Appendix 7 shows 
the histograms for the 16 good items. As one can see from all the 16 histograms illustrated 
in Appendix 7, there are no flat histograms and this indicates that the respondents' answers 
are not equally distributed for each category option. This is not necessarily bad because 
one should keep in mind that this research aims to collect experts' opinions in order to 
form a set of policies for the Baltic States region. That means that if for an item most 
respondents have selected the same option. (for example, the agree option) this helps the 
author to form an idea of what the final policies might include and indicate. More 
specifically, the author can more easily extract infonnation from an item that. t{)f example. 
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most of the participants have agreed wit~ rather than if they have taken a neutral position 
and therefore the author can make more assumptions about the final policy outcome. 
Nonetheless, although this might be a quick and easy method to see the way that the 
participants are responding to each item, one should not rely on this method as the primary 
source of decision making. 
The next step was to conduct an item variance in order to make sure that the items included 
in the scale are good discriminators. The same package (SPSS) was used in order to 
determine the variance of each one of the remaining 16 items. As noted earlier in this 
chapter a high level of variability means that people are responding in a different way to an 
item. However, if the variance amounts to zero, then this will indicate that all the 
participants are responding in exactly the same way. In Appendix 8, one can see the results 
of the item variance. 
These results indicate that there is not a high level of variability in the way that the experts 
respond to an item. However, one should be aware that such a result was expected, due to 
the fact that in order to run the item variance technique one must have a large sample so 
the item variance technique can peak at the differences of variability of items. But in this 
study where the sample is large, it is more difficult for the item variance technique to pick 
up any high differences among items. 
Therefore, in order to establish consistency and reliability a co-efficient alpha technique 
was adopted. This parametric technique is very powerful compared with other non-
parametric similar techniques (such as Spearman Brown) due to the fact that the co-
efficient alpha or Cronbach's alpha looks at all the possible item pairs and calculates 
reliability based on them9. In a few words this statistical technique is used to determine the 
responding patterns of individuals to the items in an effort to determine ho\\· well the items 
l) Roberts, M., J., and Russo, R., (1999), . Analysis of Variance', 1st Edition, Published by Routledge. London. 
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correlate with each other. If they correlate well then the reliability must be over +.7, and 
therefore one can assume that all the items are statistically measuring the same construct. 
Appendix 9 illustrates the results of the co-efficient alpha conducted for this research. In 
the table presented in this appendix, there are several columns of infonnation hut the 
overall alpha level can be seen at the end. The reliability co-efficients show the overall 
internal consistency of this study'S scale. This number nonnally should be over +.7 and as 
close to 1.0 as possible. After running the co-efficient alpha for the 16 remaining items of 
the scale the results have shown that the reliability achieved is .836. According to De 
Vellis a co-efficient alpha between .8 and.9 is very good. However, in order to check if 
the three items removed earlier for the final analysis are indeed negative, another co-
efficient alpha was conducted, including this time all 19 items as originally presented. As 
one can see in the same appendix, this time the co-efficient alpha has dropped from .836 to 
.7985. Nevertheless, one can argue that since the total alpha is over. 7 and therefore still 
acceptable, why not keep the remaining three items? The answer would simply be that at 
least statistically, those three items have proven to be negative and not well correlated to 
the other 16 items and therefore, in theory should not be included in any further testing. 
Hence, those three items were not statistically analyzed any further together with the 
remaining 16 items. However, because in practice those three items retain some useful 
information they are analyzed in the next chapter separately in order to establish how the 
experts have responded to each one of them. 
In theory the next step would be to develop a new scale where only the remaining 16 items 
should be included, and then present the new scale to a whole new sample. However, in 
practice things are very different and more difficult than in theory. Firstly, although 16 
items were proven to be statistically good, the researcher wanted to include all 19 items 
originally formed because they are important to the research. In addition, the same sample 
for the analysis of the results as derived from Likert scale was wanted because it is very 
183 
difficult to find experts in the Baltic Sea, Russian and Far East regio~ who are closely 
familiar or working with the construct under investigation and are also willing to co-
operate. 
The initial 19 statements would be used with the help of statistical techniques to translate 
these different opinions of experts into quantitative terms and from there into policies for 
the Baltic States region. Nonetheless only the scores of the 16 good items would be 
included in the analysis in the next chapter. 
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CHAPTER NINE 
ANALYSIS OF THE RESULTS 
9.1 Introduction 
This chapter aims to analyse the results derived from the questionnaires collected, in order 
to provide the basis for future policies for the Baltic Sea region. The chapter is divided into 
three sections. The first section provides the background for the analysis, while section 
two provides a detailed analysis of the statistical techniques used, and the results found 
after applying these techniques. Moreover, the third section of this chapter provides a 
descriptive statistical presentation of each statement, followed by anecdotal data derived 
from the experts in the region. 
9.2 Section one: The Background to the Analysis 
The sample used for the purpose of this research included the majority of the maritime and 
railway related companies, forwarders, and insurers, operating in the Baltic Sea, Russian 
and Far Eastern region. Moreover, the same sample included government representatives 
from the Baltic Region, journalists and academics from various Maritime academies in the 
region. The population size of the experts in this region is not very big and thus 180 
questionnaires were sent by post, out of which forty-three responses were received, which 
is a 24% response rate. Although, this is considered to be a very good response rate in 
research terms, initially the author of this study expected a higher rate of response. 
However, the achieved response rate of 24% and sample size of 43 are considered very 
good compared to the percentage of response rates or the sample size in other logistic 
studies (12.8% by Mentzer (1992)1,150/0 by Murphy and Daley (1994)2, 1l.1% by Sum 
I Mentzer, J., T., Schuster, c., P., and Roberts, D., 1. (1992), 'Microcomputer Versus MainfTame Usage in 
Logistics', Logistics and Transportation Review, Vol. 26, No. ~. pp. 115-131. 
185 
and Teo (1999)3, sample size of 35 by Lancioni and Grashof (1995)-l). This can be 
explained better by examining the history of the region. After 45 years of Soviet control. 
the behaviour pattern of not being open to the outside world remains quite strong. In 
Soviet times, the companies were ordered not to give away any information related to their 
annual performance. This pattern has been changing slowly since the collapse of the Soviet 
regime, mainly due to the introduction of the Baltic States into a market economy. foreign 
investments and the influence of Western Europe culture. Nevertheless, there is still a 
sizeable number of people involved in the transport industry in this region, who are not 
willing to assist or co-operate with outside research. 
A month after sending the questionnaires, e-mails were sent to those experts who had not 
responded, in order to encourage them to co-operate. 
As far as the statistical techniques is concerned, as mentioned in the previous chapter, the 
Likert scale will be treated as an interval scale in order to allow the author to apply 
parametric tests. These tests include one-way Analysis of Variance and independent 
sample t-test. Both tests are widely used in social research and are very reliable and 
accurate. In addition, one should be reminded at this stage that even though all 19 items 
were included in the questionnaires sent to the experts, while conducting these parametric 
tests only the 16 items found to be statistically inter-correlated would be used for the 
analysis presented in the second section of this chapter. However, before moving any 
further, it is necessary to introduce and explain a number of concepts which are related to 
the analysis of the results and will allow readers to understand the outcome of the analysis. 
2 Purphy, P., R., and Daley, J., M., (1994), 'Logistics Issues in International Sourcing: An Exploratory 
Study" International Journal of Purchasing and Materials Management, p~. 22-27: .. , 
J Sum, C., c., and Teo, C, B., (1999), 'Strategic Posture of Logistics ServIce ProVIders In Smgapore_, 
International Journal of Physical Distribution and Logistics Management, Vol. 29, No.9, pp. 589-60~. 
-t Lancioni, R., and Grashof. J., (1995), 'Physical Distribution Organization and Information Systems 
Development: Their Status Among America's Business Firms', International Journal of Physical Distribution 
and Logistics Management, Vol. 25, No.7, pp. 265-273. 
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9.2.1 Dependent and Independent Variables 
Usually when a researcher adopts an experimental design he/she will have to manipulate 
the independent variable in order to measure any consequential alterations in the dependent 
variable, while testing a hypothesis5• If the experiment is performed properly it is assumed 
that the changes in the dependent variable are the results of the changes in the independent 
variable
6
. Nevertheless, the distinction between dependent and independent variables is not 
restricted only to experimental research, but can be found in correlational studies as we 117 . 
In this research, the type of the respondents (see Appendix 5), derived from the occupation 
of the experts is the independent variable. In addition, depending on the parametric test 
performed in this study, this independent variable can have different levels or groups, the 
largest of which is four (Industry, Academics, Government, Journalists), three 
levels/groups (Industry, Academics, Government/Journalists), or two (Industry, Non-
Industry). However, more about these levels /groups is provided later in this chapter. 
The dependent variables will be presented during the analysis of the results due to the fact 
that they might vary depending to the type of parametric test performed. For example, in 
different instances the dependent variable can be an item, a total score, or a group of 
variables. 
9.2.2 Within-Subiects and Between-Subjects comparisons 
Before a researcher moves into analysing the results of his/her survey, it is vital to make 
sure that a correct test is applied. There are two types of comparisons, which can determine 
the type of statistical test. The first type is based on the notion that: 
5 Foster, 1.,1., (1993), 'Starting SPSS fPC+ SPSS for Windows: A beginners guide', 2nd Edition, Sigma 
Press, Wilmslow, UK. . . . 
b Punch, K., F., (1999), "Introduction to Social Research' Quantitative & QualitatIve Approaches. Published 
by SAGE publications, London. . . , nd .. . 
7 F t J J (1993) 'Starting SPSS IPC+ SPSS for Windows: A Beginners GUIde, 2 EdItIOn. Publtshed os er, ., ., , 
by Sigma Press, Wilmslow, UK. 
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~ If scores on two or more variables come from the same respondents, comparing the scores 
Involves related (within-subject~) comparisons~8. 
More specifically what the statement above indicates is that a within-subject analysis can 
determine the way that a respondent responds to different items. Nonetheless: 
'If the scores being compared are obtained from different respondents, they are compared 
using independent groups (between-subjects) procedures,9. 
Likewise, the between-subjects procedure can provide one with information concerning the 
way that different respondents or groups respond to each item (statement)IO. Usually~ there 
are different statistical tests that are appropriate to use for either within-subjects or 
between-subjects comparisons. Therefore, it is important to know which comparison type 
to adopt for the study, and thereafter to find a test that can run this type of comparison l ). 
Nevertheless, there are tests that can perform both types of comparison effectively, one of 
which is ANOV A, adopted for this research. Therefore, these two types of comparison will 
be examined later in this chapter because they are fundamental parts of the ANOVA 
analysis. 
9.2.3 Statistical Inference and Significance 
As was mentioned in the introduction of this chapter, descriptive statistics will be used in 
order to summarize and describe the data. However, it is very important while analysing 
data to have some kind of tool that can determine whether the acquired statistical figures 
are true or not l2• Statistical inference is a vital tool that helps one in the decision-making 
8 Foster, J., J., (1993), 'Starting SPSS IPC+ SPSS for Windows: A Beginners Guide', pp. 7. 2nd Ldition, 
Published by Sigma Press, Wilmslow, UK. .., nd .. 
9 Foster, J., J., (1993), 'Starting SPSS IPC+ SPSS for Windows: A Begmners GUide, pp. 7,:2 EdItIOn. 
Published by Sigma Press, Wilmslow, UK. . . . 
10 Cramer, D., (1994), 'Introducing Statistics for Social Research', 1 st EdItIOn, Published by Routledge, 
London. . d 
II Lindsey, J.. K., (1996), 'Parametric Statistical Inference', Published by Ox~ord Clarendon Press, ()xtor . 
12 Lindsey, J., K., (1996), 'Parametric Statistical Inference' , Published by Oxford Clarendon Press, Oxford 
188 
process whilst analysing data using descriptive statistical techniques 13. Therefore. when a 
result is said to be statistically significant, it means that this result is true and has not 
occurred by chance or other extraneous variancesl4 . 
For example, assume that a significance test examines the difference between the scores 
obtained by two groups and compares it with the amount of variation in the scores, which 
arises due to chance. If the chance variation is likely to have produced the difference 
between the two groups, then one concludes that the difference is non-significant, which 
basically means that the difference probably arose from the chance variation 1 5. In this case 
one should conclude that there is no statistically significant difference between the groups 
and that the result is true 16. 
If one generalises that the difference between two or more groups is likely to have arisen 
due to chance variation in the scores, then one should conclude that there is non-significant 
difference among the groups17. However, when the difference between two or more groups 
has not been caused by the chance variation in scores, then one can conclude that there is a 
statistically significant difference between the groups 18 . 
Nonetheless, that makes one wonder if there is any kind of measure that can determine the 
significance level? Well, in social studies the most widely accepted significance level is 
0.05 or more specifically the probability that an observed event occurred by chance is less 
than 5 times in one hundred 1 9. This means that if the significance level is below 0.05 then 
\3 Coakes, S., 1., and Steed, L., G., (1991), 'SPSS: Analysis Without Anguish', 2nd Edition, Published by 
Wiley & Sons, London. . , . th .. . 
l-t Coakes, S., 1., and Steed, L., G., (1999), 'SPSS: Analysis Without AngUIsh, 4 EdItIOn, PublIshed by 
Wiley & Sons, London. . ' ., rd, . 
15 Foster, 1., L (1998), 'Starting SPSS IPC+ SPSS for Wmdows: A Begmners GUIde, pp. 7,3 EdItIon, 
Published by Sigma Press, Wilmslow, . ." rd ... 
16 Foster, J., J., (1998), "Starting SPSS IPC+ SPSS for Wmdows: A Begmners GUIde, pp. 7, 3 I.dltlon, 
Published by Sigma Press, Wilmslow, . . 
17 Field. Andy, (2000), "Discovering Statistics', 1st Edition, Published by SAGE Publ~cat~ons. London. 
III Field, Andy, (2000), 'Discovering Statistics', I st Edition, Published by SAGE PublIcatIOns. London . 
19 Lindsey, 1., K .. (1996). 'Parametric Statistical Inference', Published by Oxford Clarendon Press. Oxlord. 
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there is a difference between the groups, whilst if the significance level is above 0.05 then 
there is a non-significant difference between the groups. 
Moreover, Punch (1998) believes that the size of the sample is important in determining 
the statistical significance. More specifically: 
'-The bigger the sample size, the smaller the numerical value of the statistic required in 
order to reach significance. Conversely, the smaller the sample size, the bigger the 
numerical value of the statistic required in order to reach significance ,20. 
In theory, as seen in the last chapter, there are conditions related to the nature of the sample 
that should be met. However, in practice such conditions very often cannot be met, but 
statistical techniques can be used to minimize possible problems21 . For example, statistical 
corrections are given by SPSS if this criterion has not been met. What is important is that 
the statistical inference is an extremely important decision making tool, the application of 
which requires common sense and jUdgement22 . The reason for analysing this statistical 
tool extensively is because this tool is a vital part of the analysis of the results presented in 
the next section. 
9.3 Section two: The Analysis of the results 
There are two types of analysis applied in this study, one-way ANOVA and t-test. The 
reason for conducting these two different tests will be explained later in the chapter. What 
is important to know at this stage is, that both are parametric tests. The Parametric 
statistical tests are considered to be more powerful and accurate than the non-parametric 
tests23. The Parametric tests include the t-test the Pearson's r correlation and the Analysis 
of Variance (ANOVA). All these types of tests are based on the use of standard 
20 Punch, K., F .• (1999), "Introduction to Social Research' Quantitative & Qualitative Approaches, pp. 128, 
Published by SAGE publications, London. . . 
21 Field, Andy, (2000). 'Discovering Statistics', 1st Edition, Published by SAG~ P~bhcatlons, London .. 
22 Punch, K., F., (1999), "Introduction to Social Research' Quantitative & Qualttattve Approaches, Published 
by SAGL publications, London. . . ' ,51 .• , 
23 Roberts, Maxwell, 1., and Russo, RIccardo, (1999), "AnalYSIS ofYanance, 1 EdItIOn, Routledge 
Publishing, London. 
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deviations, means and variances, and make the assumption that only certain types of data 
with certain properties will be analysed (see chapter ten)24. 
On the other hand, the Non-parametric statistical tests are generally less powerful and 
accurate that the parametric tests, but fewer assumptions about the data are necessary in 
order to use them25. This means that : 
'The tests are much less likely to be affected by data which are, for example, highZl' varied 
from group to group or perhaps very skewed' 26 . 
The Non-parametric tests include the Wilcoxon test, the Mann-Whitney test and the 
Spearman correlation. Usually, a researcher adopts the Non-parametric tests when there is 
not enough data or where one's data do not fulfil the Parametric's test 
requirements27.Therefore, since the author of this study has chosen to apply parametric 
tests before we move any further it is important to ensure that certain conditions of 
parametric tests are satisfied. 
9.3.1 Conditions of parametric tests 
There are four conditions for using parametric tests. These are: 
• Homogeneity of variance. This is the most important condition where the sets of 
data compared have approximately equal variances28• For this study the author has 
chosen to use the SPSS 11.5 statistical package for the analysis of all the results 
including the homogeneity of variance test, due to the fact that this statistical 
programme is widely used in social studies and it is easy to use. Moreover, one 
should be aware that while conducting different parametric tests, the homogeneity 
of variance condition could be found either in the Sphericity Mauchaley's table (for 
~-I Foster, 1., 1., (1995), 'Starting SPSS/PS+ and SPSS for Windows, A beginners guide to data analysis). 2nd 
Edition, Sigma Press, Wilmslow, UK 
25 Roberts, Maxwell, 1., and Russo, Riccardo, (1999), 'Analysis of Variance', 151 Edition, Routledge 
Publishing, London. 
26 Roberts, Maxwell, 1., and Russo, Riccardo, (1999), 'Analysis of Variance' , 1st Edition, pp.8, Routledge 
Publishing, London. ." d 
27 Foster, 1., J., (1995), 'Starting SPSS/PS+ and SPSS for Windows, A begmners gUIde to data analysIs), 2n 
Edition, Sigma Press, Wilmslow, UK. 
28 Sheskin, D., (2000), 'Handbook of Parametric and Non-Parametric Statistical Procedures'. 2nd Edition, 
Published by Chapman and Hall. London. 
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within-subjects) or the Levene's test table (for between-subjects and t-test)29. 
Therefore, the homogeneity of variance will be checked throughout the analysis 
process, as it may depend on the type of test performed. 
• Interval data. The second condition that has to be satisfied is the one where the 
collection of data must be on an interval or ratio scale. However, this condition has 
already been met, since the researcher of this study has decided to treat the Likert 
scale as an interval scale in order to conduct parametric tests. 
• Independence of observations. The condition of independence of observations 
requires that each group consists of different people in order to make sure that the 
behaviour of one participant does not influence the behaviour of another30. 
Nevertheless, there are no tests that can determine the fulfilment of such a condition. 
Therefore, a researcher has to use common sense. As far as this study was 
concerned, the author used common sense and good judgement in order to ensure 
that this condition was met. 
• Normally distributed data. The fourth condition requires that all data should be 
normally distributed31 • Nevertheless, in practice the distribution of a sample derived 
from the population is examined. If the sample derived from the population is 
normally distributed, then it is assumed that it represents a normally distributed 
population32• Usually, the Kolnogorov-Smirnov and Shapiro-Wilk tables are used in 
order to present the results that can determine whether a sample is normally 
distributed or not33 • If the results of the test have a significant value (below 0.05) 
then this indicates that there is a deviation from normality 4 • Likewise, if the results 
of the test have a non-significant value (above 0.05) then there is normally 
29 Sheskin, D., (2000), 'Handbook of Parametric and Non-Parametric Statistical Procedures', 2nd Edition, 
Published by Chapman and Hall, London. 
-'() Field, Andy, (2000), 'Discovering Statistics" 1 st Edition, Published by SAGE Publications, London. 
31 Sheskin, D., (2000), 'Handbook of Parametric and Non-Parametric Statistical Procedures', 2nd Edition, 
Published by Chapman and I {all, London. . . 
:11 Field, Andy, (2000), 'Discovering Statistics', 1st Edition, pp. 38, Published by SAGE PublicatIOns, London 
:n Miller. R .• G., (1986), 'Beyond ANOYA, Basic of Applied Statistics, Published by Willey Publishing, 
New York. 
\.t Field, Andy. (2000), 'Discovering Statistics', 1 st Edition, Published by SAGE Publications, London. 
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distributed data. However, one should be aware that nowadays, there are statistical 
packages like SPSS that can cope with non-normality in the distributed data and 
therefore allow the researcher to continue with their analysis. This means that if all 
the other three conditions are met, the researcher can still conduct parametric tests. 
However, a researcher should be aware that the lack of normality can influence the 
reliability of the results. 
9.3.2 Choice of ANOVA 
Initially, the author of this study planned to conduct a Multivariate Analysis, in order to 
interpret the results. However, once the questionnaires were collected, the sample was not 
big enough in order to conduct such a method of analysis. This was due to the fact that 
there was only one independent variable found (and that was the type of occupation of the 
respondents), whilst the main condition for performing a Multivariate Analysis, is to have 
several independent variables. Therefore, the next step was to find a statistical technique 
that was widely accepted, reliable, and could analyse the results using one independent 
variable. At the same time, the author was looking for a parametric technique/test that can 
conduct both within-subject and between-subjects comparisons, and was easy to use. After, 
consulting two statisticians, the author decided that the best statistical technique that fulfils 
all the criteria set above is the Analysis of Variance (ANOVA). There are different types of 
ANOVA available to a researcher depending on the design of the study. Foster (1998) 
presented two questions, which can be helpful when one makes this choice35 : 
1. How many independent variables there are? 
2. Taking each variable in turn, was it a between-subjects or a within-subjects 
variable? 
Depending on the answers to these questions, the researcher would have to choose among 
a variety of types including, one-way ANOV A, MANOV A, ANCOV A etc. Although, 
35 Foster. 1. • .1.. (1998). 'Starting SPSS IPC+ SPSS for Windows: A Beginners Guide', pp. 7, yd Edition, 
Published by Sigma Press. Wilmslow. 
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there are different types of ANOV ~ this study will focus on presenting the one that the 
author has chosen for this research. The reason for choosing one-way ANOVA is because 
the results collected have only one independent variable, and because one-way ANOVA is 
used when this is the case. 
9.3.2.1 One-way ANOV A 
One-way ANOVA is a parametric test where there is one independent variable with many 
levels or groups36. One-way Analysis of Variance (ANOVA) is a simple form of analysis 
of variance that involves the comparison of the dependent variance of interest between 
different groups, with the variability within each of the groupS37. One of the advantages 
that this parametric test has is its ability to conduct both between-subject and within-
subject comparisons38. This is very important to this study because the author wishes to 
establish if there is a difference between the two. 
Moreover, the F-ratio is part of one-way ANOV A and can determine if there is any 
difference between the variance of scores within the groups and the variance of scores 
between the groups39. The F-ratio is calculated by dividing the variance between the 
groups by the variance within groups. 
A large F-ratio indicates that there is more variability between the groups than within the 
groups40. Nevertheless, in order to determine what constitutes a large or small F-ratio a 
researcher would have to consult statistical inference. More specifically: 
.. F-ratio is compared within a critical value, stored in a statistical table or computer. 10 
determine the likelihood that it could have come about by chance,41. 
36 Robert, M., and Russo, R., (1999), 'A student Guide to Analysis ofYariance', Published by Routledge, 
London. 
~n Miller, R., G., (1986), "Beyond ANOYA, Basic of Applied Statistics, Published by Willey Publishing. 
New York. . .. , nd .. 
38 Sheskin, D., (2000), "Handbook of Parametric and Non-ParametrIC StatIstIcal Procedures, 2 EdItIOn, 
Published by Chapman and Hall, London. . , . 
39 Robert, M., and Russo, R., (1999), "A student Guide to Analysis ofYarIance , PublIshed by Routledge, 
l>ondon. 
40 Punch, K., F., (2000), "Developing Ufective Research', Published by SAGE publications, London. 
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Moreover, if F-ratio is small then this is an indicator that the variance between groups is 
not bigger than the variance within the groups, concluding that there is no-significant 
difference between the two, and therefore they are the same42 • 
In addition, it is very important for a researcher to detennine: 
'If there is a significant difference in the two sets of results that can be attributed to the 
influence of the independent variable, or if the difference is due to irrelevant extraneOllS 
variables' 43 . 
This is where the application of statistical significance can help in determining whether the 
results are attributed to the influence of the independent variable or whether to the 
influence of irrelevant extraneous variables. 
9.3.3 Application of one-way ANOV A 
The first step prior to conducting a one-way ANOV A was to sort-out the data obtained. As 
mentioned at the beginning of this chapter, the independent variable is the type of the 
occupation of the experts. Initially, four groups emerged. These were: Industry, 
Government, Journalists and Academics (see Appendix 5). However, due to the fact that 
the group of Journalists had a sample of two respondents, it was decided to merge the 
group of Journalists with the group of Government experts, on the basis that the Journalists 
were government correspondent journalists, and thus more closely related to the 
Government group than any other (see Appendix 10). 
The next step was to take the total score of the scale (16 items) and use it as a dependent 
variable (see Appendix 5). However, the author of this research is aware of the imbalance 
41 Punch, K., F., (1999), 'Introduction to Social Research' Quantitative & Qualitative Approaches, pp. ·B, 
Published by SAGE publications, London. 
42 Robert, M., and Russo, R., (1999), 'A student Guide to Analysis of Variance', Published by Routledge. 
London. 
·1) Kerr, A., W., Hall, H., K.. and Kozuk, A., (2002), 'Doing Statistics with SPSS" pp. 43, Published b) Sage. 
London. 
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there is in the sample SlZe (Industry 25, Government/Journalists 8, Academics 8). 
Therefore, the second option was to merge groups two and three (Government/Journalists 
and Academics) and compare it with group one (Industry). This is an alterative to one-way 
ANOV A in order to establish if non-industry experts react to the scale similarly or 
differently than the Industry experts. This means that there were two different parametric 
tests to be performed: 
• The analysis between all three groups-Using one-way ANOVA. 
• The analysis between two groups of experts-Using t-test. 
However, prior to conducting the one-way ANOVA, the conditions of the parametric tests 
had to be met. Initially the homogeneity of variance was examined in order to determine if 
the variance remains the same in the sets of compared data. As one can see in Appendix 
11, the homogeneity of variance has 0.351 significance level, which is higher than 0.05 and 
this indicates that there is a non-significant difference. Secondly, the condition of using an 
interval scale and the condition of having independence of observations have been already 
satisfied. Finally the author tried to see if the data was normally distributed. However, as 
one can see in Appendix 12, both Kolmogorov-Smirnov and Shapiro-Wilk results indicate 
that there is a significant value (less than 0.05) and this means that the results of this study 
deviate from a normal distribution. Nevertheless, due to the fact that the SPSS programme 
can cope with non-normality in the distribution of data, as long as the results of this study 
meet the rest of the conditions the author can move on with conducting the analysis. 
Once all the conditions required for the parametric test were met, between-subjects one-
way ANOY A was conducted using the SPSS 11.5 package. One can see in Appendix 13 
the results of one-way ANOYA between-subjects, presented in the ANOVA table. This 
table contains columns labelled, sum of squares, df for degrees of freedom. Means of 
squares for F-ratio. and sig. tor significance level. Out of them, the only colunlns that are 
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critical for interpretation are the frrst and the last. In the first column the row labelled 
'between groups', having a probability value (significance level) associated with it. is the 
first one that has great importance because it reveals if there is a difference in the way that 
each group responded to the items (between-subject analysis of variance). 
The other rows are used mainly for computational purposes. Of all the infonnation 
presented in the ANOVA table, interest was mainly focused on the value in the level of 
significance column. As one can see, the significance level is 0.348, which is above 0.05. 
indicating that there is a non-significant difference in the way that each group of experts 
responds to the scale, and therefore all groups respond in the same way to the items 
(statements) . 
Moreover, when one looks at the F-ratio value one can see that it is small. As mentioned 
ear lier the F -ratio is determined by the statistical inference. This means that if there is a 
real significance (below 0.05), then the F-ratio is large and the variance of scores between 
groups is much greater than the variance of scores within groups. Therefore, since the F-
ratio presented in the ANOVA table is small, this lead the researcher to conclude that the 
variance of scores between the groups is not significantly different from the variance of 
scores within groups. In terms of this research it indicates that the experts from all the 
groups broadly agree upon major issues presented in the scale. 
The next step was to conduct a within-subjects one-way ANOVA in order to determine 
whether there is a difference in the way that each respondent responds to each one of the 
items (statements). More specifically, in this case this test compares each respondent to 
himselflherself, removing this way any individual differences, which can be viewed as a 
source of statistical error. 
However, prior to moving any further with this analysis. it is necessary to examine if the 
condition of homogeneity of variance is met. The homogeneity of variance is given in the 
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Mauchly's test of sphericity table. The results of this table can be seen in Appendix 1-+. 
The most important column is the one indicating the significance level. As one can see the 
significance level is 0.025 which is smaller than 0.05, and this indicates that there is not 
homogeneity of variance. However, there is a rule widely applied in the social studies that 
states that when the significance level is below 0.05, then a researcher can apply the 
Greenhouse Geisser test and if the level of significance in this table is above 0.05, then the 
condition of homogeneity of variance is satisfied and the researcher can continue 
conducting the analysis44. Therefore, the Greenhouse Geisser formula was applied. 
presented in appendix 14. As one can see in this table the significance level is 0.648, which 
is higher than 0.05 and this means than the condition for the homogeneity of variance has 
been satisfied, allowing the author to move on and conduct within-subjects one-way 
ANOVA. 
Appendix 16 presents the results obtained by conducting a within-subjects analysis and as 
the first row presents the level of significance as 0.00, which means that overall, there is 
evidence that the respondents respond differently to the items. This can be seen clearly 
when one looks closely at the item means for items 12,14,15,16. 
So far, we have established that there is a difference in the way that respondents responded 
to some of the items. However, the researcher thought that it would be very interesting to 
divide the sample into the three groups as earlier and see if any of those groups treated the 
individual items differently. For example, was there an interaction between the type of 
respondent and the question asked? This is a mixed design ANOVA, where one factor is 
between-subjects and the other factor is within-subjects, and are both compared in order to 
see if there is any interaction between the two. As one can see, Appendix 17 firstly 
presents the results of the test of homogeneity, where again the Geenhouse Gcisser formula 
.\.1 Coakcs. S., J., and Steed, L., G., (1999), 'SPSS: Analysis Without Anguish', 4th Edition. Published o} 
Wiley & Sons. London. 
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has been applied and secondly the table with the results from conducting one-way mixed 
ANOV A. In this table, the last column in the second row, presents the level of 
significance. In this case the level of significance presented in the second row is 0.354. 
which is more than 0.05 and that, indicates that there is no difference between the three 
groups. This means that all three groups respond in the same way. 
Concluding, one can say that both within-subjects and between-subjects one-way ANOVA 
have revealed that regardless of the approach, the respondents respond to the scale in the 
same way. This is viewed as very positive for this research because it indicates that there is 
coherence in the way that the experts respond to each item. Another advantage is the fact 
that when each respondent was compared to himselUherself, the results revealed that each 
responds differently to the items. This kind of result indicates that there is no bias in the 
way that an individual participant responds to the scale. 
9.3.4 t-tests 
t-test is a parametric test that is used in order to test whether the difference between the 
mean of two sets of scores are statistically significant or not45 • The SPSS package provides 
a variety of different types oft-tests available to a researcher. However, the most important 
are: 
• The independent samples t-test. 
• Paired samples t-test. 
The independent sample t-test is a parametric test that is used only when one wants to 
% h . d 
compare the mean scores of two different groups of people . On the contrary, t e parre 
·1" Roberts, M., and Russo, R., (1999), "A Student's Guide to Analysis ofYariance'. Published by Routledge. 
London. . 'P bl· h d b R led 
1(, Robert, M., and Russo, R., (1999), 'A student Guide to Analysis ofYanance, u IS e y out ge. 
London. 
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samples t-test, is a different parametric test that is used only when one wishes to compare 
the means scores of the same group of people on two different occasions-l7. 
The most important feature of the t-test is that it is very good statistical test if one wishes to 
measure two sets of data or groups. However, if one wishes to use more than two sets of 
data or groups, in order to conduct multiple t-test, they will end up with results that do not 
reflect reality and are not statistically accurate48 • For example, let us assume that one wants 
to measure the scores derived by the three groups in this research, in order to see how these 
groups respond to the items. It will not be valid if the researcher does one t-test to compare 
group one with two, another t-test to compare group two with group three, and another t-
test in order to compare group one with group three. The reason is because this multiple t-
testing distorts the probability level due to the fact that when the researcher believes that 
he/she is using the 5% level (0.05 significance level of probability), he/she is not49 • In this 
case the researcher should use a parametric test that is designed to cope with this kind of 
multiple comparisons, such as ANOVA. 
9.3.5 Application oft-test 
In this study, the independent sample t-test was used because it was desired to compare the 
means of scores of two different groups. These groups are, the industry experts and the 
non-industry experts (see Appendix 18). Like in one-way ANOV A, the first step to take is 
to examine if the conditions for the parametric tests are satisfied. 
It has already been established that the conditions of the interval data and the independence 
of observations have been met. Likewise, normality is not important because the SPSS 
47 Loewenthal, K., M., (2001), • An Introduction to Psychological Tests and Scales', 2nd Edition, Published by 
Taylor and Francis Group, London. ...,. 
48 Kerr, A., W., Hall, H., K., and Kozuk, A., (2002), 'Doing StatIstIcs WIth SPSS , pp. 43, Published by Sage, 
London. . .. , nd d" 
49 Sheskin, D., (2000), 'Handbook of Parametric and Non-ParametrIc StatIstIcal Procedures, 2 E ItlOn. 
Published by Chapman and Hall. London. 
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package can cope with non-normality. Therefore, the most important condition to be 
satisfied is the homogeneity of variance. 
Appendix 19 presents the results of the homogeneity of variance, which can be found in 
the Levene's test for equality of variances table. As one can see in the last column the level 
of significance is over 0.05, which indicates that there is a non-significant difference and 
that the variance is the same. However, item 9 has a significance level which is below 0.05. 
This means that the results of this item should be corrected, by using the formula given by 
SPSS (equal variances not assumed). 
However, one might wonder what this test can reveal. An independent sample t-test will 
reveal whether there is a statistically significant difference in the mean of scores for the 
two groups. This means that this test will reveal if there is any difference in the way that 
these two groups respond to the scale. After conducting this t-test, the first table that will 
appear is the group statistics (Appendix 20). In this table SPSS presents the mean and the 
standard deviation for each of the two groups for each item. It also provides information 
about the people in each group (N). Initially the researcher has to make sure that these 
values are correct. Once the values have been checked the researcher can move on. As one 
can see the number of respondents for t-test is 41 and not 43 as in a one-way ANOVA. 
This is because the t-test excludes any cases (people) that have missing data while one-way 
AN 0 V A can cope with missing data. In this case, two respondents had missing data, hence 
the number of participants is 41. 
However, in order to find out if there is a difference between the two groups of industry 
and non-industry experts, the t-test for Equality of Means table had to be checked, 
presented in Appendix 21, (Column 4 labelled sig 2-tailed). Two values are given. One for 
equal variance and the other for unequal variance. A researcher can choose whichever the 
Levene's test result indicates. For this research the Levene's test indicates that the values 
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for equal variance assumed, should be considered (see Appendix 19), except for item 9 
where the correction factor is used. As one can see, the results of the 2-tailed significance 
indicate that that there is non-significant difference between the two groups, due to the fact 
that all values are above 0.05. More specifically, based on these results there is no 
difference in the way that the two groups of industry and non-industry experts respond to 
the scale. 
Concluding, one can say that the results derived from both one-way ANOVA and t-test, 
have revealed that there is no difference in the way that the experts respond to the 
statements of the scale. In addition, all experts respond to the scale in the same way, which 
means that there is an agreement amongst them. However, the next step will be to analyse 
each statement in order to see in which way specifically the experts agree to each one of 
the statements because this will determine the outcome of the policies for the Baltic Sea 
reg1On. 
9.4 Section three: Descriptive statistics analysis 
9.4.1 Introduction 
The final section of this chapter provides a detailed analysis for each one of the statements. 
Moreover, this section is divided in two parts. The first part includes the theory of 
descriptive statistics, whilst part two presents the descriptive statistics for each statement 
and anecdotal data in the form of comments derived from the experts in the region either in 
the form of questionnaires or informal interviews with experts while visiting Latvia, 
Lithuania and Russia between 2000 and 2001. The author aims in this way to cover 
extensively every aspect with respect to the findings of this research. 
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9.4.2 Descriptive Statistics Results 
Before moving into the analysis of the descriptive statistics results it is important to clarifY 
some issues related to the frequency distribution histograms. Each frequency distribution 
histogram includes, on the vertical axis, the number of respondents and on the horizontal 
axis, the level of agreement/disagreement. Note that number 1 on the histogram's 
horizontal axis, stands for strongly agree, 2 for agree, 3 for neutral, 4 for disagree, and 5 
for strongly disagree. In addition, on the left of each histogram one can see the standard 
deviation (SD), mean, and total number of participants (N). Out of these the most 
important indicator for the author will be the mean for each statement (whether the mean is 
closer to agree or disagree) and the number of participants who responded to each level of 
the scale (level of agreement/disagreement). This is due to the fact that the one-way 
ANOVA and t-test results have revealed that the experts respond to the items of the scale 
(statements) in the same way and therefore, it is very important to see in which way 
specifically the experts agree to each one of the statements. It should be emphasised that in 
this final section of the analysis, all 19 items will be analysed and not only the 16 items 
that there were found statistically inter-correlated and thus used in previous statistical 
analysis. This is due to the fact that the 3 originally excluded items remain 0 f significance 
to this research. 
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Table 9.1 
Descriptive Statistics for aU the Statements 
Statements Standard De\'iation ~umber of 
, I 
I experts 
IStatement 1 
[ [ 
I 2.1 0.79 I 43 
[statement 2 
[ 2.3 [ 1.11 [ 43 
[statement 3 
[ 
2.2 
[ 0.98 [ 43 
[statement 4 
I 
2.5 
I 
1.12 
I 
43 
[statement 5 
[ 2.3 [ 1.08 [ 43 
[Statement 6 
[ 2.0 [ 0.87 I 
43 
[statement 7 
[ 
2.4 
[ 0.76 [ 43 
IStatement 8 2.2 I 0.84 I 43 
[Statement 9 2.7 
I 
0.87 
I 
43 
[statement 10 2.5 [ 0.80 [ 43 
[Statement 11 2.2 
I 
0.80 [ 43 
Istatement 12 I I 
43 
2.3 0.75 
[Statement 13 I I 
43 
2.0 0.69 
[statement 14 I [ 
43 
3.2 0.93 
[Statement 15 [ I 
43 
2.5 0.77 
~atement 16 I I 43 2.1 0.93 
I I [statement 17 
43 
2.0 0.89 
[ I [statement 18 43 1.9 0.93 
IStatement 19 1.8 I 0.85 1 43 
2 4 
Container flows 
Major container flows arriving from the United States and Japan to Korean port 
then pass through Chinese railways to Western Europe via Asia and Ukraine. 
Statement 1: Russian companies can reroute some of these flows to Vostochny port 
and then via the TSR to Baltic States ports heading for Western Europe. 
As one can see, the mean for the first Statement 1 
statement indicates that the majority of 25 
experts agreed with the potential of the 15 
Baltic States ports to become a 5 
gateway for containers moving via the 0 1 2 3 4 5 
TSR to Western Europe. Also, the standard deviation is rather small and this shows that 
there is not a large variability in the way that the experts have responded. This can be seen 
clearly in the frequency distribution histogram, where none of the participants have chosen 
the strongly disagree option. 
Comments 
The experts who agreed with this statement expressed their confidence about the future of 
the Trans Siberian Railway container market and emphasised that the Baltic States' ports 
will increase their share in the TSR market. The main reason for this notion is that the 
expected growth of containers globally is anticipated to influence positively both Russia 
and the Baltic States ports. Other reasons included the modem port facilities in the Baltic 
States ports as well as the same rail gauge connecting Russia to the Baltic State . 
The number of experts who expressed a neutral position on the statement did n t mak an 
comment whereas the experts that disagreed with the tatement indicat d that n if th 
R container mark t incr a ,the Baltic tates ports w uld n t incr a th ir h re in 
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this market due to political reasons. However, no further analysis concerning political 
issues was made. 
There are container flows heading to Central European destinations through the rail 
junction at Brest on the Belarus-Poland border. 
Statement 2: Baltic State's sea and railway operators would be able to compete if 
they offer lower prices. 
In the second statement the mean 
indicates that most of the participants 
tend to agree with the statement. 
However, the standard deviation is 
bigger than in the previous statement 
and from that one can conclude that 
20 
15 
10 
5 
1 
Statement 2 
2 3 4 5 
there is more variability in the way that the experts have responded to this statement. 
Indeed, when one looks at the histogram, one can see that there is relatively even 
distribution of the sample to all available options. 
In addition, as the histogram chart shows, the sample was divided. Ten experts strongly 
agreed that the Baltic States' sea and railway operators could compete with neighbour 
countries (Belarus/Poland) if they offer lower prices. On the contrary only one expert 
strongly disagreed with this issue. Nevertheless, the majority of experts agreed with th 
statement and only five experts had a neutral opinion. Having a low number of expert th t 
have a neutral opinion for thi statement is very positive for the author becau it indicat 
that th experts have a firm opinion for or against the tatement thu h Iping th auth r t 
.... 06 
reach an opinion about the potential of forming policies related to this statement. Last but 
not least, there were eight participants who disagreed with this item. 
Comments 
The experts who agreed with the statement stated that they are convinced of the potential 
of the Baltic States Sea and railway operators to compete with neighbour countries if they 
offer lower prices. Further comments included the fact that the Baltic States have the same 
railway gauge as Russia, and that lower prices can make a difference to customers. 
However, the experts who disagreed with the statement, indicated that a reduction in rail 
tariffs would not bring more container traffic to the Baltic States ports, because what is 
important is the whole logistical chain. Hence, if sea and railway operators co-operate then 
the Baltic States could compete. In addition, experts noted that at the moment only 200/0 of 
the containers are carried by railway in the Baltic States, whereas, 80% is carried by trucks, 
because it is cheaper. Nevertheless, in the light of the EU policies promoting railways and 
efforts of the Baltic States' governments to develop their rail systems, experts expect that 
the railways in the future could gain their competitive edge over road transportation. 
Moreover, others indicated that Russia charges higher tariffs for containers moving to the 
Baltic States than other countries like Germany. Hence, they continued saying that if 
Russia would charge for example, the same tariffs between V ostochny-
Klaipeda/RigalTallinn as it charges between Vostochny-Brest, then the Baltic States could 
compete. However, at the same time they commented that although Russia charges higher 
tariffs to the Baltic States, the quality that their ports offer is rather poor. and customers 
tend to choose quality over cost. 
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Finnish Market and Baltic States Market for TSR Containers 
Sources suggest that most transit container flows currently use the TSR sy tern to 
deliver to warehouses in Finland and not St. Petersburg, for security reasons. 
Statement 3: The Baltic States ports are efficient, secure, cost effective, and ice free. 
Therefore, they can compete with Finnish ports and re-route a high share of these 
container flows to the Baltic ports. 
As the frequency distribution chart 
indicates, the sample is divided but most 
of it is concentrated towards the agree 
options. As one can see, eleven experts 
have strongly agreed with the statement, 
whereas, only one has strongly 
20 
15 
10 
5 
Statement 3 
o +---~-=~~~~~~~~ 
1 2 3 4 5 
disagreed. This shows that a considerable number of experts strongly believe that the 
Baltic States ports have what it takes to compete with the Finnish ports. In addition, 
eighteen experts agreed with the competitive edge of the Baltic States ports over the 
Finnish ports. Quite interestingly, there were ten participants who have taken a neutral 
position as far as the statement is concerned. This leads the author to assume that those 
experts for their own reasons have decided to stay neutral over this issue. One may 
consider that this might be a sign of political interference (based on the past of the region) 
or even competition. 
Finally only four experts expressed a negative opinion over this statement. 
2 
Comments 
Those experts who agree with the statement emphasised that the Baltic States ports ha e 
taken in the last decade big steps forward as far as port infrastructure and port facilities are 
concerned. Moreover, these ports have restored their past reputation for low standards of 
safety and have the advantage of being ice-free. On the contrary, experts who had a neutral 
position did not comment on the statement. Also some experts noted that the Finnish Gulf 
it is not safe for navigation. In addition, the experts who disagreed with this statement 
indicated that safety is not as important as the simple procedures of Finnish customs and 
this is a significant factor. 
Statement 4: Baltic States can dominate as transit ports for container flows moving 
via TSR to Western Europe. 
In this statement the mean is an 
indicator that indicates that overall the 
experts tend to agree with the potential 
of the Baltic States ports. Moreover, 
the standard deviation, leads one to 
conclude that the sample was 
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1 2 3 4 
distributed among the five available options, but the variance was not large. 
5 
Likewise the frequency distribution histogram indicates that the sample was split. Eight 
experts strongly disagreed with the statement, whilst only one expert strongly di agre d 
with the possibility of the Baltic States ports to dominate as transit p rt f; r R 
containers. Furthermore, seventeen experts agreed with the tatement whil n 
preferred t tay neutral, and ten di agreed. It is interesting to ee that tm 1 th fir t tim 
wher more than eight participant di agreed with a statement. Th t n rt di gr mg 
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with this statement is a number that was notable and therefore, more attention has been 
placed upon their comments. 
Comments 
As one can see from the frequency distribution chart, twenty-five experts agreed with the 
potential of the Baltic States to dominate in the TSR market. These experts pointed out that 
the Baltic States' ports have the infrastructure, the efficiency and the capability to respond 
to the needs of the TSR container market. 
However, the experts who took a neutral position emphasised that the potential of the 
Baltic States to dominate in this market is subject to efficient co-operation of railways, 
operators and customs. Also, others pointed out that the issue mentioned in this statement 
is not an economic matter but a political matter, implying that Russia would not like to 
offer the majority of the TSR container market to the Baltic States due to the fact that 
Russia wishes to retain some control over the Baltic States and not depend on them. 
Last but not least, the experts who disagreed with the statement indicated that the Finnish 
ports are much more developed than the Baltic States ports and they already have free-
economic zones, balanced import-export flows and high quality skilled labour. This kind of 
notion makes one wonder that if that is the case and customers rely only on already 
established ports, then this indicates that new ports would find limited business. 
:?lO 
Japanese Market 
The world cargo flow is regrouping in a more focused search for more effective 
routes, including Eurasian ones. The exchange of goods between Europe and Asia 
makes up half the world's cargo. Almost aU Euro-Asian routes pass within the 
transportation networks of the CIS countries and primarily Russia. One of these 
corridors is the Europe-Russian railroad-Japan. 
Statement 5: The construction of a Europe-Russia-Japan corridor would be of 
strategic importance because it will secure a maximum use of the TSR and the Baltic 
States seaports. 
Based on the mean, which is 2.3 one can 
understand that the experts have 
expressed a positive attitude towards the 
issue of Euro-Asian corridor and its 
benefits to the TSR. Moreover, the 
standard deviation shows that there is a 
small variation in the distribution of the sample. 
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The frequency distribution histogram indicates clearly that the majority of experts have 
agreed with the statement. More specifically, ten experts have strongly agreed that the 
construction of the Euro-Asian corridor would increase the use of the TSR and the Baltic 
States ports, whilst, only one expert strongly disagreed with this possibility. Nin t n 
participants agreed with the statements whereas six experts took a neutral p iti n and 
ven disagreed with the potential of increasing the use ofTSR and the Baltic tat p rt . 
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Comments 
The participants did not comment any further. 
Statement 6: Japanese companies will continue moving containers via the deep-sea 
route to Western and Central Europe, if the TSR rates are not competitive enough. 
This is the first of the three statements 
Statement 6 
that were not used in the previous 25 
statistical analysis. This statement 20 
15 
although 1S not statistically inter- 10 
correlated with the other items, 5 IS 
0 
important to this researc~ because 1 2 3 4 5 
Japan has been a major customer moving containers via the TSR. The mean for this 
statement indicates that the majority of experts agree that the Trans Siberian Railway has 
to take some measures in order to attract Japanese companies that currently move their 
cargo via the deep sea route. In addition, the standard deviation is rather small and this 
shows that there was a small variance in the way that the sample was distributed. 
Moreover, the frequency distribution chart shows that the sample was mainly divided 
between the strongly agree and agree options. More specifically, twelve experts strongly 
believed that unless the TSR reduces tariffs Japanese companies will continue to move 
their containers via the deep-sea route, whereas, there was no expert to strongly disagree 
with this statement. The seriousness of this issue is clear. This means that there are no 
other ways to attract Japanese companies unless the TSR takes such measure. In addition, 
twenty-three experts agreed with the statement and the remaining ampl fight 
participants was split in half between those who have a neutral opini n ov r the ubj t 
and tho e who di agree with it. 
Comments 
Those experts who agreed with this statement clarified that if the TSR reduces the tariffs it 
would be able to redirect containers but because the TSR cannot handle more than 500.000 
TED, the Japanese companies would continue to use the deep-sea route as well. In reality 
the TSR and the deep-sea route only compete indirectly because vessels would always be 
able to carry more containers than railways. Moreover, they stated that as the volumes of 
containers grow every year, there is a big enough market for everyone. 
No further comments were made. 
Statement 7: Japan is rather apprehensive with regard to resuming shipment of 
containers to Europe via TSR due to the negative experience they had 12 years ago 
due to the inefficiency of the TSR. 
This is the second statement that was 
eliminated from other statistical 
analysis. As one can see, the mean 
indicates that the experts expressed a 
positive opinion on this statement. In 
addition, the standard deviation IS 
20 
15 
10 
Statement 7 
5 
O~==~~~--~~~~---r 
2 3 4 5 
small and this is a clear indicator that the sample was not distributed evenly. 
Moreover the frequency distribution histogram shows that most of the sample was divided 
between the 'agree' and the 'neutral' options. There were only four expert who tr ngl 
believed that Japan is rather apprehensive of using the TSR, whilst th re was n p rt 
who strongly disagreed with this statement. However it is ery int r ting t 
tw nty e pert agreed with thi i ue and sixteen were n utral. Th wh agr d 
Japane apprehen ive p iti n toward the T R tend d t r fl ct up n th 
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insufficient past in the present and for the future. Nevertheless, what is interesting in this 
chart is that a considerably large number of experts preferred not to express any opinion on 
this issue. This leads one to assume that experts were not sure of the Japanese opinion 
towards the TSR, even though in the last few years the TSR has taken some big steps 
forward and attracted Japanese cargo. Furthermore, only three experts have disagreed with 
the statement, mainly because Japanese companies have partially resumed container 
shipments to Western Europe via the TSR. 
Comments 
There were no further comments as far as this issue was concerned. 
Korean Market 
South and North Korea have agreed to re-establish a rail link that has been broken 
for half century. Moreover, the two sides pledge to make all the necessary efforts to 
unite the trans-Korean railway to TSR. 
Statement 8: The reconstruction of the rail link across South and North Korea wiU 
lead to a connection with the TSR, which would allow Russia to become a transport 
bridge between South and North Korea's export-driven economy with the Baltic 
States and Western Europe. 
The descriptive statistics for this 
statement indicate that the majority of 
respondents have agreed with the 
notion that the TSR can become a 
tran port bridge conn cting th Far 
a t with the Baltic tate and 
30 
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Western Europe. The standard deviation is not high and as one can see in the frequency 
distribution histogra~ an impressive twenty-six experts from the sample have agreed with 
this item. Six experts strongly agreed with this potential, whereas, no expert strongly 
disagreed. In addition, six participants had a neutral opinion towards the subject and only 
five experts disagreed with the potential that the future rail connection between the two 
Koreas and TSR can hold for the Baltic States. 
Comments 
The experts who agreed with the statement indicated that the more the TSR market grows 
as a whole the more the Baltic States ports will get a significant part of the TSR market. 
Hence, when the rail connection is finished it is expected to increase the volumes of 
containers in transit via the TSR, and consequently the volumes of TSR containers via the 
Baltic States ports. In addition, it was reported that the Baltic States currently are 
negotiating with companies and transport government bodies in the Far East for co-
operation, and the movement of containers from the Far East and more specifically, China, 
Japan and Korea, via the Baltic States ports. 
The experts who disagreed with the statement did not make any comments. 
Statement 9: The reconstruction of rail link across South and North Korea with the 
TSR would dramatically reduce the cost and time needed for moving containers from 
Korean peninsula to Russia and Western Europe. 
In this item the mean is rather close to 
the middle point, indicating an overall 
agreement. Even though the mean IS 
clos to the middle point the standard 
deviation is rath r small and that is a 
~15 
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clear indicator that the sample was not spread evenly over the five available options. 
Comments 
The experts noted that this statement is closely related to the previous statement because if 
the rail connection between the two Koreas and TSR will reduce time and cost that will 
subsequently influence the Baltic States ports positively, because they will become more 
appealing to customers. 
Statement 10: Rival competition from China could lead to re-routing the Korean 
container flows though their borders to Western Europe. 
Comments 
However, the experts who agreed with 
this statement emphasised that China 
could re-route more containers and 
compete with Russia for Korean 
containers, if its ports had the capacity 
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to do so. More specifically, they noted that there was an agreement between China, USA 
and Russia, for the re-routing of USA containers that currently arrive at Chinese ports, to 
Russian Far East ports, because the Chinese ports are threatened with overcapacity. 
Chinese Market 
In 2000 a new railway line (Primorye line) was established, connecting key egment 
of Russia and China. 
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Statement 11: The new line between Russia and China can become a bridge for 
Russian companies to connect China with European markets via the TSR 
Descriptive statistics indicate that once 
Statement 11 
again the experts have a positive 30 
25 
opinion over the potential of Russia to 20 
15 
connect China to European markets via 10 
the TSR As the frequency distribution 
5 
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histogram presents, twenty-eight 
participants agreed with this statement whilst the remaining sample was scattered between 
the other options. What is interesting to note, is that even though the remaining fifteen 
responses were split among the other options, only three experts expressed a negative 
opinion towards this statement. 
Comments 
No further comments were given. 
Statement 12: The trade between the two countries will rise because of this new line. 
In this case 67.4% of the experts have 
Statement 12 
agreed with the statement, and as both 30 
the standard deviation and the chart 
indicate, the majority of experts are 
located in the 'agree' option. More 
pecifically twenty-six experts have 
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agreed and another three have strongly agreed with the positive effi ct that th n w lin 
may have upon the Ru ian and hine e trade. More ver, ten p rt a id taking an 
p iti n and th r roaining four di agr ed with thi tat m nt. 
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Comments 
Those experts who agreed with the statement emphasized that trade will rise between the 
two countries because both Russia and China see mutual benefit in increasing trade. 
Kazakhstan Market 
For Kazakhstan, Russia and the Baltic countries is one of the most important market 
priorities for transport system development. A significant part of trans-continental 
routes crosses Russia. 
Statement 13: The unification of the Russian and Kazakhstan transport routes may 
provide a base for several projects, profitable for both countries as well as for the 
Baltic States, which would be able to use Russian and Kazakhstan territory for 
transit. 
Based on the descriptive statistics most 
Statement 13 
of the sample has agreed with the 30 
statement. In addition, the frequency 
distribution histogram provides more 
information about the way that the 
sample has been distributed between 
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the five available options. As one can see, ten experts strongly agreed with the statement 
and impressively twenty-six participants agreed with the positive impact that th 
Kazakhstan market can have upon the Baltic States and Russia. Al 0, it i v ry int re ting 
to note that only one e pert di agreed with this notion and n n tf ngly di agr d. Thi 
could b ju ti.fied better when n f ad the c mm nt deriv d by th 
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Comments 
The experts who agreed with this statement indicated that technically and geographically 
the two rail systems between Russia and Kazakhstan are united and that further agreements 
for the movement of containers corning from Kazakhstan via the TSR to Baltic States port 
is on the way. Moreover, other experts indicated that other Asian countries like 
Uzbekistan, Turkmenistan, Tajikistan and possibly Afghanistan, are preparing a transit 
agreement for the transit of their container volumes via the Baltic States ports. 
Furthermore, the expert who disagreed with the statement indicated that there are projects 
that can benefit both Russia and the Baltic States but at the moment because of Russian rail 
tariffs for the Baltic States, the majority of the projects are delayed. 
USA Market 
It was published that in 2000 the Trans Siberian Railway and Alaska signed an 
agreement for the movement of cargo from Alaska to Europe, via the TSR. 
Statement 14: Projects providing for a link-up of Russia's TSR with railways in 
North America will playa prominent role in promoting the East European economy 
of the 21 st century. 
As one can see, the mean for this 
statement is in the middle point with a 
marginal overall disagreement towards 
tills issue. However the histogram 
pr ents a better indication about the 
division of the amp I . The chart for 
20 
15 
10 
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this statement shows that most of the sample has been split between options 2 3 and 4. 
More specifically, ten experts have agreed with the notion that the connection of the TSR 
with Alaska would have an impact upon the East European economy. This is a relatively 
low number of positive agreements when compared with previous statements. 
Nevertheless, this is the first statement so far where sixteen experts have disagreed with an 
issue. This is an indicator of how strongly the experts feel towards such the concept 
presented in this statement. Moreover, there were fourteen experts who expressed a neutral 
opinion on the subject. 
Comments 
Most experts who disagreed with this statement indicated that they do not expect such a 
project ever to take place. Moreover, others indicated that even if such a project was 
established, it would have not influenced the growth of the Baltic States ports. 
Statement 15: The agreement between TSR and Alaska shows that the potential for 
transportation of containers in the former USSR region is huge. 
The mean for this statement indicates 
that overall, the experts expressed a 
positive attitude towards the potential 
for transportation of containers in the 
former USSR region. In addition, as 
both standard deviation and the 
25 
15 
5 
1 
Statement 15 
2 3 4 5 
frequency distribution chart show, the sample was mainly split between options 2, 3 and 4. 
There were only two experts who strongly agreed with this statement, whil t there w n 
participant who tr ngly di agreed with the potential of the Eastern Eur p an r gi n. h 
majority f the ample wa divided between those expert wh agr d with th tat m nt 
(2 ) and th who pr fi IT d t tay n utral n till i u. Finall , fi parti ipant th ught 
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that the agreement with Alaska does not indicate anything about the future of the former 
USSR region. 
Comments 
No comments were given for this statement. 
Reconstruction of TSR 
The Russian Ministry of Railways decided in 2000 that there is the need to 
reconstruct the technical foundations of TSR and modernize its technology. 
Statement 16: Reconstruction of TSR will improve the state of efficiency of the TSR 
and reduce freight charges. 
This is the third and final statement 
that was originally excluded from the 
statistical analyses conducted at the 
earlier stage. The descriptive statistics 
for this statement show that the 
majority of the experts agree with the 
20 
15 
10 
5 
Statement 16 
2 3 4 5 
positive effects that the reconstruction of the TSR would have upon its efficiency and 
tariffs. 
The chart is a further indicator which reveals that most of the sample was split betw en th 
fir t three options. Eleven participants strongly agreed on the impact that th rec nstructi n 
f th TSR would have on its overall performance whil t there w nly n r p nd nt 
wh trongly disagr ed with uch a notion. More v r, twenty p rt agr d with thi 
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ite~ whereas, nine experts had a neutral opinion on the subject. Last but not least there 
were two respondents who disagreed with the statement. 
Comments 
There were very few comments about this statement. Few of the experts who agreed with 
this statement, indicated that these plans for the reconstruction of the TSR would impro e 
its effectiveness and give the TSR a more competitive edge. 
However, one of the participants who disagreed with this issue expressed his doubts about 
whether the Russian Ministry of Railways has the money to invest in the TSR. 
Statement 17 :The modernization of the TSR could lead to the creation of an 
international rail network with the Baltic States, creating a new market that can 
attract more cargo moving from Far East to Western Europe. 
In this case the descriptive statistics 
clearly indicate that experts have 
agreed with this statement. More 
specifically, the chart shows that the 
majority of respondents believe that 
co-operation between Russia and the 
30 
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Baltic States can create a new transport rail corridor and increase the volume of containers 
moving from the Far East to Western Europe and vice versa. In total thirty-seven expert 
agreed with this statement whereas, the remaining six respondents were divided between 
the three remaining options. 
Comments 
The experts who disagreed with this statement indicated that such a proposal is not 
possible because the reasons behind the lack of co-operation between the Baltic States and 
Russia are economic and political and any policies would not sort these problems out. 
Unreliability 
In the recent past a series of strikes cost a lot of money and time to TSR's consumers 
and operating companies. 
Statement 18: The Russian Ministry of Railways would have to adopt policies in 
order to avoid such incidences happening again because it can result in losing clients 
as in the past. 
This was one of the few statements 
where the experts expressed such a 
high level of agreement. In addition, it 
is the first statement so far, where the 
experts who strongly agreed were a 
considerably high number. More 
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specifically, as one can see in the chart, seventeen experts strongly agreed with the notion 
that the Russian Ministry of Railways needs to adopt new policies that can secure the 
efficiency and reliability of the TSR and can establish a good reputation in the tran p rt 
market. Likewise, eighteen participants agreed with the same notion and only :b ur e p rt 
thought otherwise about the potential of the TSR. 
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Comments 
No further comments were given for this statement. 
Statement 19: The Russian Ministry of Railways would have to focus on re-
establishing the old glory of the TSR in order to attract more investors and increase 
container flows. 
The descriptive statistics show that 
many of the experts have strongly 20 
Statement 19 
agreed with this final statement. As 15 
one can see ill the frequency 
distribution histogram, the majority of 
experts have a very positive attitude 
10 
5 
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towards the statement. More specifically, eighteen experts strongly believe that the Russian 
Ministry of Railways needs to focus on re-creating the picture of the TSR in the eyes of 
customers. Likewise, another seventeen participants agreed with the same notion, whilst 
six respondents expressed a neutral opinion and the remaining two experts disagreed with 
this issue. 
Comments 
The experts who agreed with this statement stated that Russia could regain the trust of the 
customers and make the TSR the most attractive route for containers moving from th 
Pacific region and the Far East to Western Europe. In addition, there were tho e pert 
who indicated that Russia has ineffectively exploited the Baikal-Amur railway, whj h 
c uld take a large amount of cargo as well. 
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Summarizing all the information provided in this chapter, one can draw some conclusions 
as far as the results are concerned based on the statistical analyses and the comments 
derived from the experts. These conclusions will form a set of policies that will be 
presented in the next chapter. 
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CHAPTER TEN 
POLICIES FOR THE BALTIC STATES 
LIMITATIONS OF THE STUDY AND 
CONCLUSIONS 
10.1 Introduction 
The aim of this final chapter is to present a set of composite policies for the Baltic States, 
based on the information derived from the analysis of the results and the anecdotal data 
provided by experts in the Baltic Sea region. In addition, a discussion of the practical 
implications of this research and the contribution of this study in the areas of theory 
development and further research in the maritime sector and the Baltic States region in 
particular, will be presented. Moreover, recommendations for further research in the Baltic 
Sea, Russia and the Asian regions will be given. Last but not least, the author will provide 
the conclusions for this research. 
10.2 Composite Policies for the Baltic States 
The Baltic States of Estonia, Latvia and Lithuania have made significant progress in all 
areas in the transport sector since the break-up of the Soviet Union in 1991. However, a 
well-functioning transport sector is vital in furthering economic and social development as 
well as improving the levels of domestic and foreign trade. 
Despite the positive development in all three Baltic States, continued efforts are required in 
order to improve the transport sector further. Therefore, in the light of the objectives set 
out in chapter one the first section in this chapter aims to present policies that can 
contribute in improving the rail container transit transport sector where it is needed. 
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The transport sector as a whole is divided into: the railway, sea, air and road transport. 
Among these, the transport sector that is lacking most of all in the Baltic States is railway 
transport. As revealed by the experts, most of the container volumes arrive to the major 
Baltic States container ports by trucks rather than rail. The main reason is the high level of 
rail tariffs imposed by Russia for containers heading to Baltic States ports. Hence. the first 
composite policy developed involves the reduction of rail tariffs and the implementation of 
cost-based tariff policies, in order for Baltic States' railways to gain an advantage over 
road transport, which incidentally comes in line with the ED efforts to promote rail and sea 
transport rather than road transport. 
Nevertheless, the major concern is the lack of infrastructure in the Baltic States railways. 
Although, their position has been radically changing during transition, the railway services 
are becoming a competitive market commodity, in the light of projects like TEN and 
TERFN. In order for the Baltic States railways to achieve a competitive market position, 
operations will have to become efficient by reconstructing existing rail lines, which 
connect the Baltic States to their major ports, and investing further in rail connections that 
connect these countries to the TEN and TERFN systems, in order to attract container flows 
moving from West to East and vice versa. In addition, new technology is very important in 
order to increase the railways' quality and standards. This can include tracking systems 
that can detect where the containers are at all times, as well as new wagons that can carry 
40-foot containers. 
Moreover, the Baltic States lack transport organisation. Any fonn of industry or 
corporation cannot function properly and profitably without being well organised. As far as 
the railways are concerned, the Baltic States' railway operators can organise their 
operations by giving priority to international freight services, organise block trains from 
Russia and other Asian countries to the major Baltic States container ports, and reduce 
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customs procedures. The long customs procedures are a problem for the parties involved in 
this trade because they cause delays and excessive amounts of paper work for transit 
freight. 
Another issue that the governments of the three Baltic States will have to address is the 
separation of their transport operations from the infrastructure management as far as the 
railways are concerned, in order to enable new rail operators fair access to the rail market 
and comply with EU Railway Directives and become part of the TERFNs. In a few words 
the governments of the Baltic States would have to increase the management independence 
of railway companies with regard to their international operations and the infrastructure of 
the railways concerned. 
On the other hand, sea transport is in a better position than the railways in all three Baltic 
States. More specifically, the infrastructure and operations of maritime transport in the 
Baltic States were previously handled by single organisations. However, the privatisation 
of maritime transport has been relatively rapid and deregulation of the Baltic States 
seaports' infrastructure and operations is proceeding. The Baltic States ports have 
increased their capacity, improved the quality of services and modernised their handling 
equipment. In addition, these container ports (Tallinn, Riga, Leipaja, Klaipeda) have 
attracted new shipping services and became highly competitive with other Baltic ports, 
such as Kotka, Hamina, and St. Petersburg. Nevertheless, further actions are required in 
order to face the challenges from global changes, including, the Euro-Asian transport 
corridors, TEN, TERFN, and the inevitable doubling of container volumes in the next 
decade. The main requirements are: to expand existing container facilities in order to 
enable the Baltic States' ports to facilitate anticipated significant expansion of sea 
container traffic as at other Baltic ports, improve safety m cargo handling. enhance 
environmental protection and improve logistics in the ports. 
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In additio~ based on comments derived by the experts involved in the trade in this region. 
another policy would be increased co-operation between the sea and rail transport systems 
in the Baltic States, as well as the co-ordination of their efforts to attract container flo\\'s 
from West-East and vice versa, via the Trans Siberian Railway. If the Baltic States can 
create a logistical chain that can co-ordinate the movement of containers moving via the 
TSR in block trains, through the Baltic States railways and straight into vessels heading to 
Western Europe, this can increase the attractiveness of the Baltic States route. In order to 
co-ordinate such operation between these two modes of transport, a regulatory body can be 
created with the responsibility of implementing such a policy. In addition, if the operators 
involved in these two modes of transport reduced tariffs or even introduced a common 
tariff to cover all the costs involved in this logistical chain, the benefits would be 
considerable. However, in order for such a policy to have an impact, the government 
should increase the level of consciousness and infonnation of the participants in the 
transport sector. 
The Baltic States of Lithuania, Latvia and Estonia could develop a regional policy for 
cooperation among themselves, because the expected increase in containers vo lumes in the 
Baltic Sea region will create enough competition in that region, and the Baltic States on 
their own are quite small to compete with Finnish and Russian ports in the Baltic Sea 
region. Again it should be mentioned that the three Baltic States ports are ice-free, while 
the Finnish and the Russian ports in the Finnish Gulf are not. Moreover, the Baltic States 
will become part of the European Union in May 2004, which might put them into a 
stronger position in terms of competition with Russia. It is difficult to predict. nevertheless 
such an advantage could be expressed in terms of allocated EU funds for port expansion 
and service and infrastructure improvement in the Baltic States. 
Another policy that all three Baltic States can adopt, is the co-operation and co-ordination 
of the Baltic States' co tnmercial actions with other Euro-Asian countries. such a" 
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Kazakhstan, Kurdistan, Azerbaij~ Turkmenistan, and Tajikist~ in the light of the Euro-
Asian transport corridors, in order to attract more container traffic. Appendix 22 presents 
the three Euro-Asian lines. As one can see, all the Baltic States are connected with line A 
at Minsk, and with line B at Kiev. This indicates clearly that the Baltic States must pay 
particular attention to the potential of transit of Euro-Asian countries because these 
countries mentioned above, are at the junction of two main lands, Asia and Europe. 
Nevertheless, one of the most important policies that one could propose is the policy where 
the Baltic States should put a lot of effort into improving their relations with Russia. Russia 
is a major transport power connecting two huge markets, the European and Asian markets 
via a continuous railway line. In order for the Baltic States to increase their share in the 
TSR container market, their governments should focus on giving priority to Russian cargo 
or Russian customers and even discuss with the Russian government a way of reducing 
customs procedures at their borders. 
Finally, the Baltic States should adopt a marketing strategy which will promote the Baltic 
States route as the transport and distribution centre and bridge between the East and the 
West. A more successful promotion of the Baltic States route on international markets can 
consequently increase the container traffic on this route. 
10.3 Barriers to Policy Implementation 
The policies presented above indicate that the Baltic States have great potential and major 
possibilities mainly in the rail and sea sector. As established through some of these 
policies, long-term infrastructure maintenance in both the railways and the ports where the 
funds would derive from the private sector is an area where the government should focus 
upon particularly. However, the creation of such a policy that could attract more foreign 
investors can find obstacles if the governments of the three Baltic States do not otTer 
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attractive deals to potential investors in order to achieve such a goal or if they do not 
promote and advertise the advantages of their transport sector enough. 
Another barrier to this research is the political relations between Russia and the Baltic 
States. Since the break-up of the Soviet Union, Lithuania, Latvia and Estonia have had 
interesting relations with Russia because these countries managed to steer their economies 
away from Russia's control. This is both because the Baltic States ports are ice-free and 
because of the Kaliningrad region which belongs to Russia, but lies such that it is separated 
by the Russian mainland by the Baltic States. Such circumstances placed both sides into a 
position where a common understanding had to be found and good relations were 
necessary. Although there were some difficulties during the first years of the Baltic States 
independence, most of them were resolved. Further cooperation between the Baltic States 
and Russia is necessary in order to establish a reliable route with competitive rail tariffs. 
Nevertheless, Russia is very competitive towards the Baltic States ports and in the light of 
increasing volumes of containers in the near future, Russia would have to decide between 
cooperating with the Baltic States or losing customers due to the lack of capacity. 
10.4 Limitations of the Study 
While conducting this research the author came across various complications. The first 
problem that occurred was the collection of information related to this study. Unfortunately 
there was only limited academic literature on the Trans-Siberian Railway or about the role 
of the Baltic States in the Trans Siberian Railway market. A lot of detail concerning both. 
the Trans Siberian Railway operation as well as the Baltic States position in the TSR 
market, was collected through anecdotal data derived from the experts in the Baltic Sea 
and Russian Region. This notion indicates that without the contribution and the co-
operation of the experts this research would not have reflected the practical issues rdated 
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to the construct under investigatio~ but would have only reflected the theoretical issues 
related to the TSR and the Baltic States derived through the literature. 
In additio~ another complication was the fact that most of the experts in the Baltic Sea 
region did not speak English. This problem was overcome with the co-operation of a 
colleague who translated the questionnaires into Lithuanian. This way the experts found 
few problems in understanding and answering the statements. 
Moreover, the collection of accurate figures about the movement of containers in various 
countries as well as on the Trans Siberian Railway was a rather difficult task~ because 
different sources presented different figures. Nevertheless, the researcher decided to use 
the figures provided by the most reliable sources, including various Ministries of Transport 
and figures presented in international conferences. 
Last but not least, the collection of a valid and reliable statistical technique for the analysis 
of the results was both time consuming and stressful. As mentioned in the previous 
chapter, initially the researcher had decided to conduct a multivariate analysis. However~ 
once the data was collected, it was realised that the results had only one independent 
variable, whilst multivariate analysis requires many independent variables. In order to 
overcome this problem, the researcher examined other possible techniques but following 
the advice of two statistics experts decided to apply parametric techniques. 
10.5 Successes and Failures of the Study 
The author of this research had set a number of objectives prior to initiating this study. One 
success of this work is that the research managed to cover most of the areas that were 
related to the construct under investigation and succeeded in meeting all the objectives that 
were presented at the beginning 0 f this study. 
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In additio~ another success is that the researcher managed to collect enough information in 
order to conduct a reliable and valid set of statistical tests~ that enabled the researcher to 
form an opinion about the Baltic Sea region and create a set of composite policies for the 
Baltic States. 
Moreover, this research enabled the author to attend a number of very important and 
prestigious conferences, such as the ECMT Conference in Paris in 200 1 ~ where the 
researcher had the chance to meet a number of Transport Ministers from the Baltic Sea 
region and establish contacts for future co-operation. 
An area which this research failed to cover successfully was the presentation of data for the 
newly established port of Ventspils as well as for the precise number of containers moving 
by railways for each one of the Baltic States in the last decade. In the first case, the author 
was not able to find any information about the handling of containers in the port of 
Ventspils, because the port did not publish any. Although, the researcher of this study 
visited Latvia, no further information than that published in the press was given about this 
port. 
Moreover, as far as the preCIse numbers of containers movrng via the Baltic States' 
railways was concerned, the Ministries of Railways of each Baltic State were unable to 
assist because there were no records held during the Soviet times~ and since the Baltic 
States became independent they did not keep a record of container origin. 
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10.6 Recommendations for Future Research 
This research has attempted to make a contribution to the study of the potential of the 
Baltic States as a transit route for containers moving via the Trans Siberian Railway to 
Western Europe. Although many questions related to the study have been answered 
through this research, the study has also raised a number of further questions that require 
further research in order to be answered. For example, it would be very beneficial if similar 
research could be undertaken, where one could examine the effect that the EU could have 
on the Baltic States after their entrance in May 2004. This would be very interesting 
because one could analyse the political context in the Baltic Sea region and the effects that 
the Baltic States accession to the EU would have in relation to container transit in practice. 
Future research could focus on exammmg the Euro-Asian transport corridors and the 
effects they might have on world container trade. The results derived from such research 
could be good indicators about the future of globalisation and the countries' economies. It 
could also indicate the transport standards imposed on a world level regarding 
transportation time, customs procedures and total transportation costs. 
In addition, research could be undertaken on the EU transport projects including TEN and 
TERF and the effects of these projects on the market. Such research can contribute 
considerably to understanding the transport sector in Europe as well as benefit transport 
operators worldwide. 
10.7 Conclusion 
After three years of research in the Baltic Sea region it was established that the only way 
that the Baltic States can optimise transport progress and attract containers in transit is to 
integrate and co-operate the various modes of transport and more specifically, sea and rail 
transport. Presently there is a real opportunity to increase container cargo flo\\ from Asian 
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countries, some of which are showing a high interest in container transportation to Europe 
via the Trans Siberian Railway. 
The railway route attracts overseas shippers by providing shorter transit time ill 
comparison with the deep-sea carriers. In addition, Russian and Baltic States' companies 
interested in the attraction of container transit are working hard on improvement of the 
railway services. Although the Baltic States have improved their transport systems 
considerably since 1991, one has to admit that from a technological and organisational 
point of view the Baltic States railways still lag behind the contemporary European railway 
systems that effectively co-operate with each other to an extent. The main goal of the 
Baltic States at present is to create competitive railway transportation systems, which 
comply with the requirements of the European Union, and develop a major transit route for 
containers moving from East to West and vice versa. 
In modern times of growing globalisation of the world economy and the expected growth 
of container volumes in the next decade, Russia's transport systems are expected to have a 
strategic importance for the economic development of countries of both Asia and Europe. 
Many countries, both in the West and East are interested to use Russia's transport routes, 
however Russia alone cannot become Euro-Asia's transport power. Hence, the Baltic 
States of Estonia, Latvia, and Lithuania have the opportunity and the capability to co-
operate with Russia and become a transport bridge between the East and the West. 
This research represents an attempt to examine the potential of a specific region (the Baltic 
States) in a specific container transit market (TSR). However, the importance of container 
transit worldwide is undisputed, and in the context of globalisation and future transport 
projects, it is essential to continue conducting research in all the areas of the transport 
sector. More specifically, the future transport projects adopted by the EU are expected to 
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boost transit of cargo in Europe and improve considerably the efficiency and quality of 
service throughout Europe, whilst all the countries involved can compete and have equal 
opportunities. 
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APPENDIXl 
MAP OF THE TRANS SIBERIAN RAILWAY 
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Source: TennenbaUIl1, J. , (1997), 'The Eurasian Land-Bridge', Executive Intelligence 
Review, pp. 34, Published by EIR News Service Inc. , Washington, USA. 
*Please note that the Trans Siberian Railway in the blue rail line starting 
in Moscow and finishing in Vladivostok. 
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APPENDIX 2 
MAP OF THE BALTIC STATES 
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APPENDIX 3 
THE JOURNALS USED FOR CONTENT 
ANALYSIS 
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The Journals Used for Content Analysis and the Number of Articles Found Related 
to the research from December 1980 to December 2001. 
Name of Journal l\umber of Articles Found Related to the 
.' research 
Icargo Systems 
r 
15 
IContainerization International I 17 
IFairplay 
I 
6 
IFinanCial Times 
I 
3 
IInfomare (Italian) 
I 
5 
IInternational Bulk Journal 
I 
3 
International Journal of Physical 
I Distribution and Logistics Management. 2 
IInternational Railway 
I 
12 
I I TAR-TASS (Russian) 22 
IJapan Railway and Transport Review 6 
IJournal of Commerce 9 
IJura (Lithuanian) 27 
ILIOYd'S List 42 
[Uoyd'S Maritime Asia 11 
fLIOYd's Shipping Economist l 8 
ILloyd's Shipping Management 
I 
5 
ILogistics and Transportation Review 
I 
7 
rMaritime Policy and Management [ 6 
fPort Development International I 13 
fPravda (Russian) 
I 
21 
Railway Gazette International I 14 
• 
Reuters I 5 
[Sea Trade Review 
f 
7 
SeaNews I 21 
Soviet Shipping I 10 
The Baltic Times 'j 17 
-r • I 3 IThe Economist 
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------~---~~--------~--- ~--r__-------==~ 
The Journal of Shipping Finance 2 
------------~---~~~ ~ --,---'----------------
The Korean Times 21 
\The Moscow Times 12 
-~~--~- ~ -~ -~~---I--------
The New York Times 2 
.\The Russian Journal 17 
-------------------
The RZD-Partner Magazine (Russian) 10 
The St. Petersburg Times 8 
Transport Reviews 7 
Vladivostok News 3 
~----~-~~ -------,--------_. 
Total 399 
------------~ ~-------
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APPENDIX 4 
THE QUESTIONNAIRE FOR THIS RESEARCH 
244 
Container flows 
Major container flows arriving from the United States and Japan to Korean ports 
then pass through Chinese railways to Western Europe via Asia and Ukraine. 
Statement 1: Russian companies can reroute some of these flows to Vostochny port 
and then via the TSR to Baltic ports heading for Western Europe. 
Strongly Agree Agree Neutral Disagree Strongly Disagree 
D D D D D 
Comments: 
· ........................................................................................... . 
· ........................................................................................... . 
· ........................................................................................... . 
· ........................................................................................... . 
There are container flows heading to Central European destinations through the rail 
junction at Brest on the Belarus-Poland border. 
Statement 2: Baltic State's sea and railway operators would be able to compete if 
they otTer lower prices. 
Strongly Agree Agree Neutral Disagree Strongly Disagree 
D D D D D 
Comments: 
· .......................................................................................................... . 
...•.•....••.••••.•.•..•.•.•...••.•.••.•.••..••...•.•..•.•.•.•..•.••..•.•.•.•.•.•.......................••.. 
· .......................................................................................................... . 
· .......................................................................................................... . 
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Finnish market and Baltic States market for TSR containers 
Sources suggest that most transit container flows currently use the TSR system to 
deliver to warehouses in Finland and not St. Petersburg, for security reasons. 
Statement 3: The Baltic States ports are efficient, secure, cost effective, and ice free. 
Therefore, they can compete with Finnish ports and re-route a high share of these 
container flows to the Baltic ports. 
Strongly Agree Agree Neutral Disagree Strongly Disagree 
D D D D D 
Comments: 
· ........................................................................................... . 
· ........................................................................................... . 
Statement 4: Baltic States can dominate as transit ports for container flows moving 
via TSR to Western Europe. 
Strongly Agree Agree Neutral Disagree Strongly Disagree 
D D D D D 
Comments: 
· ........................................................................................... . 
· ........................................................................................... . 
· ........................................................................................... . 
· ........................................................................................... . 
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japanese Market 
The world cargo flow is regrouping in a more focused search for more effective 
routes, including Eurasian ones. The exchange of goods between Europe and Asia 
makes up haH the world's cargo. Almost aD Euro-Asian routes pass within the 
transportation networks of the CIS countries and primarily Russia. One of these 
corridors is the Europe-Russian railroad-Japan. 
Statement 5: The construction of a Europe-Russia-Japan corridor would be of 
strategic importance because it wiD secure a maximum use of the TSR and the Baltic 
States seaports. 
Strongly Agree Agree Neutral Disagree Strongly Disagree 
D D D D D 
Comments: 
· ........................................................................................... . 
· ........................................................................................... . 
· ........................................................................................... . 
Statement 6: Japanese companies will continue moving containers via the deep-sea 
route to Western and Central Europe, if the TSR rates are not competitive enough. 
Strongly Agree Agree Neutral Disagree Strongly Disagree 
D D D D D 
Comments: 
· ........................................................................................... . 
· ........................................................................................... . 
· ........................................................................................... . 
...... ...... ...... .... ...... ..... .o ........................................... .o"" .o .. .o ".o.o .o ................ .o .. .o .o .... .o.o" ... .o .. .o .......................... .o.o ... .o.o 
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Statement 7: Japan is rather apprehensive with regard to resuming shipment of 
containers to Europe via TSR due to the negative experience they had 12 years ago 
due to the inefficiency of the TSR. 
Strongly Agree Agree Neutral Disagree Strongly Disagree 
D D D D D 
Comments: 
· ........................................................................................... . 
· ........................................................................................... . 
· ........................................................................................... . 
· ........................................................................................... . 
Korean Market 
South and North Korea have agreed to re-establish a rail link that has been broken 
for half century. Moreover, the two sides pledge to make all the necessary efforts to 
unite the trans-Korean railway to TSR. 
Statement 8: The reconstruction of the rail link across South and North Korea will 
lead to a connection with the TSR, which would allow Russia to become a transport 
bridge between South and North Korea's export-driven economy with the Baltic 
States and Western Europe. 
Strongly Agree Agree Neutral Disagree Strongly Disagree 
D D D D D 
Comments: 
· ........................................................................................... . 
· ........................................................................................... . 
· ............................................................................................ .. 
..... ..... ...... .... ..... ...... ...... ..... ..... ...... ...... ...... ...... ..... ...... ...... ..... ...... ...... ..... ...... ..... ..... ..... ...... ...... ...... .... .... ... ... 
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Statement 9: The reconstmction of rail link across South and North Korea with the 
TSR would dramatically reduce the cost and time needed for moving containers from 
Korean peninsula to Russia and Western Europe. 
Strongly Agree Agree Neutral Disagree Strongly Disagree 
o 0 o o D 
Comments: 
· ........................................................................................... . 
· ........................................................................................... . 
· ........................................................................................... . 
...... ...... ...... ...... ...... ...... ...... ...... ...... ...... ...... ...... ...... ...... ...... ...... ...... ...... ...... ...... ...... ...... ...... ...... ...... ...... ...... ...... ...... ...... ...... 
Statement 10: Rival competition from China could lead to re-routing the Korean 
container flows though their borders to Western Europe. 
Strongly Agree Agree Neutral Disagree Strongly Disagree 
o 0 o D D 
Comments: 
Chinese Market 
In 2000 a new railway line (Primorye line) was established, connecting key segments 
of Russia and China. 
Statement 11: The new line between Russia and China can become a bridge for 
Russian companies to connect China with European markets via the TSR. 
Strongly Agree Agree Neutral Disagree Strongly Disagree 
o 0 o D D 
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Comments: 
· .................................................... . 
. . . . . . . . . . . . . ... ... . ... . . ... . . . ... . ... . . . . . ... ... . . . . . . . . 
· ......................................................... ... 
. . . . . . . . . . . ... ... . . . . . . . . . . ... . . . ... ... . ... . . . . ... ... . . . . . 
· ........................................................................................................... . 
· ........................................................................................... . 
Statement 12: The trade between the two countries will rise because of this new 
line. 
Strongly Agree Agree Neutral Disagree Strongly Disagree 
D D D D D 
Comments: 
..•....•..•.••.•........•..•..•............•................................................................ 
.•.••••.••••..••..•••..•.••.••.••.•••.••••.••••..•••..•.•••.••...•.•..•...•.•.............•...•...•......... 
.•..••..•.•..••.•.•••••.••••..••.•.••..••.•.••....••..••.•...•...•...•...•...••..•...•.........•......•..... 
••....••.•.••.••.•.••.•..•...........•..•.........•••....•...•...•............................•.•........... 
Kazakhstan Market 
For Kazakhstan, Russia and the Baltic countries is one of the most important market 
priorities for transport system development. A significant part of trans-continental 
routes crosses Russia. 
Statement 13: A unification of the Russian and Kazakhstan transport routes may 
provide a base for several projects, profitable for both countries as well as for the 
Baltic States, which would be able to use Russian and Kazakhstan territory for 
transit. 
Strongly Agree Agree Neutral Disagree Strongly Disagree 
D D D D D 
250 
Comments: 
· ........................................................................................... . 
· ........................................................................................... . 
· ........................................................................................... . 
· ........................................................................................... . 
USA Market 
It was publisbed that in 2000 the Trans Siberian Railway and Alaska signed an 
agreement for the movement of cargo from Alaska to Europe, via the TSR. 
Statement 14: Projects providing for a link-up of Russia's TSR with railways in 
North America will playa prominent role in promoting the East European economy 
of the 21 st century. 
Strongly Agree Agree Neutral Disagree Strongly Disagree 
D D D D D 
Comments: 
· ........................................................................................... . 
Statement 15: The agreement between TSR and Alaska shows that the potential for 
transportation of containers in the former USSR region is huge. 
Strongly Agree Agree Neutral Disagree Strongly Disagree 
D D D D D 
Comments: 
· ........................................................................................... . 
· ........................................................................................... . 
· ........................................................................................... . 
· ........................................................................................... . 
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Reconstruction of TSR 
The Russian Ministry of Railways decided in 2000 that there is the need to 
reconstruct the technical foundations of TSR and modernize its technology. 
Statement 16: Reconstruction of TSR will improve the state of efficiency of the TSR 
and reduce freight charges. 
Strongly Agree Agree Neutral Disagree Strongly Disagree 
D D D D D 
Comments: 
· ........................................................................................... . 
· ........................................................................................... . 
· ........................................................................................... . 
Statement 17: The modernization of the TSR could lead to the creation of an 
international rail network with the Baltic States, creating a new market that can 
attract more cargo moving from Far East to Western Europe. 
Strongly Agree Agree Neutral Disagree Strongly Disagree 
D D D D D 
Comments: 
· ........................................................................................... . 
· ........................................................................................... . 
· ........................................................................................... . 
· ........................................................................................... . 
252 
Unreliability 
In the recent past a series of strikes cost a lot of money and time to TSR's consumers 
and operating companies. 
Statement 18: The Russian Ministry of Railways would have to adopt policies in 
order to avoid such incidences happening again because it can result in losing clients 
as in the past. 
Strongly Agree Agree Neutral Disagree Strongly Disagree 
D D D D D 
Comments: 
........................................................................................................................................................................................ 
...... ...... ...... ...... ...... ...... ...... ...... ...... ...... ...... ...... ...... ...... ...... ...... ...... ...... ...... ...... ...... ...... ...... ...... ...... ...... ...... ...... ...... ...... ...... 
...... ...... ...... ...... ...... ...... ...... ...... ...... ...... ...... ...... ...... ...... ...... ...... ...... ...... ...... ...... .. ,. ......... ,. .. ,. .............................. .. 
..... .. ,. ....................... ,. ..... ,. ........................ ,. .... ,. ......................................................... ,. .. 
Statement 19: The Russian Ministry of Railways would have to focus on re-
establishing the old glory of the TSR in order to attract more investors and increase 
container flows. 
Strongly Agree Agree Neutral Disagree Strongly Disagree 
D D D D D 
Comments: 
...................................................................................................................................................................................... 
.. .. .. .. .. .. . .. .. .. . .. .. .. .. .. .. .. .. .. .. .. .. . .. .. .. .. . .. .. .. .. .. .. .. .. .. .. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 
. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 
. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 
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APPENDIX 5 
TABLE PRESENTING EXPERTS AND THEIR 
SCORES 
254 
I 
V1 
V1 
No. TYPE* 
1 2 3 4 
1 Industry 2 4 2 2 
2 Industry 1 2 1 1 
3 Industry 2 4 2 2 
4 Industry 2 2 4 4 
5 Academics 3 2 4 3 
8 Industry 2 4 2 4 
7 Industry 3 3 3 2 
8 Industry 2 2 3 2 
9 Industry 2 1 1 1 
10 99·· 1 2 3 3 
11 Journalists 2 5 5 5 
12 Industry 3 3 3 3 
13 Industry 2 2 3 4 
14 Journalists 4 2 2 2 
15 Government 4 4 2 4 
18 Government 1 2 2 2 
17 Government 3 2 2 2 
18 Industry 3 2 2 3 
19 Industry 1 2 2 2 
20 Industry 1 1 1 1 
21 Industry 2 1 1 4 
22 Academics 2 2 2 3 
23 Academics 2 2 2 4 
2A Academics 2 2 2 4 
25 Academics 1 2 1 3 
26 AcademiCS 2 1 1 2 
27 Industry 2 1 2 1 
28 Industry 2 1 2 1 
29 Industry 2 1 2 2 
30 Industry 3 4 2 2 
31 Industry 2 4 1 1 
32 Government 2 4 1 2 
33 Government 2 3 3 2 
34 Government 1 2 1 2 
35 Academics 2 1 3 2 
36 Academics 2 2 4 2 
37 Industry 2 2 3 3 
38 Industry 2 3 3 4 
39 Industry 4 1 1 1 
40 Industry 3 4 2 2 
41 Industry 2 3 2 4 
42 Industry 2 2 3 4 
43 99 1 1 1 1 
TOTAL 91 100 94 108 
MEAN 2.1 2.3 2.2 2.5 
• Type refe" to the occupation of the expert • 
•• eg I. the number thllt the SPSS un. for the mining values 
5 • 7 2 2 2 
2 2 3 
4 1 1 
3 1 2 
2 1 2 
2 2 2 
4 2 3 
2 1 3 
1 2 2 
2 2 1 
5 1 3 
3 3 3 
3 2 2 
4 1 1 
1 2 2 
4 4 2 
1 1 3 
2 2 3 
1 2 2 
2 2 3 
2 1 3 
2 4 3 
1 1 2 
2 1 3 
2 2 2 
1 2 3 
1 3 2 
1 3 2 
3 3 3 
1 4 2 
2 2 2 
2 2 3 
2 2 3 
3 2 2 
2 1 3 
2 2 2 
2 2 4 
4 2 2 
4 4 4 
1 2 2 
4 1 1 
2 2 4 
3 2 2 
99 86 104 
2.3 2 2A 
ITEMS 
8 • 10 11 12 13 14 15 1 • 17 18 19 
2 2 3 2 2 1 2 2 2 2 2 2 
2 3 2 2 1 1 2 2 1 2 2 2 
3 2 2 2 2 2 3 3 2 2 2 2 
4 4 3 2 4 3 4 4 2 3 2 3 
2 4 4 2 2 2 4 2 2 2 2 2 
2 2 2 2 2 2 4 2 2 4 2 2 
3 3 3 2 3 3 4 2 3 2 3 3 
2 3 3 3 2 2 4 3 2 1 2 2 
2 2 2 3 3 2 4 3 3 2 1 1 
2 2 2 2 2 2 4 3 5 2 1 1 
3 5 3 2 3 2 4 4 3 5 3 4 
3 3 3 3 3 3 3 3 3 3 3 3 
2 2 2 2 3 2 3 3 2 2 2 1 
4 4 4 4 3 2 5 4 4 2 1 1 
2 2 4 2 2 2 2 2 2 2 2 2 
4 2 2 2 2 2 4 2 2 2 2 2 
2 2 2 2 2 1 2 2 2 2 2 2 
3 3 2 3 2 3 3 2 3 2 1 1 
1 3 3 3 2 2 1 2 3 2 1 2 
2 3 3 2 2 2 3 2 3 2 1 1 
1 2 2 1 2 4 4 2 1 1 1 1 
2 4 2 2 2 1 2 1 2 2 2 1 
1 2 2 2 2 2 2 3 1 1 4 1 
2 2 2 1 1 1 4 2 1 1 4 1 
2 3 3 1 1 3 3 3 1 2 3 2 
2 1 1 1 2 1 3 2 4 1 1 1 
1 3 1 2 2 1 4 2 1 1 1 1 
1 3 1 2 2 1 4 2 1 2 1 1 
2 2 3 1 2 2 3 3 2 1 1 1 
2 2 2 2 2 2 2 2 2 2 2 2 
2 2 2 2 2 2 2 2 1 1 2 1 
2 4 4 2 2 2 3 3 1 1 1 2 
2 2 2 2 3 2 3 3 2 2 2 2 
2 2 2 2 2 2 2 2 2 2 1 1 
4 3 2 2 3 2 3 2 2 2 2 3 
1 2 3 2 3 2 4 3 3 2 1 1 
2 2 2 3 2 2 3 2 2 2 4 3 
2 3 2 2 2 2 3 2 3 2 2 2 
4 4 4 4 4 3 3 4 1 4 4 2 
2 2 3 2 4 1 4 3 2 2 1 1 
3 4 2 5 4 1 5 4 2 4 1 3 
2 2 3 3 2 2 4 2 2 2 2 2 
2 2 3 2 3 2 2 1 1 1 1 4 
96 114 107 95 101 B4 137 107 91 87 81 78 
2.2 _ _2.7 2.5 2.2 2.3 2 3.2 2.5 2.1 2 1.9 1.8 
APPENDIX 6 
ITEM-TOTAL CORRELATION 
256 
Correlations 
ITEM 1 ITEM 2 ITEM 3 ITEM 4 ITEM 1 Pearson Correlation 1 
.227 
.155 
.092 
Sig. (2-tailed) 
.143 
.321 
.556 
N 43 43 43 43 
ITEM_2 Pearson Correlation 
.227 1 .250 .323* 
Sig. (2-tailed) 
.143 
.106 .034 
N 43 43 43 43 
ITEM_3 Pearson Correlation 
.155 
.250 1 .496* 
Sig. (2-tailed) 
.321 .106 
.001 
N 43 43 43 43 
ITEM 4 Pearson Correlation 
.092 .323* .496*i 1 
Sig. (2-tailed) 
.556 .034 .001 
N 43 43 43 43 
ITEM_5 Pearson Correlation 
.041 .194 .282 .223 
Sig. (2-tailed) 
.792 .212 .067 .150 
N 43 43 43 43 
ITEM_6 Pearson Correlation 
.034 -.099 -.250 -.365* 
Sig. (2-tailed) 
.827 .529 .106 .016 
N 43 43 43 43 
ITEM_7 Pearson Correlation .114 -.222 .021 -.006 
Sig. (2-tailed) 
.465 .153 .895 .970 
N 43 43 43 43 
ITEM_8 Pearson Correlation .316* .096 .177 .048 
Sig. (2-tailed) .039 .541 .256 .762 
N 43 43 43 43 
ITEM_9 Pearson Correlation .198 .096 .301 * .139 
Sig. (2-tailed) .202 .540 .050 .375 
N 43 43 43 43 
ITEM_10 Pearson Correlation .397*- .220 .155 .060 
Sig. (2-tailed) .008 .156 .322 .702 
N 43 43 43 43 
ITEM 11 Pearson Correlation .335* .029 .070 -.042 
Sig. (2-tailed) .028 .855 .655 .787 
N 43 43 43 43 
ITEM_12 Pearson Correlation .369* .061 .297 .009 
Sig. (2-tailed) .015 .700 .053 .953 
N 43 43 43 43 
ITEM_13 Pearson Correlation .141 -.073 .084 .217 
Sig. (2-tailed) .367 .640 .594 .163 
N 43 43 43 43 
ITEM_14 Pearson Correlation .163 -.083 .351* .226 
Sig. (2-tailed) .296 .596 .021 .145 
N 43 43 43 43 
ITEM 15 Pearson Correlation .257 .173 .287 .201 
Sig. (2-tailed) .097 .268 .062 .197 
N 43 43 43 43 
ITEM 16 Pearson Correlation .078 .032 .340* .101 
Sig. (2-tailed) .619 .840 .026 .518 
N 43 43 43 43 
ITEM_17 Pearson Correlation .199 .356* .378* .347* 
Sig. (2-tailed) .200 .019 .012 .022 
N 43 43 43 43 
Table Caption 
257 
Correlations 
ITEM 1 ITEM 2 ITEM 3 ITEM 4 
ITEM_18 Pearson Correlation .212 .176 .232 .332* 
Sig. (2-tailed) .172 .258 .134 .030 
N 43 43 43 43 
ITEM_19 Pearson Correlation -.002 .293 .384* .202 
Sig. (2-tailed) .988 .057 .011 .195 
N 43 43 43 43 
TOTAL Pearson Correlation .464** .384* .591 ** .449* 
Sig. (2-tailed) .002 .011 .000 .003 
N 43 43 43 43 
Table Caption 
258 
Correlations 
ITEM 5 ITEM 6 ITEM 7 ITEM 8 
ITEM 1 Pearson Correlation 
.041 
.034 .114 .316* 
Sig. (2-tailed) 
.792 
.827 
.465 .039 
N 43 43 43 43 
ITEM 2 Pearson Correlation 
.194 
-.099 
-.222 .096 
Sig. (2-tailed) 
.212 
.529 .153 .541 
N 43 43 43 43 
ITEM 3 Pearson Correlation 
.282 
-.250 .021 .177 
Sig. (2-taiJed) 
.067 .106 .895 .256 
N 43 43 43 43 
ITEM 4 Pearson Correlation 
.223 -.365* 
-.006 .048 
Sig. (2-taiJed) 
.150 .016 .970 .762 
N 43 43 43 43 
ITEM 5 Pearson Correlation 1 -.050 -.070 .655* 
Sig. (2-tailed) 
.748 .653 .000 
N 43 43 43 43 
ITEM 6 Pearson Correlation 
-.050 1 .179 .000 
Sig. (2-taiJed) .748 .252 1.000 
N 43 43 43 43 
ITEM_7 Pearson Correlation -.070 .179 1 .030 
Sig. (2-tailed) .653 .252 .848 
N 43 43 43 43 
ITEM 8 Pearson Correlation .655*" .000 .030 1 
Sig. (2-tailed) .000 1.000 .848 
N 43 43 43 43 
ITEM 9 Pearson Correlation .444*" -.063 .046 .407* 
Sig. (2-tailed) .003 .689 .770 .007 
N 43 43 43 43 
ITEM 10 Pearson Correlation .266 -.103 .086 .288 
Sig. (2-tailed) .084 .513 .582 .061 
N 43 43 43 43 
ITEM 11 Pearson Correlation .282 .000 -.069 .385* 
Sig. (2-tailed) .067 1.000 .662 .011 
N 43 43 43 43 
ITEM 12 Pearson Correlation .365* -.036 -.095 .471* 
Sig. (2-taiJed) .016 .817 .547 .001 
N 43 43 43 43 
ITEM 13 Pearson Correlation .307* -.040 .174 .266 
Sig. (2-taiJed) .045 .801 .265 .085 
N 43 43 43 43 
ITEM 14 Pearson Correlation .321* -.234 -.146 .278 
Sig. (2-tailed) .036 .131 .352 .071 
N 43 43 43 43 
ITEM 15 Pearson Correlation .420*:11 -.249 -.195 .410* 
Sig. (2-tailed) .005 .108 .211 .006 
N 43 43 43 43 
ITEM 16 Pearson Correlation .153 -.088 -.204 .208 
Sig. (2-tailed) .326 .575 .189 .181 
N 43 43 43 43 
ITEM 17 Pearson Correlation .490*" .031 -.015 .472* 
Sig. (2-tailed) .001 .845 .925 .001 
N 43 43 43 43 
Table Caption 
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Correlations 
ITEM 5 ITEM 6 ITEM 7 ITEM 8 
ITEM_18 Pearson Correlation .201 .000 .405*~ .218 
Sig. (2-tailed) .195 1.000 .007 .160 
N 43 43 43 43 
ITEM_19 Pearson Correlation .450*-' -.160 .159 .427* 
Sig. (2-tailed) .002 .305 .308 .004 
N 43 43 43 43 
TOTAL Pearson Correlation .685*~ -.073 .109 .678* 
Sig. (2-tailed) .000 .643 .488 .000 
N 43 43 43 43 
Table Caption 
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Correlations 
ITEM 9 ITEM 10 ITEM 11 ITEM 12 
ITEM_1 Pearson Correlation 
.198 
.397'" .335* .369* 
Sig. (2-tailed) 
.202 
.008 
.028 .015 
N 43 43 43 43 
ITEM_2 Pearson Correlation 
.096 .220 .029 .061 
Sig. (2-tailed) 
.540 
.156 .855 .700 
N 43 43 43 43 
ITEM_3 Pearson Correlation 
.301* .155 .070 .297 
Sig. (2-tailed) 
.050 .322 .655 .053 
N 43 43 43 43 
ITEM_4 Pearson Correlation 
.139 .060 -.042 .009 
Sig. (2-tailed) 
.375 .702 .787 .953 
N 43 43 43 43 
ITEM_5 Pearson Correlation .444*~ 
.266 .282 .365* 
Sig. (2-tailed) 
.003 .084 .067 .016 
N 43 43 43 43 
ITEM_6 Pearson Correlation 
-.063 -.103 .000 -.036 
Sig. (2-tailed) 
.689 .513 1.000 .817 
N 43 43 43 43 
ITEM_7 Pearson Correlation .046 .086 -.069 -.095 
Sig. (2-tailed) .770 .582 .662 .547 
N 43 43 43 43 
ITEM_8 Pearson Correlation .407~ .288 .385* .471 * 
Sig. (2-tailed) .007 .061 .011 .001 
N 43 43 43 43 
ITEM_9 Pearson Correlation 1 .423*~ .414*~ .300 
Sig. (2-tailed) .005 .006 .051 
N 43 43 43 43 
ITEM_10 Pearson Correlation .423*" 1 .245 .265 
Sig. (2-tailed) .005 .113 .086 
N 43 43 43 43 
ITEM_11 Pearson Correlation .414*11 .245 1 .507* 
Sig. (2-tailed) .006 .113 .001 
N 43 43 43 43 
ITEM_12 Pearson Correlation .300 .265 .507*11 1 
Sig. (2-tailed) .051 .086 .001 
N 43 43 43 43 
ITEM_13 Pearson Correlation .131 .346* .018 .170 
Sig. (2-tailed) .401 .023 .909 .276 
N 43 43 43 43 
ITEM_14 Pearson Correlation .258 .035 .233 .347* 
Sig. (2-tailed) .095 .824 .133 .023 
N 43 43 43 43 
ITEM_15 Pearson Correlation .404*~ .340* .409*· .564* 
Sig. (2-tailed) .007 .026 .006 .000 
N 43 43 43 43 
ITEM_16 Pearson Correlation -.008 .050 .189 .179 
Sig. (2-tailed) .962 .751 .224 .252 
N 43 43 43 43 
ITEM_17 Pearson Correlation .505*~ .186 .461 *. .488* 
Sig. (2-tailed) .001 .233 .002 .001 
N 43 43 43 43 
Table Caption 
261 
Correlations 
ITEM 9 ITEM 10 ITEM 11 ITEM 12 
ITEM_18 Pearson Correlation .096 .110 .001 -.077 
Sig. (2-tailed) .541 .481 .992 .625 
N 43 43 43 43 
ITEM_19 Pearson Correlation .360* .277 .232 .326* 
Sig. (2-tailed) .018 .072 .134 .033 
N 43 43 43 43 
TOTAL Pearson Correlation .605*" .499*"11 .504*"11 .592* 
Sig. (2-tailed) .000 .001 .001 .000 
N 43 43 43 43 
Table Caption 
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Correlations 
ITEM 13 ITEM 14 ITEM 15 ITEM 16 
ITEM_1 Pearson Correlation 
.141 
.163 .257 
.078 
Sig. (2-tailed) 
.367 
.296 
.097 .619 
N 43 43 43 43 
ITEM_2 Pearson Correlation 
-.073 
-.083 .173 .032 
Sig. (2-tailed) 
.640 
.596 .268 .840 
N 43 43 43 43 
ITEM_3 Pearson Correlation 
.084 
.351* .287 .340* 
Sig. (2-tailed) 
.594 .021 .062 .026 
N 43 43 43 43 
ITEM_4 Pearson Correlation 
.217 .226 .201 .101 
Sig. (2-tailed) 
.163 .145 .197 .518 
N 43 43 43 43 
ITEM 5 Pearson Correlation 
.307* .321* .420*· .153 
Sig. (2-tailed) 
.045 .036 .005 .326 
N 43 43 43 43 
ITEM 6 Pearson Correlation 
-.040 -.234 -.249 -.088 
Sig. (2-tailed) 
.801 .131 .108 .575 
N 43 43 43 43 
ITEM 7 Pearson Correlation .174 -.146 -.195 -.204 
Sig. (2-tailed) .265 .352 .211 .189 
N 43 43 43 43 
ITEM_8 Pearson Correlation .266 .278 .410*' .208 
Sig. (2-tailed) .085 .071 .006 .181 
N 43 43 43 43 
ITEM 9 Pearson Correlation .131 .258 .404u -.008 
Sig. (2-tailed) .401 .095 .007 .962 
N 43 43 43 43 
ITEM_10 Pearson Correlation .346* .035 .340* .050 
Sig. (2-tailed) .023 .824 .026 .751 
N 43 43 43 43 
ITEM 11 Pearson Correlation .018 .233 .409*· .189 
Sig. (2-tailed) .909 .133 .006 .224 
N 43 43 43 43 
ITEM_12 Pearson Correlation .170 .347* .564*· .179 
Sig. (2-tailed) .276 .023 .000 .252 
N 43 43 43 43 
ITEM 13 Pearson Correlation 1 .088 .224 .046 
Sig. (2-tailed) .575 .148 .771 
N 43 43 43 43 
ITEM_14 Pearson Correlation .088 1 .469*' .221 
Sig. (2-tailed) .575 .002 .154 
N 43 43 43 43 
ITEM 15 Pearson Correlation .224 .469*· 1 .185 
Sig. (2-tailed) .148 .002 .235 
N 43 43 43 43 
ITEM_16 Pearson Correlation .046 .221 .185 1 
Sig. (2-tailed) .771 .154 .235 
N 43 43 43 43 
ITEM_17 Pearson Correlation .119 .254 .473*' .199 
Sig. (2-tailed) .448 .100 .001 .202 
N 43 43 43 43 
T able Caption 
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Correlations 
ITEM 13 ITEM 14 ITEM 15 ITEM 16 
ITEM_18 Pearson Correlation .177 -.112 .115 -.286 
Sig. (2-tailed) .256 .476 .464 .063 
N 43 43 43 43 
ITEM_19 Pearson Correlation .188 -.015 .106 -.062 
Sig. (2-tailed) .228 .922 .500 .692 
N 43 43 43 43 
TOTAL Pearson Correlation .376* .415*~ .617*~ .272 
Sig. (2-tailed) .013 .006 .000 .078 
N 43 43 43 43 
T able Caption 
264 
Correlations 
ITEM 17 ITEM 18 ITEM 19 TOTAL 
ITEM 1 Pearson Correlation 
.199 
.212 
-.002 .464-;;;; 
Sig. (2-tailed) 
.200 
.172 
.988 .002 
N 43 43 43 43 
ITEM_2 Pearson Correlation 
.356* 
.176 .293 .384* 
Sig. (2-tailed) 
.019 
.258 .057 .011 
N 43 43 43 43 
ITEM_3 Pearson Correlation 
.378* 
.232 .384* .591 * 
Sig. (2-tailed) 
.012 .134 .011 .000 
N 43 43 43 43 
ITEM_4 Pearson Correlation 
.347* .332* .202 .449* 
Sig. (2-tailed) 
.022 .030 .195 .003 
N 43 43 43 43 
ITEM_5 Pearson Correlation 
.490*" .201 .450*" .685* 
Sig. (2-tailed) 
.001 .195 .002 .000 
N 43 43 43 43 
ITEM_6 Pearson Correlation 
.031 .000 -.160 -.073 
Sig. (2-tailed) 
.845 1.000 .305 .643 
N 43 43 43 43 
ITEM_7 Pearson Correlation -.015 .405*" .159 .109 
Sig. (2-tailed) 
.925 .007 .308 .488 
N 43 43 43 43 
ITEM_8 Pearson Correlation .472*" .218 .427*i .678* 
Sig. (2-tailed) .001 .160 .004 .000 
N 43 43 43 43 
ITEM_9 Pearson Correlation .505*'" .096 .360* .605* 
Sig. (2-tailed) .001 .541 .018 .000 
N 43 43 43 43 
ITEM 10 Pearson Correlation .186 .110 .277 .499* 
Sig. (2-tailed) .233 .481 .072 .001 
N 43 43 43 43 
ITEM 11 Pearson Correlation .461*'" .001 .232 .504* 
Sig. (2-tailed) .002 .992 .134 .001 
N 43 43 43 43 
ITEM 12 Pearson Correlation .488*'" -.077 .326* .592* 
Sig. (2-tailed) .001 .625 .033 .000 
N 43 43 43 43 
ITEM 13 Pearson Correlation .119 .177 .188 .376* 
Sig. (2-tailed) .448 .256 .228 .013 
N 43 43 43 43 
ITEM 14 Pearson Correlation .254 -.112 -.015 .415* 
Sig. (2-tailed) .100 .476 .922 .006 
N 43 43 43 43 
ITEM 15 Pearson Correlation .473*" .115 .106 .617* 
Sig. (2-tailed) .001 .464 .500 .000 
N 43 43 43 43 
ITEM 16 Pearson Correlation .199 -.286 -.062 .272 
Sig. (2-tailed) .202 .063 .692 .078 
N 43 43 43 43 
ITEM 17 Pearson Correlation 1 .234 .479*" .757* 
Sig. (2-tailed) .131 .001 .000 
N 43 43 43 43 
Table Caption 
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Correlations 
ITEM 17 ITEM 18 ITEM 19 TOTAL 
ITEM_18 Pearson Correlation .234 1 .332* .388* 
Sig. (2-tailed) .131 .030 .010 
N 43 43 43 43 
ITEM_19 Pearson Correlation .479~ .332* 1 .565* 
Sig. (2-tailed) .001 .030 .000 
N 43 43 43 43 
TOTAL Pearson Correlation .757*" .388* .565*" 1 
Sig. (2-:tailed) .000 .010 .000 
N 43 43 43 43 
Table Caption 
*. Correlation is significant at the 0.05 level (2-tailed). 
**. Correlation is significant at the 0.01 level (2-tailed). 
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APPENDIX 7 
HISTOGRAMS OF THE 16 ITEMS 
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APPENDIX 8 
ITEM VARIANCE 
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Descriptive Statistics 
N Minimum Maximum Variance 
ITEM 1 43 1 4 .629 
ITEM 2 43 1 5 1.225 
ITEM 3 43 1 5 .965 
ITEM 4 43 1 5 1.256 
ITEM 5 43 1 5 1.168 
ITEM 6 43 1 4 .762 
ITEM 7 43 1 4 .583 
ITEM 8 43 1 4 .707 
ITEM 9 43 1 5 .756 
ITEM 10 43 1 4 .637 
ITEM 11 43 1 5 .646 
ITEM 12 43 1 4 .566 
ITEM 13 43 1 4 .474 
ITEM 14 43 1 5 .869 
ITEM 15 43 1 4 .589 
ITEM 16 43 1 5 .867 
ITEM 17 43 1 5 .785 
ITEM 18 43 1 4 .867 
ITEM 19 43 1 4 .726 
Valid N (listwise) 43 
*Please note that only the last column, which contains the variance for each 
item, is useful for the results. 
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APPENDIX 9 
CO-EFFICIENT ALPHA FOR 19 AND 16 ITEMS 
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R ELI A B I LIT Y A N A L Y SIS - S CAL E (A L P H A) 
Item-total Statistics 
Scale Scale Corrected 
Mean Variance Item- Alpha 
if Item if Item Total if Item 
Deleted Deleted Correlation Deleted 
ITEM 1 41.1395 56.7420 
.3798 
.7892 -
ITEM 2 40.9302 56.4474 
.2548 
.7990 
-
ITEM 3 41.0698 53.7331 
.5009 .7807 
-
ITEM 4 40.7442 55.2425 
.3248 
.7939 
ITEM 5 40.9535 51.4264 
.6008 .7725 
-
ITEM 6 41.2558 63.6711 
-.1812 
.8208 
-
ITEM 7 40.8372 61.1872 .0117 
.8080 
ITEM 8 41.0233 53.6423 .6140 .7752 
-ITEM 9 40.6047 54.3876 .5274 .7800 
-
ITEM 10 40.7674 56.2780 .4172 .7872 
ITEM 11 41.0465 56.1883 .4213 .7869 
-
ITEM 12 40.9070 
-
55.4673 .5244 .7818 
ITEM 13 41.3023 58.3112 .2971 .7937 
ITEM 14 40.0698 56.6855 .3101 .7935 
-
ITEM 15 40.7674 55.0399 .5514 .7801 
-
ITEM 16 41.1395 58.7896 .1577 .8029 
-
ITEM 17 41.2326 52.1351 .7025 .7686 
-
ITEM 18 41.3721 57.0963 .2804 .7953 
-
ITEM 19 41.4419 55.0620 .4839 .7829 
Reliability Coefficients 
N of Cases = 43.0 N of Items 19 
Alpha = .7985 
* Please note that this is the Co-efficient Alpha for all 19 items. 
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R ELI A B I LIT Y A N A L Y SIS - S CAL E (A L P H A) 
Item-total Statistics 
Scale Scale Corrected 
Mean Variance Item- Alpha 
if Item if Item Total if Item 
Deleted Deleted Correlation Deleted 
ITEM 1 34.6047 54.7685 
.3609 
.8321 -
ITEM 2 34.3953 53.6733 
.2921 
.8391 
ITEM 3 34.5349 51.6833 
.4948 
.8247 
ITEM 4 34.2093 52.4551 
.3649 
.8343 
-
ITEM 5 34.4186 49.2492 .6075 
.8170 
-
ITEM 8 34.4884 51.7320 .5951 
.8196 
-ITEM 9 34.0698 
-
52.0664 .5427 .8223 
ITEM 10 34.2326 
-
54.0399 .4226 .8290 
ITEM 11 34.5116 54.1130 .4125 .8295 
-
ITEM 12 34.3721 53.2868 .5265 .8241 
ITEM 13 34.7674 56.2303 .2838 .8353 
-
.8343 ITEM 14 33.5349 54.2071 .3320 
-
ITEM 15 34.2326 52.4684 .5915 .8208 
-
ITEM 17 34.6977 50.2159 .6875 .8137 
-ITEM 18 34.8372 54.9014 .2802 .8373 
-
ITEM 19 34.9070 52.6578 .5053 .8244 
Reliability Coefficients 
N of Cases = 43.0 N of Items 16 
Alpha = .8366 
*Please note that this Co-efficient Alpha is for the 16 items. 
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APPENDIX 10 
TABLE WITH EXPERTS DIVIDED IN THREE 
CATEGORIES 
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t 
-..l 
'-0 
-
No. TYPE* ITEMS 
1 2 3 4 5 6 7 8 9 10 
1 Industry 2 4 2 2 2 2 2 2 2 3 
2 Industry 1 2 1 1 2 2 3 2 3 2 
3 Industry 2 4 2 2 4 1 1 3 2 2 
4 Industry 2 2 4 4 3 1 2 4 4 3 
5 Academics 3 2 4 3 2 1 2 2 4 4 
6 Industry 2 4 2 4 2 2 2 2 2 2 
7 Industry 3 3 3 2 4 2 3 3 3 3 
8 Industry 2 2 3 2 2 1 3 2 3 3 
9 Industry 2 1 1 1 1 2 2 2 2 2 
10 99·' 1 2 3 3 2 2 1 2 2 2 
11 Governmentljournalists 2 5 5 5 5 1 3 3 5 3 
12 Industry 3 3 3 3 3 3 3 3 3 3 
13 Industry 2 2 3 4 3 2 2 2 2 2 
14 GovernmenUJournalists 4 2 2 2 4 1 1 4 4 4 
15 Government 4 4 2 4 1 2 2 2 2 4 
16 Govern ment 1 2 2 2 4 4 2 4 2 2 
17 Government 3 2 2 2 1 1 3 2 2 2 
18 Industry 3 2 2 3 2 2 3 3 3 2 
19 Industry 1 2 2 2 1 2 2 1 3 3 
20 Industry 1 1 1 1 2 2 3 2 3 3 
21 Industry 2 1 1 4 2 1 3 1 2 2 
22 Academics 2 2 2 3 2 4 3 2 4 2 
23 Academics 2 2 2 4 1 1 2 1 2 2 
24 Academics 2 2 2 4 2 1 3 2 2 2 
25 Academics 1 2 1 3 2 2 2 2 3 3 
26 Academics 2 1 1 2 1 2 3 2 1 1 
27 Industry 2 1 2 1 1 3 2 1 3 1 
28 Industry 2 1 2 1 1 3 2 1 3 1 
29 Industry 2 1 2 2 3 3 3 2 2 3 
30 Industry 3 4 2 2 1 4 2 2 2 2 
31 Industry 2 4 1 1 2 2 2 2 2 2 
32 Government 2 4 1 2 2 2 3 2 4 4 
33 Government 2 3 3 2 2 2 3 2 2 2 
J.4 Government 1 2 1 2 3 2 2 2 2 2 
35 Academics 2 1 3 2 2 1 3 4 3 2 
36 Academics 2 2 4 2 2 2 2 1 2 3 
37 Industry 2 2 3 3 2 2 4 2 2 2 
38 Industry 2 3 3 4 4 2 2 2 3 2 
39 Industry 4 1 1 1 4 4 4 4 4 4 
40 Industry 3 4 2 2 1 2 2 2 2 3 
41 Industry 2 3 2 4 4 1 1 3 4 2 
42 Industry 2 2 3 4 2 2 4 2 2 3 
43 99 1 1 1 1 3 2 2 2 2 3 
TOTA L 91 100 94 108 99 86 104 96 114 107 
MEAN 2.1 2.3 2.2 2.5 2.3 2 2.4 2.2 _~7 __ 2.5 
- ~ 
_ .. -
• Type refers to the occupation of the exper1s Please note that in this table the type of government exper1s has merged with the joumallsts experts. 
~ 99 refflfs to the miSSing values 
11 12 13 14 15 16 17 18 19 
2 2 1 2 2 2 2 2 2 
2 1 1 2 2 1 2 2 2 
2 2 2 3 3 2 2 2 2 
2 4 3 4 4 2 3 2 3 
2 2 2 4 2 2 2 2 2 
2 2 2 4 2 2 4 2 2 
2 3 3 4 2 3 2 3 3 
3 2 2 4 3 2 1 2 2 
3 3 2 4 3 3 2 1 1 
2 2 2 4 3 5 2 1 1 
2 3 2 4 4 3 5 3 4 
3 3 3 3 3 3 3 3 3 
2 3 2 3 3 2 2 2 1 
4 3 2 5 4 4 2 1 1 
2 2 2 2 2 2 2 2 2 
2 2 2 4 2 2 2 2 2 
2 2 1 2 2 2 2 2 2 
3 2 3 3 2 3 2 1 1 
3 2 2 1 2 3 2 1 2 
2 2 2 3 2 3 2 1 1 
1 2 4 4 2 1 1 1 1 
2 2 1 2 1 2 2 2 1 
2 2 2 2 3 1 1 4 1 
1 1 1 4 2 1 1 4 1 
1 1 3 3 3 1 2 3 2 
1 2 1 3 2 4 1 1 1 
2 2 1 4 2 1 1 1 1 
2 2 1 4 2 1 2 1 1 
1 2 2 3 3 2 1 1 1 
2 2 2 2 2 2 2 2 2 
2 2 2 2 2 1 1 2 1 
2 2 2 3 3 1 1 1 2 
2 3 2 3 3 2 2 2 2 
2 2 2 2 2 2 2 1 1 
2 3 2 3 2 2 2 2 3 
2 3 2 4 3 3 2 1 1 
3 2 2 3 2 2 2 4 3 
2 2 2 3 2 3 2 2 2 
4 4 3 3 4 1 4 4 2 
2 4 1 4 3 2 2 1 1 
5 4 1 5 4 2 4 1 3 
3 2 2 4 2 2 2 2 2 
2 3 2 2 1 1 1 1 4 
95 101 84 137 107 91 87 81 78 
2.2 2.3 2 3.2 2.5 2.1 2 1.9 1.8 
- - - -----
APPENDIX 11 
HOMOGENEITY OF VARIANCE 
BETWEEN-SUBJECTS 
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Test of Homogeneity of Variances For Between-Subjects 
TOTAL 
Levene 
Statistic df1 df2 Sig. 
1.077 2 38 .351 
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APPENDIX 12 
TEST OF NORMALITY 
282 
Tests of Normality 
Kolmogorov-Smirn~v Shapiro-Wilk 
Statistic df Sig. Statistic df Sig. 
TOTAl .151 43 .015 .936 43 .019 
a. Lilliefors Significance Correction 
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APPENDIX 13 
ONE-WAY ANOVABETWEEN-SUBJECTS 
284 
Oneway 
Descriptives 
N Mean Std. Deviation Std. Error 
ITEM_1 Industry 25 2.16 .688 .138 
Academic 8 2.00 .535 .189 
Government/Journalists 8 2.38 1.188 .420 
Total 41 2.17 .771 .120 
ITEM_2 Industry 25 2.36 1.150 .230 
Academic 8 1.75 .463 .164 
Government/Journalists 8 3.00 1.195 .423 
Total 41 2.37 1.113 .174 
ITEM_3 Industry 25 2.12 .833 .167 
Academic 8 2.38 1.188 .420 
Government/Journalists 8 2.25 1.282 .453 
Total 41 2.20 .980 .153 
ITEM_4 Industry 25 2.40 1.190 .238 
Academic 8 2.88 .835 .295 
Government/Journalists 8 2.63 1.188 .420 
Total 41 2.54 1.120 .175 
ITEM_5 Industry 25 2.32 1.069 .214 
Academic 8 1.75 .463 .164 
Government/Journalists 8 2.75 1.488 .526 
Total 41 2.29 1.101 .172 
ITEM_8 Industry 25 2.20 .816 .163 
Academic 8 2.00 .926 .327 
Government/Journalists 8 2.63 .916 .324 
Total 41 2.24 .860 .134 
ITEM_9 Industry 25 2.64 .700 .140 
Academic 8 2.63 1.061 .375 
Government/Journalists 8 2.88 1.246 .441 
Total 41 2.68 .879 .137 
ITEM_10 Industry 25 2.40 .707 .141 
Academic 8 2.38 .916 .324 
Government/Journalists 8 2.88 .991 .350 
Total 41 2.49 .810 .127 
ITEM 11 Industry 25 2.40 .866 .173 
Academic 8 1.63 .518 .183 
Government/Journalists 8 2.25 .707 .250 
Total 41 2.22 .822 .128 
ITEM 12 Industry 25 2.44 .821 .164 
Academic 8 2.00 .756 .267 
Government/Journalists 8 2.38 .518 .183 
Total 41 2.34 .762 .119 
ITEM 13 Industry 25 2.04 .790 .158 
Academic 8 1.75 .707 .250 
Government/Journalists 8 1.88 .354 .125 
Total 41 1.95 .705 .110 
ITEM 14 Industry 25 3.24 .926 .185 
Academic 8 3.13 .835 .295 
Government/Journalists 8 3.13 1.126 .398 
Total 41 3.20 .928 .145 
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Oescriptives 
N Mean Std. Deviation Std. Error 
ITEM 15 Industry 25 2.52 .714 .143 
Academic 8 2.25 .707 .250 
Government/Journalists 8 2.75 .886 .313 
Total 41 2.51 .746 .116 
ITEM_17 Industry 25 2.12 .881 .176 
Academic 8 1.63 .518 .183 
Government/Journalists 8 2.25 1.165 .412 
Total 41 2.05 .893 .139 
ITEM_18 Industry 25 1.84 .898 .180 
Academic 8 2.38 1.188 .420 
Government/Journalists 8 1.75 .707 .250 
Total 41 1.93 .932 .146 
ITEM 19 Industry 25 1.80 .764 .153 
Academic 8 1.50 .756 .267 
Government/Journalists 8 2.00 .926 .327 
Total 41 1.78 .791 .124 
286 
Descriptives 
95% Confidence Interval for 
Mean 
Lower Bound Upper Bound 
ITEM 1 Industry 1.88 2.44 
Academic 1.55 2.45 
Government/Journalists 1.38 3.37 
Total 1.93 2.41 
ITEM 2 Industry 1.89 2.83 
Academic 1.36 2.14 
Government/Journalists 2.00 4.00 
Total 2.01 2.72 
ITEM 3 Industry 1.78 2.46 
Academic 1.38 3.37 
Government/Journalists 1.18 3.32 
Total 1.89 2.50 
ITEM_4 Industry 1.91 2.89 
Academic 2.18 3.57 
Government/Journalists 1.63 3.62 
Total 2.18 2.89 
ITEM_5 Industry 1.88 2.76 
Academic 1.36 2.14 
Government/Journalists 1.51 3.99 
Total 1.95 2.64 
ITEM_8 Industry 1.86 2.54 
Academic 1.23 2.77 
Government/Journalists 1.86 3.39 
Total 1.97 2.52 
ITEM_9 Industry 2.35 2.93 
Academic 1.74 3.51 
Government/Journalists 1.83 3.92 
Total 2.41 2.96 
ITEM_10 Industry 2.11 2.69 
Academic 1.61 3.14 
Government/Journalists 2.05 3.70 
Total 2.23 2.74 
ITEM 11 Industry 2.04 2.76 
Academic 1.19 2.06 
Government/Journalists 1.66 2.84 
Total 1.96 2.48 
ITEM 12 Industry 2.10 2.78 
Academic 1.37 2.63 
Government/Journalists 1.94 2.81 
Total 2.10 2.58 
ITEM 13 Industry 1.71 2.37 
Academic 1.16 2.34 
Government/Journalists 1.58 2.17 
Total 1.73 2.17 
ITEM 14 Industry 2.86 3.62 
Academic 2.43 3.82 
Government/Journalists 2.18 4.07 
Total 2.90 3.49 
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Descriptives 
95% Confidence Interval for 
Mean 
Lower Bound Upper Bound 
ITEM_15 Industry 2.23 2.81 
Academic 1.66 2.84 
Government/Journalists 2.01 3.49 
Total 2.28 2.75 
ITEM_17 Industry 1.76 2.48 
Academic 1.19 2.06 
Government/Journalists 1.28 3.22 
Total 1.77 2.33 
ITEM_18 Industry 1.47 2.21 
Academic 1.38 3.37 
Government/Journalists 1.16 2.34 
Total 1.63 2.22 
ITEM_19 Industry 1.48 2.12 
Academic .87 2.13 
Government/Journalists 1.23 2.77 
Total 1.53 2.03 
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Descriptives 
Minimum Maximum 
ITEM_1 Industry 1 4 
Academic 1 3 
Government/Journalists 1 4 
Total 1 4 
ITEM_2 Industry 1 4 
Academic 1 2 
Government/Journalists 2 5 
Total 1 5 
ITEM_3 Industry 1 4 
Academic 1 4 
Government/Journalists 1 5 
Total 1 5 
ITEM_4 Industry 1 4 
Academic 2 4 
Government/Journalists 2 5 
Total 1 5 
ITEM_5 Industry 1 4 
Academic 1 2 
Government/Journalists 1 5 
Total 1 5 
ITEM_8 Industry 1 4 
Academic 1 4 
Government/Journalists 2 4 
Total 1 4 
ITEM_9 Industry 2 4 
Academic 1 4 
Government/Journalists 2 5 
Total 1 5 
ITEM_10 Industry 1 4 
Academic 1 4 
Government/Journalists 2 4 
Total 1 4 
ITEM_11 Industry 1 5 
Academic 1 2 
Government/Journalists 2 4 
Total 1 5 
ITEM_12 Industry 1 4 
Academic 1 3 
Government/Journalists 2 3 
Total 1 4 
ITEM 13 Industry 1 4 
Academic 1 3 
Government/Journalists 1 2 
Total 1 4 
ITEM 14 Industry 1 5 
Academic 2 4 
Government/Journalists 2 5 
Total 1 5 
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Descriptives 
Minimum Maximum 
ITEM_15 Industry 2 4 
Academic 1 3 
Government/Journalists 2 4 
Total 1 4 
ITEM_17 Industry 1 4 
Academic 1 2 
Government/Journalists 1 5 
Total 1 5 
ITEM_18 Industry 1 4 
Academic 1 4 
Government/Journalists 1 3 
Total 1 4 
ITEM_19 Industry 1 3 
Academic 1 3 
Government/Journalists 1 4 
Total 1 4 
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ONE-WAY ANOVA BETWEEN-SUBJECTS TOTAL 
TOTAL 
Sum of 
Squares df Mean Square F Sig. 
Between Groups 132.402 2 66.201 1.086 .348 
Within Groups 2317.500 38 60.987 
Total 2449.902 40 
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APPENDIX 14 
HOMOGENEITY OF VARIANCE 
WITHIN-SUBJECTS 
292 
I.) 
~ 
'JJ 
Mauchly's Test of SphericitY> 
r.leasure: MEASURE 1 
Epsilon a 
Approx. Greenhous 
Within Subjects Effect tvlauchly's W Chi-Square df Sig. e-Geisser Huynh-Feldt Lower-bou nd 
ITEM 
.016 152.750 119 .025 .648 .860 
Tests the null hypothesis that the error covariance matrix of the orthonormalized transformed dependent variables is 
proportional to an identity matrix. 
.067 
a. May be used to adjust the degrees offreedom for the a\teraged tests of significance. Corrected tests are displa~d in the 
Tests of Within-Subjects Effects table. 
b. 
Design: Intercept 
Within Subjects Design: ITEM 
APPENDIX 15 
GREENHOUSE-GEISSER FORMULA 
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I,,) 
..c 
(Jl 
Mauchly's Test of Sphe ric itf 
Weasure: MEASURE 1 
Epsilon a 
/lpprox. Greenhous 
Wi th inS u bje cts Effect Mauchly's W Chi-Square df Sig. e-Geisser Huynh-Feldt Lower-bou nd 
ITEM 
.016 152.750 119 .025 .648 .860 
Tests the null hypothesis that the error covariance matrix of the orthonormalized transformed dependent variables is 
proportional to an identity matrix. 
.067 
a. May be used to adjust the degrees offreedom for the a\eraged tests of significance. Corrected tests are displayed in the 
Tests of Within-Subjects Effects table. 
b. 
Design: Intercept 
Within Subjects Design: ITEM 
APPENDIX 16 
ONE-WAY ANOVA WITHIN-SUBJECTS 
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......... ---j--- . -_._.-
Measure' MEASURE 1 Descriptive Statistics 
Dependent 
ITEM Variable 
1 ITEM_1 
2 ITEM_2 
3 ITEM_3 
4 ITEM 4 
Mean Std. Deviation 
ITEM 1 2.12 
.793 
ITEM_2 2.33 1.107 
ITEM_3 2.19 
.982 
ITEM 4 2.51 1.121 
5 ITEM_5 
6 ITEM_8 
7 ITEM_9 
8 ITEM_10 
9 ITEM_11 
10 ITEM 12 
ITEM_5 2.30 1.081 
ITEM_8 2.23 
.841 
ITEM_9 2.65 
.870 
ITEM_10 2.49 .798 
ITEM_11 2.21 
.804 
ITEM_12 2.35 .752 
11 ITEM_13 
12 ITEM_14 
13 ITEM_15 
14 ITEM_17 
15 ITEM_18 
16 ITEM 19 
ITEM_13 1.95 .688 
ITEM_14 3.19 .932 
ITEM_15 2.49 .768 
ITEM_17 2.02 .886 
ITEM_18 1.88 .931 
ITEM 19 1.81 .852 
One-Way Anava Within-Subjects Results 
Measure: MEASURE 1 
Type III Sum 
Source of Squares df Mean Square F 
ITEM Sphericity Assumed 57.154 15 3.810 6.331 
Greenhouse-Geisser 57.154 9.387 6.089 6.331 
Huynh-Feldt 57.154 13.380 4.272 6.331 
Lower-bound 57.154 1.000 57.154 6.331 
ITEM * TYPE Sphericity Assumed 19.503 30 .650 1.080 
Greenhouse-Geisser 19.503 18.773 1.039 1.080 
Huynh-Feldt 19.503 26.761 .729 1.080 
Lower-bound 19.503 2.000 9.752 1.080 
Error(ITEM) Sphericity Assumed 343.036 570 .602 
Greenhouse-Geisser 343.036 356.694 .962 
Huynh-Feldt 343.036 508.450 .675 
Lower-bound 343.036 38.000 9.027 
*Please note that the results of the one-way ANOVA within-subjects are 
presented in the last column of the first row where the arrow points. 
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N 
43 
43 
43 
43 
43 
43 
43 
43 
43 
43 
43 
43 
43 
43 
43 
43 
Sig. 
.000 
.000 
.000 
.016 
.354 
.370 
.359 
.350 
APPENDIX 17 
MIXED DESIGN ANOV A BETWEEN BOTH 
WITHIN-SUBJECTS AND 
BETWEEN-SUBJECTS 
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Within-Subjects Factors 
Measure' MEASURE 1 
Dependent 
ITEM Variable 
1 ITEM_1 
2 ITEM_2 
3 ITEM_3 
4 ITEM_4 
5 ITEM_5 
6 ITEM_8 
7 ITEM_9 
8 ITEM_10 
9 ITEM 11 
10 ITEM_12 
11 ITEM_13 
12 ITEM_14 
13 ITEM_15 
14 ITEM 17 
15 ITEM_18 
16 ITEM 19 
Between-Subjects Factors 
N 
TYPE 1 25 
2 8 
3 8 
*Please note that 
1 =industry experts 
2= Academic experts 
3=Government/Journalist 
*Please note that the table below indicates the interaction between 
the type of experts and the item means 
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/ c: - ',,'::" -- - --- . -; DeScnpCve sa 
L4iL ~ ap 5 • 9& W£lit!&M ,6;.;0;: ___ eg 
TYPE Mean Std. Deviation 
--------'-"--<-
-
ITEM_1 1 2.16 
.688 25 
2 2.00 
.535 8 
3 2.38 1.188 8 
Total 2.17 
.n1 41 
ITEM_2 1 2.36 1.150 25 
2 1.75 
.463 8 
3 3.00 1.195 8 
Total 2.37 1.113 41 
ITEM_3 1 2.12 
.833 25 
2 2.38 1.188 8 
3 2.25 1.282 8 
Total 2.20 
.980 41 
ITEM_4 1 2.40 1.190 25 
2 2.88 
.835 8 
3 2.63 1.188 8 
Total 2.54 1.120 41 
ITEM_5 1 2.32 1.069 25 
2 1.75 
.463 8 
3 2.75 1.488 8 
Total 2.29 1.101 41 
ITEM_8 1 2.20 .816 25 
2 2.00 .926 8 
3 2.63 .916 8 
Total 2.24 .860 41 
ITEM_9 1 2.64 .700 25 
2 2.62 1.061 8 
3 2.88 1.246 8 
Total 2.68 .879 41 
ITEM_10 1 2.40 .707 25 
2 2.38 .916 8 
3 2.88 .991 8 
Total 2.49 .810 41 
ITEM_11 1 2.40 .866 25 
2 1.63 .518 8 
3 2.25 .707 8 
Total 2.22 .822 41 
ITEM_12 1 2.44 .821 25 
2 2.00 .756 8 
3 2.38 .518 8 
Total 2.34 .762 41 
ITEM_13 1 2.04 .790 25 
2 1.75 .707 8 
3 1.87 .354 8 
Total 1.95 .705 41 
ITEM_14 1 3.24 .926 25 
2 3.13 .835 8 
3 3.13 1.126 8 
Total 3.20 .928 41 
ITEM_15 1 2.52 .714 25 
2 2.25 .707 8 
3 2.75 .886 8 
Total 2.51 .746 41 
ITEM_17 1 2.12 .881 25 
2 1.63 .518 8 
3 2.25 1.165 8 
Total 2.05 .893 41 
ITEM_18 1 1.84 .898 25 
2 2.38 1.188 8 
3 1.75 .707 8 
Total 1.93 .932 41 
ITEM_19 1 1.80 .764 25 
2 1.50 .756 8 
3 2.00 .926 8 
Total 1.78 .791 41 
Homogeneity of variance for both Between-subject and Within-subject 
Mauc hly's Tes t of Sphe ric iti' 
fv1easure: MEASURE 1 
Epsilon a 
/lfJprox. Greenhous 
Withi n Su bjects Effect Mauchly's W Chi-Square df Sig. e-Geisser Huyn h-Feldt Lower-bou nd 
ITEM 
.009 155.847 119 .017 .626 .892 .067 
Tests the null hypothesis that the error covariance matrix of the orthonormalized transformed dependent variables is 
~ proportional to an identity matrix. 
- a. May be used to adjust the degrees offreedom for the averaged tests of s ignifica nce. Corrected tests are displayed in the 
b. 
Tests of With in-Subjects Effects table. 
Des ig n: Intercept+ TYPE 
Within Subjects Design: ITEM 
*Please note that since the level of Significance is lower than 0.05, the Greenhouse-Geisser formula would be applied. 
In this case this formula indicates that the number obtained is over 0.05 and that means that we can move on 
conducting one-way mixed design ANOVA. 
Mixed Design ANOVA of Between-Subjects and Within-Subjects Results 
Measure: MEASURE 1 
Type III Sum 
Source of Squares df Mean Square F 
ITEM Sphericity Assumed 57.154 15 3.810 6.331 
Greenhouse-Geisser 57.154 9.387 6.089 6.331 
Huynh-Feldt 57.154 13.380 4.272 6.331 
Lower-bound 57.154 1.000 57.154 6.331 
ITEM * TYPE Sphericity Assumed 19.503 30 .650 1.080 
Greenhouse-Geisser 19.503 18.773 1.039 1.080 
Huynh-Feldt 19.503 26.761 .729 1.080 
Lower-bound 19.503 2.000 9.752 1.080 
Error(ITEM) Sphericity Assumed 343.036 570 .602 
Greenhouse-Geisser 343.036 356.694 .962 
Huynh-Feldt 343.036 508.450 .675 
Lower-bound 343.036 38.000 9.027 
*Please note that the Significance level of .354 is indicating if there is any 
interaction between the within-subjects and between-subjects. 
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Sig. 
.000 
.000 
.000 
.016 
.354 
.370 
.359 
.350 
APPENDIX 18 
TABLE PRESENTING THE EXPERTS DIVIDED 
INTO TWO GROUPS 
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No. TYPE" ITEMS 
1 2 3 4 5 6 7 8 9 10 11 12 13 14 15 16 17 
1 Industry 2 4 2 2 2 2 2 2 2 3 2 2 1 2 2 2 2 
2 Industry 1 2 1 1 2 2 3 2 3 2 2 1 1 2 2 1 2 
3 Industry 2 4 2 2 4 1 1 3 2 2 2 2 2 3 3 2 2 
4 Industry 2 2 4 4 3 1 2 4 4 3 2 4 3 4 4 2 3 
5 Non-Industry 3 2 4 3 2 1 2 2 4 4 2 2 2 4 2 2 2 
6 Industry 2 4 2 4 2 2 2 2 2 2 2 2 2 4 2 2 4 
7 Industry 3 3 3 2 4 2 3 3 3 3 2 3 3 4 2 3 2 
8 Industry 2 2 3 2 2 1 3 2 3 3 3 2 2 4 3 2 1 
9 Industry 2 1 1 1 1 2 2 2 2 2 3 3 2 4 3 3 2 
10 99" 1 2 3 3 2 2 1 2 2 2 2 2 2 4 3 5 2 
11 Non-Industry 2 5 5 5 5 1 3 3 5 3 2 3 2 4 4 3 5 
12 Industry 3 3 3 3 3 3 3 3 3 3 3 3 3 3 3 3 3 
13 Industry 2 2 3 4 3 2 2 2 2 2 2 3 2 3 3 2 2 
14 Non-Industry 4 2 2 2 4 1 1 4 4 4 4 3 2 5 4 4 2 
15 Non-Industry 4 4 2 4 1 2 2 2 2 4 2 2 2 2 2 2 2 
16 Non-Industry 1 2 2 2 4 4 2 4 2 2 2 2 2 4 2 2 2 
17 Non-Industry 3 2 2 2 1 1 3 2 2 2 2 2 1 2 2 2 2 
18 Industry 3 2 2 3 2 2 3 3 3 2 3 2 3 3 2 3 2 
19 Industry 1 2 2 2 1 2 2 1 3 3 3 2 2 1 2 3 2 
20 Industry 1 1 1 1 2 2 3 2 3 3 2 2 2 3 2 3 2 
21 Industry 2 1 1 4 2 1 3 1 2 2 1 2 4 4 2 1 1 
22 Non-Industry 2 2 2 3 2 4 3 2 4 2 2 2 1 2 1 2 2 
23 Non-Industry 2 2 2 4 1 1 2 1 2 2 2 2 2 2 3 1 1 
24 Non-Industry 2 2 2 4 2 1 3 2 2 2 1 1 1 4 2 1 1 
25 Non-Industry 1 2 1 3 2 2 2 2 3 3 1 1 3 3 3 1 2 
26 Non-Industry 2 1 1 2 1 2 3 2 1 1 1 2 1 3 2 4 1 
27 Industry 2 1 2 1 1 3 2 1 3 1 2 2 1 4 2 1 1 
28 Industry 2 1 2 1 1 3 2 1 3 1 2 2 1 4 2 1 2 
29 Industry 2 1 2 2 3 3 3 2 2 3 1 2 2 3 3 2 1 
30 Industry 3 4 2 2 1 4 2 2 2 2 2 2 2 2 2 2 2 
31 Industry 2 4 1 1 2 2 2 2 2 2 2 2 2 2 2 1 1 
32 Non-Industry 2 4 1 2 2 2 3 2 4 4 2 2 2 3 3 1 1 
33 Non-Industry 2 3 3 2 2 2 3 2 2 2 2 3 2 3 3 2 2 
J.4 Non-Industry 1 2 1 2 3 2 2 2 2 2 2 2 2 2 2 2 2 
35 Non-Industry 2 1 3 2 2 1 3 4 3 2 2 3 2 3 2 2 2 
36 Non-Industry 2 2 4 2 2 2 2 1 2 3 2 3 2 4 3 3 2 
37 Industry 2 2 3 3 2 2 4 2 2 2 3 2 2 3 2 2 2 
38 Industry 2 3 3 4 4 2 2 2 3 2 2 2 2 3 2 3 2 
39 Industry 4 1 1 1 4 4 4 4 4 4 4 4 3 3 4 1 4 
40 Industry 3 4 2 2 1 2 2 2 2 3 2 4 1 4 3 2 2 
41 Industry 2 3 2 4 4 1 1 3 4 2 5 4 1 5 4 2 4 
42 Industry 2 2 3 4 2 2 4 2 2 3 3 2 2 4 2 2 2 
43 99 1 1 1 1 3 2 2 2 2 3 2 3 2 2 1 1 1 
TOTAL 91 100 94 108 99 86 104 96 114 107 95 101 84 137 107 91 87 
MEAN 2.1 2.3 2.2 2.5 2.3 2 2.4 2.2 2.7 2.5 2.2 2.3 2 3.2 2.5 2.1 2 
• Type refers to the occupaUon of the experts . Please note that In th is table the type of govemment experts has merged with the joumallsts and the Academics experts and renamed as non-Industry experts . 
•• 99 refers to the miSSing values 
18 19 
2 2 
2 2 
2 2 
2 3 
2 2 
2 2 
3 3 
2 2 
1 1 
1 1 
3 4 
3 3 
2 1 
1 1 
2 2 
2 2 
2 2 
1 1 
1 2 
1 1 
1 1 
2 1 
4 1 
4 1 
3 2 
1 1 
1 1 
1 1 
1 1 
2 2 
2 1 
1 2 
2 2 
1 1 
2 3 
1 1 
4 3 
2 2 
4 2 
1 1 
1 3 
2 2 
1 4 
81 78 
1.9 1.8 
APPENDIX 19 
t-TEST-LAVENE'S TEST TABLE 
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Independent Samples Test 
Levene's Test for 
Equality of Variances 
F Sig. 
ITEM_1 Equal variances 
1.029 
.317 assumed 
Equal variances 
not assumed 
ITEM_2 Equal variances 
.855 .361 assumed 
Equal variances 
not assumed 
ITEM_3 Equal variances 2.246 .142 assumed 
Equal variances 
not assumed 
ITEM_4 Equal variances 1.386 .246 assumed 
Equal variances 
not assumed 
ITEM_5 Equal variances 
.005 .944 assumed 
Equal variances 
not assumed 
ITEM_8 Equal variances 
.391 .535 assumed 
Equal variances 
not assumed 
ITEM_9 Equal variances 7.575 .009 
assumed 
Equal variances 
not assumed 
ITEM_10 Equal variances 3.330 .076 
assumed 
Equal variances 
not assumed 
ITEM_11 Equal variances 3.348 .075 
assumed 
Equal variances 
not assumed 
ITEM_12 Equal variances 1.589 .215 
assumed 
Equal variances 
not assumed 
ITEM_13 Equal variances 
.729 .398 
assumed 
Equal variances 
not assumed 
ITEM_14 Equal variances 
.038 .846 
assumed 
Equal variances 
not assumed 
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Independent Samples Test 
Levene's Test for 
Equality of Variances 
F Sig. 
ITEM_15 Equal variances 
.310 .581 assumed 
Equal variances 
not assumed 
ITEM_17 Equal variances 
.299 .587 assumed 
Equal variances 
not assumed 
ITEM_18 Equal variances 
.056 .814 assumed 
Equal variances 
not assumed 
ITEM_19 Equal variances 
.013 .911 
assumed 
Equal variances 
not assumed 
TOTAL Equal variances 
.178 .676 
assumed 
Equal variances 
not assumed 
307 
APPENDIX 20 
t-TEST -GROUP STATISTICS 
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Group Statistics 
Std. Error 
TYPE N Mean Std. Deviation Mean ITEM 1 Industry 25 2.16 
.688 .138 
Non-industry 16 2.19 
.911 .228 
ITEM 2 Industry 25 2.36 1.150 
.230 
Non-industry 16 2.38 1.088 
.272 
ITEM 3 Industry 25 2.12 
.833 .167 
Non-industry 16 2.31 1.195 .299 
ITEM 4 Industry 25 2.40 1.190 .238 
Non-industry 16 2.75 1.000 .250 
ITEM_5 Industry 25 2.32 1.069 .214 
Non-industry 16 2.25 1.183 .296 
ITEM 8 Industry 25 2.20 
.816 .163 
Non-industry 16 2.31 
.946 .237 
ITEM 9 Industry 25 2.64 
.700 .140 
Non-industry 16 2.75 1.125 .281 
ITEM 10 Industry 25 2.40 .707 .141 
Non-industry 16 2.63 .957 .239 
ITEM_11 Industry 25 2.40 .866 .173 
Non-industry 16 1.94 .680 .170 
ITEM 12 Industry 25 2.44 .821 .164 
Non-industry 16 2.19 .655 .164 
ITEM 13 Industry 25 2.04 .790 .158 
Non-industry 16 1.81 .544 .136 
ITEM_14 Industry 25 3.24 .926 .185 
Non-industry 16 3.13 .957 .239 
ITEM_15 Industry 25 2.52 .714 .143 
Non-industry 16 2.50 .816 .204 
ITEM_17 Industry 25 2.12 .881 .176 
Non-industry 16 1.94 .929 .232 
ITEM 18 Industry 25 1.84 .898 .180 
Non-industry 16 2.06 .998 .249 
ITEM_19 Industry 25 1.80 .764 .153 
Non-industry 16 1.75 .856 .214 
TOTAL Industry 25 37.0000 7.67029 1.53406 
Non-industry 16 36.8750 8.31765 2.07941 
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t-TEST-EQUALITY OF MEANS TABLE 
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Independent Samples Test 
t-test for E~ uality of Means 
Mean 
t df Sig. (2-tailed) Difference 
ITEM_1 Equal variances 
-.110 39 .913 -.03 assumed 
Equal variances 
-.103 25.809 .918 -.03 not assumed 
ITEM_2 Equal variances 
-.042 39 .967 -.02 assumed 
Equal variances 
-.042 33.447 .967 -.02 not assumed 
ITEM_3 Equal variances 
-.609 39 .546 -.19 assumed 
Equal variances 
-.563 24.297 .579 -.19 not assumed 
ITEM_4 Equal variances 
-.975 39 .335 -.35 assumed 
Equal variances 
-1.014 36.023 .317 -.35 not assumed 
ITEM_5 Equal variances 
.196 39 .845 .07 assumed 
Equal variances 
.192 29.706 .849 .07 not assumed 
ITEM_8 Equal variances 
-.404 39 .688 -.11 assumed 
Equal variances 
-.391 28.632 .698 -.11 
not assumed 
ITEM_9 Equal variances 
-.387 39 .701 -.11 
assumed 
Equal variances 
-.350 22.485 .730 -.11 
not assumed 
ITEM_10 Equal variances 
-.865 39 .392 -.23 
assumed 
Equal variances 
-.809 25.368 .426 -.23 
not assumed 
ITEM_11 Equal variances 1.807 39 .079 .46 
assumed 
Equal variances 1.906 37.229 .064 .46 
not assumed 
ITEM_12 Equal variances 1.036 
assumed 39 .307 
.25 
Equal variances 1.089 36.958 .283 .25 
not assumed 
ITEM_13 Equal variances 1.008 39 .320 .23 
assumed 
Equal variances 1.092 38.722 .282 .23 
not assumed 
ITEM_14 Equal variances 
.383 39 .704 .12 
assumed 
Equal variances 
.380 
not assumed 31.309 
.706 .12 
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Independent Samples Test 
t-test for Ec ualitv of Means 
Mean 
t df Sig. (2-tailed) Difference 
ITEM_15 Equal variances 
.083 39 .934 .02 assumed 
Equal variances 
.080 28.947 .937 .02 
not assumed 
ITEM_17 Equal variances 
.633 39 .530 .18 
assumed 
Equal variances 
.626 30.864 .536 .18 
not assumed 
ITEM_18 Equal variances 
-.741 39 .463 -.22 
assumed 
Equal variances 
-.724 
not assumed 29.610 .475 
-.22 
ITEM_19 Equal variances 
.195 39 .846 .05 
assumed 
Equal variances 
.190 29.398 .851 .05 
not assumed 
TOTAL Equal variances 
.049 
assumed 39 
.961 .1250 
Equal variances 
.048 30.183 .962 .1250 
not assumed 
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Independent Samples Test 
t-test for Equality of Means 
95% Confidence 
Interval of the 
Std. Error Difference 
Difference Lower Upper 
ITEM_1 Equal variances 
.250 
-.533 .478 assumed 
Equal variances 
.266 not assumed -.574 .519 
ITEM_2 Equal variances 
.361 -.745 .715 assumed 
Equal variances 
.356 -.739 .709 not assumed 
ITEM_3 Equal variances 
.316 -.832 .447 assumed 
Equal variances 
.342 -.898 .513 not assumed 
ITEM_4 Equal variances 
.359 -1.076 .376 assumed 
Equal variances 
.345 -1.050 .350 not assumed 
ITEM_5 Equal variances 
.357 -.652 .792 assumed 
Equal variances 
.365 -.676 .816 not assumed 
ITEM_8 Equal variances 
.278 -.675 .450 assumed 
Equal variances 
.288 -.701 .476 
not assumed 
ITEM_9 Equal variances 
.284 -.685 .465 assumed 
Equal variances 
.314 -.761 .541 
not assumed 
ITEM_10 Equal variances 
.260 -.751 .301 
assumed 
Equal variances 
.278 -.797 .347 
not assumed 
ITEM_11 Equal variances 
.256 -.055 .980 
assumed 
Equal variances 
.243 -.029 .954 
not assumed 
ITEM_12 Equal variances 
.244 -.240 .745 
assumed 
Equal variances 
.232 -.217 .722 
not assumed 
ITEM_13 Equal variances 
.226 -.229 .684 
assumed 
Equal variances 
.208 -.194 .649 
not assumed 
ITEM_14 Equal variances 
assumed .300 -.492 
.722 
Equal variances 
.303 
not assumed -.502 
.732 
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Independent Samples Test 
t-test for Equality of Means 
95% Confidence 
Interval of the 
Std. Error Difference 
Difference Lower Upper 
ITEM_15 Equal variances 
.242 -.469 .509 assumed 
Equal variances 
.249 -.490 .530 not assumed 
ITEM_17 Equal variances 
.288 -.400 .765 assumed 
Equal variances 
.292 -.412 .777 not assumed 
ITEM_18 Equal variances 
.300 -.830 .385 assumed 
Equal variances 
.307 -.851 .406 not assumed 
ITEM_19 Equal variances 
.256 -.468 .568 assumed 
Equal variances 
.263 -.488 .588 
not assumed 
TOTAL Equal variances 2.53741 -5.00739 5.25739 
assumed 
Equal variances 2.58405 -5.15098 5.40098 
not assumed 
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MAP OF THE 3 MAIN EURO-ASIAN LINES 
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Only three of the main proposed ARABIA 
North African through routes are shown. 
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Source: Tennenbaum, 1., (1997), 'The Eurasian Land-Bridge', Executive Intelligence 
Review, pp. 4, Published by EIR News Service Inc. Washington, USA . 
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Oil and Containers 
in Transit through 
Lithuania 
- Research in the United Kingdom 
Professor Michael Roe 
Anastastia Liliopoulou 
Irma Pasukeviciute 
University of Plymouth, 
Institute of Marine Studies, 
United Kingdom 
, 
he f~t.ure for the logi~tics and 
maritime sector of Lithuania 
looks extremely promising 
in the context of a number of chan-
ges that have taken plaee in recent 
years and the developments which 
arc planned fo r the eoming decade. 
Lithuania has a tradition within the 
sector including a major internatio-
naltrueking industry, a significant 
lmnsit port in Klaipeda with the 
great (ldv(lntage of icc-free status, 
good road and rail links to the cast 
and the enormous markets of Rus-
sia, Belarus and the othe r Baltic 
States, the prospect of EU mem-
bership and al l the market advanta-
ges that this will bring in the next 
few years and last but not least , its 
s trategic location between the EU 
and the countries of the Former So-
viet Union which provide an op-
portunity lor Lithuania to become 
the Netherlands of Central and 
Eastern Europe - a dynamic, fast 
growing and prosperous country 
aeting as the pivotal point for trade 
within the region, far in excess of 
its physical size and popUlation. 
Lithuania's future role as the 
transit hub for the cast (lnd the link 
between the dynamie markets of 
Germany and Scandinavia and the 
growing signi licancc of Russia and 
its neighbours has allracted allen-
tion in western Europe, not leas t at 
the University of Plymouth in the 
United Kingdom where the Institu-
te of Marine Stutlies is the largest 
and 1110St significant teaching and 
research institution coneentmting 
on transport . shipping and logistics 
in Eastern and Central Europe. The 
research group cons is ts often staO' 
membcn; plus a large grollp of rese-
a rchers of which two arc actively 
involved in researeh into logis tics 
and tmnsport in Lithuania at this ti-
me. These two projects arc being 
undertaken by two young women 
from Lithuania und Grcece, exami-
ning respecti vely the transi t of c ru-
88 ,200 115 - JURA 
de oil and the transit of containers 
by rail from Russia, central Asia 
and the Far East, both throu"h Lit-
huanian outlets. The former ~rojcct 
has altraeted sponsorship from the 
European Union Phare fund whilst 
the lalter has been funded by Llo-
yds of London. The quality of the-
se sponsors reflects the seriousness 
with which the issues arc conside-
red within Europe and also the im-
portance that the Lithuanian role in 
transit is considered. Both resear-
chers graduated recently from the 
Institute in Plymouth in Maritime 
Business and Law and bring with 
them analytical (and linguistic) 
skills that arc appropriate and no-
table. 
Oil Transit t hrough 
Lit huania 
This project provides ::tn ceono-
mic analysis of the Lithuanian cru-
de oil sector in the light of the pe-
riod oftrnnsition following the bre-
ak-up of the Fonner Soviet Union 
(FSU) and the moves being made 
towards European Union (EU) ac-
cess ion_ Lithuania emerged from 
the FSU as one of the three inde-
pendent Baltic States which under 
the old Soviet regime had always 
been significant as transit countries 
lor both imports and exports to the 
USSR, oITering icc- free access to 
the Baltic all year round. As a con-
sequence, a large quantity of the 
USSR 's international trade passed 
through the ports of Riga and Venl-
spils in Latvia and Klaipeda in Lit-
huania including substantial quan-
tities of Soviet crude oil. 
Following the break-up of the 
USSR, the economic and political 
situation for these oil movements 
has changed considerably and the 
newly independent Lithuania has 
inherited both a powerfi.11 pos ition 
(in that Russia has only limited iee-
free access to the Baltic rrom its 
own territory through the Kalining-
rad enclave, which in tum is only 
access ible across Lithua nian te rri-
tory) . and a weak pos ition in that its 
sole source of oil has a lways been 
Russia (und the FS U) and the inf'r.1-
s tructure inhe rited (pipe lines, re fi -
"'37 
neries, terminals etc) was a ll desig-
ned uni-d irectionally for this sour-
ce of oil. Lithuania thus find s itsel f 
both re liant lIpon , a nd o ne of the 
few prov iders for, Russ ia n crude 
oil. This in tum has highly signifi -
cant economic consequences - fo r 
example, some 30% of Lithuania's 
GDP can be associated with the on-
ly oil products refinery in the Bal-
tic States at Mazeikiai, but until ve-
ry recently, this fac ility has been to-
tall y reliant upon Russia n c rude 
imports. In late 1999, these were 
interrupted by Ru ssia n s upplie rs 
during disputes over ule refinery's 
ownersh ip plans and its part ial sa-
le to US interests. As a conseque n-
ce, since independe nce in 199 1. 
erude oil trade in Lithuania has be-
en fundame ntal bOlh to the coun-
try 's economic hca lth and po litica l 
stability. 
As :a consequence, tbe rese-
an:b project bas tbe following ob-
jectives: 
• to assess the impact in Lithua-
nia, of the trans itio n from So-
vi et control to inde pe nde nce. 
upon the c rude oil sector: 
• to as 'ess the c ll rrent pa llern of 
c rud e oi l movements <lnd the 
na ture of the in fras truct ure in 
Li thuan i<l and iL<; reg ional com-
pet itors: 
• to a na lyse the c urren t factor:. 
tha t d icta tc crude oi l polley III 
Li thu[l nia - economic. pohllcal 
a nd opemtio nal; 
• to derive the opinion o f econo-
mic experts wi th in the region as 
to the possibilit ies fo r fUlure re-
giona l crude oi l po licies; 
• to deve lo p a model of the crude 
o il indus try in the region deri-
ved from lhese opinio ns, which 
accommodates both the econo-
mic a nd po l it ical iss ue [l nd 
whic h can provide guida nce 10 
policy-make rs for the future; 
• to examine the e fTecl of EU ac-
cession upo n th is s tra tegy and 
to provide g uida nce for econo-
m is ts in th e Ba lt ic S ta tes for 
strategies <IS :leeeSSlon opproa-
ehes. 
To achie ve these objecti ves, 
the project cons is t of ttl e foll o-
wing methodology; 
• iJ review of the tranSi tion penod 
from the late 19ROs 10 the mo-
ves IIlward. EU access io n 10-
day, the fl ow of cnlde oil In the 
region :lnd the Infro Iruclllral 
faci lities UllIt ex lSI. TIll'. will be 
based upon ;J full literature re-
view from sources In Lllhu::tm3. 
Latvl<J. RUSSia and the UK, [lIth 
research Into source \\ IIhlnthc 
indu.lry. 
• u.lcnllficallon of the main Influ-
ences upon the Indu.lry In lit-
huania at Jlresent :lnd in the 
year. to come a" EU ;)cccssion 
aJlJlrouehe : 
• an allJlysi" of e Jlen opinion In 
the region from Lithuania. Lat-
via and Russia collected 
through direct interview of eco-
nomists and industrialists using 
a stmctured survey; 
• derivation of a set of crude oil 
strategies for Lithu.mia which 
will incorporate the economic, 
political and operational requi-
rements and constraints that 
exist and will provide guidance 
to poliey-maken; as transition 
continues and EU accession ap-
proaches. 
Oil sources and 
export points 
Be/ore transition. Lithuania's 
sole source of crudc oil was the 
USSR much of which was located 
in Russian Siberia. A comprehen-
sive pipeline system was develo-
ped over many yean; for the USSR 
oil export industry which loeused 
upon three main directions - the 
Black Sea. the Druzba Pipeline to-
wards allies in Pol:lnd and the 
DDR and Western Europe. :lnd the 
Baltic Sea and in particular the fa-
cilities at Ventspils (Latvia) for di-
rect cnlde oil exports. and Mazie-
kiai (Lithuania) us the only oil refi-
ning facility located in the Bollic 
States region . 
The infmstrueture thnl suppor-
teo these facilitiL'S was de:dgned so-
lely for the usc of oviet crude 
which mcant that upon indepen-
denee. lithuania inherited a large 
refining Facility that was the single 
largest generator ofODP in lithu-
ania by far and yet relied entirely 
upon Russian co-operation in pro-
viding piped imports of crude oil. 
This has been a continued problem 
for Lithuania. particularly since 
Russia has alternative outlets - not 
leas~ Ventspi Is in neighbouring 
Lat.v~~ - and also their own refining 
facilities, thus negating any need to 
depend upon Lithuania and its de-
mand. Much oFwhat has happened 
in Lithuanian oil strategy since 
1991 has been driven by this de-
pendence upon Russia and this inc-
ludes the development of new im-
port/export facilities for cmde oil 
and products at the Butinge oil bo-
om on the Lithuanian coast which 
has provided some seriously desi-
red, iF expensive. flexibility. 
EU accession 
Since December 1999. Lithua-
nia has been moving towards ac-
cession to the EU. Lithuania was 
disappointed by their failure to be 
included in the first wave of appli-
cants following transition but now 
has the di Oicult task of meeting the 
economic requirements of the EU 
which include a number of issues 
that directly impact upon the oil in-
dustry. It is necessary in the context 
of this research. the emphasis pla-
ced upon the private sector and the 
subtle but definite stress upon mo-
ving away from Russian influence 
and more towards that or the wes\. 
These laller issucs have had immc-
diate impact,; upon the relationship 
or Lithuania with Russia. 
Russian influence 
As we have seen already. Rus-
sian influence in the oil industry in 
Lithuania has been substantial nnd 
there have been dcliberate moves 
by Lithuania since 1991 to reduce 
this but witb limited and controver-
sial success. The main moves have 
involved the sale of33% of Muzei-
kiai Refinery. Butinge Oil Import/ 
Export Facility and associated in-
Frastructure to Williams Internatio-
nal of the USA. This wns comple-
ted in competition with Lukoil of 
Russia. 
The sale of the fundamentally 
important Mazei kiai complex 
along with the new Butinge facili-
ty to an American company, at a 
low eosl has created a number of 
economic and political problems. 
The research project eonecntm-
tes upon the most signitiennt of all 
industries within Lilhuania and the 
Baltic Sl;]tes region. and provides a 
detailed analysis of the economic 
and political factors. 
The output from the research 
would be of fundamental relevan-
ce to policy-makers within Lithua-
nia and those working upon acces-
sion in the region and with the Eu-
ropean Union . Crude oil in lithu-
ania is of vital importance to the 
country 's economic health and its 
progress towards EU accession is 
dependent upon resolving a strnte-
gy to deal with the complex set or 
issues noted above. nlcre has been 
no rundamental research carried 
out on the industry up to now. The 
results will be of widc interest to 
the industry. policy-makcrs. pmcti-
tionen; and academics. 
Container Transit 
by Rail through 
lithuania 
This research project bas a 
number of objectives: 
• to review the current role of the 
Trans Siberian Railway (TSR) 
in the movement of containers 
from Russ ia. the Far East and 
countries of the FSU to Europe 
and ror export elsewhere; 
• to assess the potential of the 
network for further develop-
ment and the need for infra-
structural and logistical impro-
vements to achieve this: 
• to analyse the role of the ports 
of the Baltic States (and in par-
ticular Klaipeda) in providing 
an inter-modal link with ship-
ping services in the Baltic Sea 
in competition with alternative 
port fueilities in Russia and Fin-
land: 
• to assess the future of container 
movements by the TSR through 
the Baltic States in the light of 
their impending accession to the 
EU; 
• to identify and recommend ma-
jor policy initiatives for Lithua-
nia in terms of transit policy for 
potential container trallic by the 
TSR. 
The TSR was :I development of 
the Soviet rail network originally 
constructed in the time of the Tsar 
but supported by the Soviet state as 
a source of hard currency. Contai-
neriscd freight flows were eonsidc-
rable belore 1991 when following 
the break-up of the Soviet Union. 
the service was partially privatised 
with sale of30% to Scaland of the 
USA and the rormation of thc 
Trans-Siberian Express Service 
(TSES). Thisjoint venture with the 
Russian Ministry of Railways 
maintained the original aim of the 
route to act as an alternative (amI 
faster) service to deep-sea links 
from Japan. China and Korea to 
Europe and the USA . Follo\ ing 
Maersk '~ aequl slt iun of e~land 
and new antHrust regulation · in 
Russia, Macrsk- eala~d acquired 
100% 0\ nership of the crvice 
from the ministry. 
TSES rcvenue ·teoddy grell 
from USS6 million in 1992 tn 
around USS60 million in 1997 but 
then rell drastically \ ilh the Ru~­
sian economic problems. Sen' lce 
volumes fell from 9 ._59 TEU in 
March 1991; to 2, I 02 TEU in Feb-
ruary 1999. Althou!!h trallic incre-
ased to 4.000 T[U ~ month by the 
end of 1999. the TSR remains m a 
depressed state. 
Thc route olTers much poten-
tial. particularly in the conte. t of 
increasing environmental al are-
ness and the cmphasis on rail 
frcight in this context, nnd the po-
licies orthe EU whieh aim to en-
courage inter-modaltnlllsport for 
similar reasons. The developmcnt 
ofl3nltic States port liH:ilitics foil 
wing transition on·en; slInilnr en-
couragement to T R containeflsed 
serviecs particularly in contrJst to 
the icc .dreeted port of t Peters-
burg and the port of Kaliningrad 
which although in Russian territo-
ry. is physically separated by lithu-
ania and Belarus. Both ports nlso 
have security problems. Curren tly 
the mnin oullets to the sca for TSR 
containers arc through south fin · 
nish ports and the ports of the Bal· 
tic States see opportunities in com· 
petition with them pnrticularly ir 
the light of new or planncd contnl· 
ner tcrminal racilities in Klaipeda 
Ventspils. Liepaja and Riga . Com· 
pctition from rail serviccs a roS! 
Europe is limitcd by thc dilTerencl 
in rail gaugc once crossing the Po 
lish border anti the costs this impo 
ses. 
This research aims to analyst 
the potential for the Baltic State. 
ports and particularly Klaipeda . Ie 
acquire a greater share orthe Tsr 
containerised traffic . It will b, 
pmctical in its appronch with th, 
nim of olTering advice to policy 
makers in the l3altic StatL'S on stra 
tcgies lor the future derived from 
comprehensive literature reVle\ 
and the close involvemcnt of rcgio 
nal experts. whilst retaining stron 
theoretical validity through its us 
of established techniques of con 
tent nnalysis . 
Bot h these rl..'Search projects fI. 
neet the signi (Ic'lnt and growln 
role that Lithunnia is beginnmg t 
play in the transit market bet\\ec 
the major eastern and western rl 
gions ofEuropc. nlis role will I III 
rcase as developments \ IIhln th 
region continue to take plOlce B t 
the crude 011 and container sect\ll 
are rundamenlal to the riC of Li 
huanill as a mllJor logIstiCS 'Upplil 
III the Ba ltiC reg IOn. 
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